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Foreword
to the Second Edition

by Herb McCormick

WHAT 1S IT about offshore sailing, extended cruising,
and long-range voyaging that makes the pastime so very
appealing to such a vast range of people from so many
walks of life? That’s a question to which I've given an
inordinate amount of thought over the years (it’s an es-
pecially appropriate topic to ponder on a midnight watch
hundreds of miles from the nearest speck of soil). I've
come up with a few answers.

Sure, there’s the incredible beauty of it, particularly
when you're creaming along before a fresh breeze and
beneath a sky full of stars on a perfectly balanced boat, or
when a lush, green island looms on the horizon after many
miles and days on the blue, blue sea. And, of course,
there’s the challenge in it, for there’s no other activity on
the planet quite as testing, unique, or fulfilling as guid-
ing a small vessel across a vast body of water safely and
efficiently. Finally, there’s the wonderful harmony to it,
for there are few things more enjoyable—and, in this day
and age, more relevant and important—than harnessing
the clean, fresh power of the wind and currents to propel
our dreams and ambitions.

Cruising sailors are, by nature, both engaged and en-
gaging, or at least that’s the way it seems to me. They are
people who've made a conscious choice to set forth into
the world with open eyes, hearts, and minds—travelers, if
you will, who are bound and determined to take the road
less traveled. That may be one of the less-kept secrets
about cruisers: Sure, they may come from various places
and backgrounds and stations, but when all is said and
done they’re not very different at all. On the one hand,
self-sufficiency and independence are their bywords; on
the other, they’re part of a grand community that relies
upon all its members for advice, guidance, laughter, and

friendship. It’s this wonderful dichotomy that makes the
cruising world go round.

But what about our initial query: Why the appeal? 1
reckon the ultimate answer is pretty basic. Quite simply,
the best thing about voyaging is that it’s a lifelong pursuit
of knowledge and understanding. No two passages are ever
the same. Even the most experienced sailor among us some
day will be faced by something he or she has never seen
before. At that point, they’ll employ their wits and wile to
address the matter, and another chapter in their personal
history will be in the books. The best part of sailing? It’s a
journey, a quest, which never, ever ends.

And that brings us to the book you now hold in your
hands.

Over the years, I've had the distinct pleasure of as-
signing and editing numerous sailing stories from Beth
Leonard. Whether crafted at sea or in port, they’ve always
been written in crisp, clear, straightforward prose that al-
ways delivers. Her voice is clear, eloquent, straightfor-
ward, and authoritative. Naturally, she and her partner,
Evans Starzinger, have sailed far and wide; it’s a prereq-
uisite for tackling a tome such as this. More important,
they stopped and looked and listened all along the way.

I know all this because I've come to realize that, in her
own journey, Beth Leonard has not only become a won-
derful sailor, but also a fine teacher. I know this because
I’ve learned so much from her.

Now, with this terrific, wide-ranging resource, so can
you.

Herb McCormick
Cruising World



Foreword
to the First Edition

by George Day

OCEAN CRUISING AND world voyaging have a way of
changing a person, or a couple, in ways that never occur
ashore. Once you have sailed across an ocean, watching
the moon move through a whole cycle and meeting the
great sea mammals on their own turf, you never see our
home planet and our little place in it quite the same way
again.

And when you get to the far islands and continents
at the end of a long passage, when you drop the anchor
off a white coral beach and stroll through coconut groves
where you have to guard your toes from the claws of co-
conut crabs, you begin to forget the things that were once
so important at home. You happily exist without phones,
fax, and e-mail, without a daily mainline of news, without
road rage and Prozac and attention deficit disorder. You
become a self-sufficient citizen of the sea. You realize
the importance and beauty in small things. You become,
in a way, less civilized and more human as you develop
voyaging skills and a cruising state of mind.

But the leap from casual coastal sailing to world cruis-
ing is a long one that demands the acquisition of a certain
body of knowledge and a new attitude. The life aboard a
small ship is not for everyone, yet it is one that can be
adopted successfully by the most woods-bound landlub-
ber if his or her attitude is right. Making the leap does
not require an expensive boat, the latest electronics, or
a million dollars. It does require an adventurous spirit, a
flexible mind, and a persistent willingness to learn.

In the pages of this book, Beth Leonard will open many
doors for you. Being a comparatively recent convert to the

world-cruising life who jumped in with both feet by set-
ting off immediately on a circumnavigation, she brings a
fresh zeal to the subject, tossing out tired old notions and
reinforcing practices that really work. An international
management consultant, she has a gift for seeing into the
heart of a problem, while organizing solutions in simple,
logical ways. There are many chapters in this book that
you will want to keep as ready reference, even after many
years of bluewater sailing.

When 1 think of the transition a sailor makes from
coastal to offshore cruising, I always think of the Maine
yarn about an MIT mathematics professor who adopted
cruising as a summer pastime. One afternoon he found
himself hard aground on a submerged ledge off his harbor
entrance and had to hail a nearby lobsterman for help.
After being hauled off the ledge, the professor exclaimed,
“How illogical of them to put the buoys over there, when
the ledges are over here!”

The lobsterman looked the man in the eye and said,
“You know, professor, you sure do know a lot, but you
don’t realize nuthin’.”

In the pages of The Voyager’s Handbook you’ll find a
lot of knowledge that will help you prepare for offshore
cruising. You'll also find many realizations that are keys
to really enjoying and being successful in the voyaging
life.

Fair winds,

George Day
Publisher, Blue Water Sailing
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Preface

WHEN I AGREED to do this revision three years ago,
I vastly underestimated the task I had set for myself. 1
knew that the book was in need of updating, that things
had changed since we had started cruising in 1992. But
I hadn’t considered just how much they had changed.
Looking back on it, I would say that offshore boats and
equipment changed more in the last decade than they had
in the hundred years prior, from the time Slocum took his
Spray and sailed her around the world alone.

It wasn’t just that the boats got larger, though aver-
age length has increased 10 feet since we ended our first
voyage in 1995. But the range of boat types out cruis-
ing expanded exponentially as well. The 30- to 35-foot
heavy-displacement traditional cruisers that typified
offshore boats through the 1970s have been joined by
lighter, more modern designs, and in the past few years
multihulls have made big inroads into the cruising fleet.
New low-stretch, high-strength materials for sails and
lines facilitated the increase in boat size as did new
sail handling techniques adapted from the shorthanded
round-the-world racers. Satellite technology revolution-
ized communications and navigation aboard, while the
Internet and cash machines greatly simplified managing
life from abroad. Improvements in just about every aspect
of technology from watermakers and refrigeration to solar
panels and batteries made it possible for long-distance
voyagers to bring along most shoreside comforts. Mass
marketing of these new technologies brought the costs
for all these comforts and conveniences within reach of
the moderately well-to-do cruiser. From sail handling to
communications, from sail materials to navigation, much
of what we have aboard our 47-foot sloop, Hawk, did not
exist or was prohibitively expensive a bit over a decade
ago when we outfitted our Shannon 37 ketch, Silk.

Xii

All of this means that the cruising community has
become much more diverse. In any harbor in the world
where cruising boats congregate, 1970s traditional cruis-
ers equipped with little more than a GPS and a depth
sounder lie at anchor next to multihulls and modern per-
formance cruisers carrying watermakers, generators, re-
frigeration, washer/dryers, and air-conditioning. This in-
credible diversity of boats proves there is no single right
way to go cruising, but that each crew must find a balance
between luxury and simplicity that reflects their priori-
ties as well as their budgets. To be useful, the revised
Voyager’s Handbook needed to address the needs and
concerns of crews at either end of this spectrum.

I hadn’t really considered all of this when I sat down
and started to write. For the first few months,  approached
each chapter believing that this one would require some
simple editing, just a little bit of revision. Instead, 1
ended up rewriting almost every word in the first two sec-
tions of the book and adding three new chapters. While I
was able to keep a substantial amount of the material in
the second half of the book, much of it got reorganized to
make it more useful, and I added another four chapters of
new material on subjects ranging from dealing with busi-
ness and bureaucracy from the boat to managing heavy
weather at sea. The revision ended up taking me two and
a half years.

In the process, I tried to remain true to the original vi-
sion of the book: What does an experienced coastal sailor
need to know to make offshore passages and live aboard
in foreign lands for a period of several years? These pages
contain everything I wish I had known when we first set
sail. I hope they will help you to cast off the docklines
and begin a new life.
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Introduction: Is This the Life for You?

ON A BRILLIANT June day in 1992, my partner, Evans
Starzinger, and | boarded our Shannon 37 ketch, Silk,
untied our docklines, and sailed out under the Newport
Bay Bridge. Like the dozens of other crews out on plea-
sure boats that day, we could have turned back to our
snug berth as sunset colored the water and an evening
chill arrived. But we had spent the last two years pre-
paring for that day. We kept sailing—to the horizon and
beyond—and began a three-year odyssey that would take
us to three continents.

For the five years before our departure, we spent al-
most every waking minute living the life of successful
1980s baby boomers. As international management con-
sultants, we worked 70-hour weeks, traveled to different
cities and countries weekly, and saw each other for only
a few hours each weekend. When we were asked to stand
for partnership election in our firm, we both took a hard
look at ourselves and considered what we wanted to do
with the rest of our lives. Despite the applause and acco-
lades, neither of us had ever accomplished anything we
considered worthwhile. We knew we were on the wrong
track. With that realization, we took the first step toward
a new life.

No one can be completely prepared for a change of
such magnitude, and we were less prepared than most.
Just two months before putting to sea, we left our jobs in
Sweden. We came back to the United States in April, to
a boat we had purchased but never seen. Silk had been
refit during the winter for offshore sailing, and we started
sailing her less than two weeks before our departure. We
had taken some liveaboard courses, but we had almost no
offshore sailing experience. On that June day, we sailed
under the Newport Bridge for our shakedown cruise to
Bermuda. Our journey had begun, but we had not left our

old lives behind.

Xiv

Three days later, we were in the worst weather of
our entire voyage. We ran under bare poles dragging
warps while the wind shrieked in the rigging and waves
crashed on the coach roof. The motion below felt like a
roller coaster jumping its tracks. For the preceding 36
hours, we had both been so seasick we couldn’t keep
water down. My jaw ached from clenching my teeth
against the tension. All I wanted was to get off that boat.
Only then did I understand what this was all about. 1
wasn’t hiking in the woods or sailing on a lake where
rescue was never far away. | had chosen this, and no
one could come and take me back to shore. I had to live
with my choice.

I didn’t recognize the person thinking that way. I had
never thought of myself as brave, but I hadn’t considered
myself a coward either. I thought I took responsibility for
my actions. But there in Silk’s belly—as | fought nau-
sea, apathy, and fear—I took a hard look at myself. For
perhaps the first time, I understood the true meaning of
responsibility. I saw clearly the person I had been and got
a brief glimpse of the person I hoped to become.

When we returned three years later, on the Sunday of
Memorial Day weekend in 1995, a different person sailed
back under the Newport Bay Bridge. The person who left
had viewed time as something to be constantly filled or
lost forever; the person who returned understood that
time is the only space within which the soul can expand.
The person who left was too busy earning money to do
simple tasks such as cleaning the house or baking bread;
the person who returned had learned that no amount of
money can compare with the value of self-sufficiency.
The person who left had never spent more than 48 hours
alone with her partner over the course of their four-year
relationship; the person who returned trusted her partner
with her life and had been trusted with his.



As we sailed up Narragansett Bay, most people would
have seen one of hundreds of boats enjoying the late
spring sunshine of a holiday weekend. But a few people
would have taken a second look.

They would have noticed the battered hard dinghy
lashed securely to Silk’s coach roof and the rust-spotted
wind vane on her transom. They would have noted the
sea-silvered teak, the plastic jugs lashed to the mizzen-
mast, and the gooseneck barnacles growing just above
the waterline. They might have looked closely enough at
the sailors on board to see deeply burnished tans and
sun-bleached hair. They would have wondered where we
had been, what places we had visited, and what tales we
had to tell.

If you are one of those people who would have noticed
us that Sunday and thought even fleetingly of your own
dream, this book is written for you. When other boats
scurry back to their berths just ahead of the setting sun,
you want to keep sailing. You want your tracks to be the
only ones on a perfect sand beach of a deserted tropical
island. You want to see the green flash, taste coconut milk
from the husk, watch the fish dance at dusk, and share a
feast with new friends from other cultures.

This book can help you get there. It is written for
coastal and limited offshore cruisers who want to make
the transition to long-term voyaging. I have tried to cap-
ture everything I wish I had known on that June day when
we first sailed out from under the Newport Bay Bridge.

Within months of returning from that first voyage,
we realized that we had changed too much to fit back
into our old lives. In 1996 we began building a new
boat, a 47-foot aluminum Van de Stadt Samoa sloop that
we named Hawk, and we left again in 1999. We have
lived aboard Hawk for the last seven years and sailed
her more than 50,000 nautical miles. We have cruised
along the Arctic Circle on Midsummer’s Eve and spent
Christmas in Puerto Williams less than 50 miles north
of Cape Horn. We have spent sixty days on passage in
the Southern Ocean between the Beagle Channel and
Fremantle, Australia. This book was written aboard that
boat, at a writing desk specifically designed to be my
floating office.

Having done it not once, but twice, we know that step-
ping aboard your boat and heading off to sea takes a leap
of faith. You must have faith in your vessel, in your part-
ners, and most of all in yourself. To some extent, the act
requires blind faith—for no one can fully understand
such a different life before they live it.

What is it really like? If you want only to travel, you
would be well advised to look for a simpler, less risky,
and less time-consuming way to visit exotic places. Voy-
aging is not even primarily about sailing. Sailing is only
one element of the life, and you cannot understand the

nature of voyaging from a two-week charter in the Carib-
bean. Voyaging is not temporary, and that makes all the
difference.

Voyaging is a way of life. It changes everything: from
your interactions with other people to how you think
about time to the value you place on convenience and
comfort. Most people take a year or more to begin to un-
derstand these differences—to slow down and live life.
You may sun on deck and snorkel in exotic waters, but
other activities will take priority. A typical day mixes the
following activities, depending on whether you are on
passage or in port:

* Keeping the boat going. For every person aboard, this
is a key focus that includes everything from en-
gine repair to reprovisioning. Most boats lack the
basic household conveniences we have come to
take for granted ashore, such as clothes washers
and dishwashers. Household chores take longer,
and in addition to that, we spend an average of 20
crew hours per week fixing and maintaining the
boat.

e Seeing the places along the way. When you travel as a
tourist, you are insulated from the frustrations and
fascinations of everyday life. When you travel by
boat, you must interact with the people you en-
counter as you buy food in the market, get diesel
fuel at fishermen’s wharf, and check in with the
local police and customs. These interactions can
lead to rewarding relationships and insights into
rich cultures. But the very best experiences take
additional effort. Once you arrive in paradise, you
still have to make the magic happen.

* Enjoying the crvising community. The crews of offshore
boats form a tightly knit, small community. Be-
cause of the hurricane seasons, cruising boats
tend to travel in waves; you will see the same
boats in key crossroads, such as New Zealand or
Australia, the Mediterranean, or South Africa. The
relationships among cruisers are based on shared
adventure, which makes them intense and lasting.
The ties begin in one anchorage and get strength-
ened over the course of many landfalls and entire
oceans.

* Passagemaking. Few long-term voyagers spend less
than four weeks at sea annually. Most make a
minimum of two major passages a year in order to
be out of the tropics during tropical storm season.
Passagemaking is a life unto itself where every-
thing is more difficult, and the wear and tear on
the boat is more extreme. When you are on a pas-
sage, your first priority is to keep the boat moving
well. Then you can consider the needs of the crew
and enjoy the solitude of being at sea.
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e Unwinding red tape. Logistics and bureaucracy took
more time and effort than we ever imagined be-
fore we left. When entering different countries, we
spend a minimum of a half day clearing in and a
half day clearing out, plus a day or more arrang-
ing visas when they are required. We also have
to manage the logistics of functioning in a foreign
place so far from home. In most ports, we need
to receive mail, get caught up on e-mail, and pay
bills.

o Entertaining yourself. When not otherwise occupied,
you must rediscover the art of entertaining your-
self. In developed countries, we have lost this tal-
ent under the onslaught of television, VCRs, video
games, computer networks, and movies. At sea, we
get reacquainted with old friends—books, handi-
crafts, radio, and nature. It is a wonderful chance
to free your imagination and stimulate your cre-
ativity, but we know more than one crew who quit
because they found the life boring.

Voyaging has its share of work and worry. But it is a
way of life, and its rewards make the glossy photos in the
magazines pale in comparison. Our initial image of tropi-
cal beaches and swaying palm trees is not what we came
to love, nor why we spent four years building a boat and
set off again. So what are the rewards and challenges?

A never-ending series of extreme highs and in-
tense lows. The essence of voyaging lies in trading the
comforts of shore life for a wide range of vivid experi-
ences. Voyaging is a life of extreme highs and intense
lows—from drinking French red wine in the cockpit as
the sun is setting behind the twin peaks of Bora-Bora to
being hove-to in a gale off Durban while seawater drips
into your bunk. Distilling these extremes into words like
“fun” or “pleasant” misses the essence of the life.

Emotional extremes are the antithesis of what we strive
for ashore. The average American or European equates
success with security, stability, comfort, and convenience.
Extremes are kept to manageable and predictable lev-
els. But when you cut out the lows, you also truncate the
highs. When we headed offshore, we put aside the adult
quest for financial and physical security and rediscov-
ered the intoxicating euphoria of youth. Most voyagers
become addicted to the extremes, to the emotional inten-
sity and vividness of the life. When they return to land,
most find shore life sterile in comparison. But this transi-
tion does not occur overnight, and some never adjust to
the unpredictable nature of the voyaging life.

If you expect to find a tropical paradise and a carefree
existence, you will find both. But if that is all you expect,
the more stressful times will come as a bitter disappoint-
ment. If you can accept that voyaging poses unique chal-
lenges and rewards, and if you can appreciate the highs
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and work through the lows, then you too will end up liv-
ing the dream and loving the reality.

A simpler, cleaner, more self-sufficient way of
life. There are no smoke and mirrors at sea. Sailors are
impressed by good seamanship and sailing accomplish-
ments—not by job titles, possessions, or wealth. When
you arrive in Durban, South Africa, and see a foreign flag
flying from a salt-scrubbed yacht, you won’t care what
the crew did in their previous lives. But you can be fairly
certain that they will be accomplished, self-sufficient
sailors—people you will enjoy getting to know.

Mastering new skills is one of the most thrilling as-
pects of voyaging. As you start to manage everything in
your own small world, you will experience a tremendous
sense of satisfaction and a burgeoning confidence. You
will eventually achieve a degree of self-sufficiency that
very few people ever dream of, let alone attain.

Voyaging even changes how we interact with our world.
In an age when environmentalism has become a fashion-
able cliché, voyagers are a living demonstration of how to
tread lightly on the planet. We generate virtually all our
electricity, primarily by pollution-free solar panels. Our
water consumption, even when we have access to shore
water, rarely exceeds 5 gallons per day, per person. On
Silk, we consumed less than 500 gallons of fuel while cir-
cumnavigating the globe (about what an American family
uses for a single car in a year).

Whether you go for three years or thirty, voyaging frees
you by offering an alternative. Your newly acquired skills
let you make choices about how you want to live your life.
Your increased sense of responsibility allows you to deal
with your choices realistically. Your newfound simplic-
ity frees you from the misconception that material goods
make you feel productive or fulfilled. Your view of your-
self and your place in the world radically alters, and you
tread more lightly, think more deeply, and breathe more
easily.

A voyage of self-discovery. Voyaging is not just
about physical travel. As you voyage, you move deeper
and deeper into your own heart and soul. But at times you
may not like what you see. Nothing can prepare you for
coming face to face with your true self.

At some point, everyone on board a small boat at sea
must come to terms with their deepest fears. We all pos-
sess a cherished image of ourselves, of how we will be-
have when tested. That image can be tarnished by real-
ity—laid out for you in stark relief in a moment of fear.
Then the process begins as you work to change those as-
pects of yourself that you do not like.

We also come face to face with our true selves in the
desert of unstructured time that surrounds us at sea. Only
a lucky few are fulfilled by work alone. For most of us,
what we choose to do with our free time gives us depth



as individuals. When there are no other demands, the
demands of your own heart and soul can be heard. Some
people are disappointed to discover they would rather
read a mystery novel than devour great literature, do a
crossword puzzle rather than write a book.

A few people find themselves uncomfortable with who
they really are. But most learn to love the solitude of the
sea and appreciate the infinite vistas of their hearts. The
literal voyage, with its pulling up of roots, is accompa-
nied by a figurative voyage and the pulling apart of the
self. Both teach you what defines you and fulfills you. If
you are ready to face yourself as you are, then you will
find this spiritual growth to be vastly satisfying and en-
ergizing.

A process of growth and change in relationships.
When we first left aboard Silk, Evans and I didn’t really
know one another at all. Our demanding careers allowed
us to see each other for a few hours on the weekends; we
often went weeks without seeing each other at all. We
spent more time together in the first four months after we
set sail than we had in the entire four-year history of our
relationship.

That we survived that first year as a couple seems a
miracle of sorts. Take two type A overachievers who both
know they are right all of the time. Squeeze into a space
smaller than most studio apartments, regularly reduce
sleep to one-third normal levels, add copious amounts
of water, shake well. Expose to stressful situations. Bake
for months at a time. Not a recipe one would think would
lead to domestic tranquility. And it didn’t for us, not for
a long time.

Over the course of a circumnavigation, four years
of building a boat, and seven years of cruising aboard
Hawk, we have built a relationship based on trust and
respect. Our relationship isn’t perfect, and it never will
be. But we’ve learned to laugh at ourselves and to count
to 10. We’ve learned never to “discuss” something before
the tension has melted away, and we’ve learned to say
“I'm sorry” and “I didn’t handle that well at all.”

But there’s far more to it than that. On the one occa-
sion when I came on deck and thought Evans had gone
overboard, I cannot begin to describe the mind-numb-

ing, gut-churning sense of loss. In the instant in which I
thought he was gone, I glimpsed how much my life would
change, how much more difficult it would be without him
to be the person I want to be and live the life I want to
live. I was shocked and shaken by how dependent I am
on him, not for sailing the boat or completing a passage,
but for the sense of connection that has spread its roots
into the very depths of my being and would destroy a bit
of me if ever ripped away.

Voyaging has strengthened and defined this most im-
portant relationship in my life. But it has also deepened
my relationships with all those I care about, family and
friends. On Silk and on Hawk, 1 have been blessed with
the luxury of time to share with those who matter most
to me, and the desire to make sure they understand this
strange vagabond life of mine. Though we are often thou-
sands of miles from those I love, I feel supported by a web
of connections that quite literally spans the globe.

Is this the life for you? If you have done some ex-
tensive coastal cruising or offshore passagemaking, you
have a sense of what the voyaging life is like. You may
have dealt with some of the issues outlined above and
tasted the rewards. Don’t make the mistake of believing
that voyaging will be easier. When cruising changes from
being your time-out to being your life, the rewards and
challenges become more intense—not less so.

Voyaging is not for everyone. If you take your shore-
side values with you when you head off to sea, you will
find yourself burdened by unrealistic expectations and
impossible goals. But if you are able to let go of your
old values and open yourself to unexpected challenges
and rewards, then voyaging offers you a new and different
way of living.

The decision to embark on a major voyage in a small
sailing boat should not be taken lightly. The dangers are
real and should never be underestimated. Almost every
element of preparing for and undertaking a voyage in-
volves decisions about the risks and hazards you will face
at sea. Like every sailor before you, you will have to ac-
cept responsibility for your decisions and live with the
consequences. The reward will be a self-sufficiency and
independence that will change your life.
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The Essential Ingredients

IF YOU WANT to sail away someday, there are only
three things you can’t do without—a crew, some money,
and a boat. Each ingredient will be considered in a
separate chapter in this part. An enthusiastic crew
and a strong, solid boat can make up for a serious
shortfall in money. And sufficient money and enthusi-
asm can overcome most shortcomings in the boat. But
a luxurious boat and lots of money won’t transform a
sullen, reluctant crewmember into an eager, commit-
ted one. So make sure every member of your crew is
on board—figuratively and literally—before you move
on to refitting and upgrading whatever boat you plan to
take cruising.




Committed Crew

WHAT MAKES FOR SUCCESSFUL CREWS?

Composition of Successful Crews

Cruising with Kids: What Age Is Best?

Characteristics of Successful Crews

BUILDING VOYAGING PARTNERSHIPS

Critical Elements

Tips for Cruising with Kids

Laying the Groundwork

DECIDING WHEN T0 GO

Timing Issues

Timing Options

THREE VOYAGING CREWS

THE MOST EXCITING—and terrifying—thing about voy-
aging is that so much depends upon you. To head off on
a small boat for far horizons and return happy, healthy,
and fulfilled with the boat in one piece and your relation-
ship intact depends very little on what boat, what equip-
ment, or even what skills you take with you. It depends
almost exclusively on you, the crew: your attitudes and
interactions, your ability to learn new skills and deal with
your fears, your willingness to grow and change together.
Successful crews manage to transform workable relation-
ships on land into fulfilling voyaging partnerships.

To make that transition, each crewmember must be
willing to invest in the dream. You must embark on a
journey together before the actual voyage, evaluating
yourself and your relationship with other crewmembers,
planning your dream together, and supporting each other
every step of the way. You will need to agree on how to fit
voyaging in with careers and family, and for how long you
want to pursue the liveaboard life. By the time you begin
your voyage, each crewmember should be committed to
and enthusiastic about a future afloat.

WHAT MAKES FOR SUCCESSFUL CREWS?

We have met hundreds of people from more than two
dozen nationalities voyaging aboard sailboats in all dif-
ferent parts of the world. They have ranged in age from
less than 1 to over 80; in economic situation from ul-
trarich to technically impoverished; in profession from
wooden boat builders to executives of large corporations;
in sailing background from hotshot Grand Prix racers to
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confirmed landlubbers. On the surface, these crews seem
to have almost nothing in common.

Yet, a closer look offers some insights into what makes
for a successful voyaging crew. How do I define success
when it comes to voyaging? | consider any crew success-
ful that completed a planned voyage with boat and crew
intact and relationship(s) strengthened. The 55 crews we
know who have circumnavigated form a clearly defined
and representative subset of the larger group of success-
ful crews we have met. They help illustrate a few of the
elements common to all successful crews.

Composition of Successful Crews

Successful crews tend to be families, and if they don’t start
out that way they’re quite likely to end up that way. Of the
55 crews who circumnavigated, 78 percent ended the voy-
age as either couples or parents with children (Figure 1-1),
up from 62 percent at the start of the voyage. This increase
came as single-handed sailors found partners.

Families form the natural unit for crewing a small
boat. Two to four people can comfortably live in and eas-
ily manage the average cruising boat. Families share a
common approach to everything from cleanliness to val-
ues; they have the same goals and are on the same time-
table. Few people invite nonfamily members—even good
friends—to live with them ashore for weeks or months.
Aboard, with less space and greater stress, close-knit
families and well-established couples succeed where
other types of relationships often fail.

Nonfamily crewmembers complicate life aboard. When
arriving in a foreign port, the captain becomes legally re-
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Figure 1-1.
Composition of 55 crews that circumnavigated.

sponsible for each member of the ship’s crew. That means
ensuring they have entered the country legally, they com-
mit no crimes while in the country, and they leave—on your
boat or otherwise—before their visas have expired. Unscru-
pulous crewmembers can be difficult to get rid of when they
are no longer welcome. In addition, relying on outsiders lim-
its your options by tying you to their schedule.

In a few specific cases, outside crew may make sense.
Participants in cruising rallies often take on additional
crew so they can be more competitive. People heading
out on their first passage will sometimes take an experi-
enced offshore sailor along, usually a professional hired
to show them the ropes. Single-handers, older couples,
or couples with larger boats may regularly take on ex-
tra crew for long offshore passages. But most crews on
most boats doing long-distance voyaging continue to be
couples or families. Of the group of 55 crews that circum-
navigated, only 4 regularly took on outsiders as crew; 3 of
these were single-handers.

More than a quarter of the 55 crews that completed
circumnavigations started out as single-handers (see Fig-
ure 1-1); all of these were men sailing alone. This leads
to a second observation: women are underrepresented on
cruising boats. Of the hundreds of cruising boats we have
come across, only half a dozen were sailed by a woman
alone, and only two were crewed by two or more women.
In contrast, dozens of boats were crewed by a man alone
or by a group of men.

Even on boats crewed by couples and families, the man
is almost always the captain, and the woman often came
along reluctantly, after a long period of coaxing by her
partner. In her book Changing Course, Debra Cantrell ex-
amines the transition from living ashore to living aboard
from the perspective of the partner who did not initiate

the change. To find cruising couples, she wrote a letter to
the editor of Cruising World magazine. Her letter request-
ing that first mates contact her was carefully worded to be
gender neutral. Of the 110 people who responded, only
2 were men. In all but a handful of cases, the man had
come up with the idea of going cruising, and “80 percent
of the women whose partners proposed the cruising life
were initially resistant to the idea of living on a boat.”

There is no reason why women should be less common
or less competent than men aboard offshore boats. Voyag-
ing does not require great physical strength or a mascu-
line approach. So why are women less likely to initiate
the cruising dream than men and more reluctant to take
up the voyaging life? I have put that question to dozens of
women who have become accomplished and committed
voyagers, and most of their answers fell into one or more
of the following categories:

* | don’t want to leave my home /family /career behind. Men
who want to go cruising are often dissatisfied with
their shore lives. If they have defined themselves
primarily in terms of a job/career, then when bore-
dom or disillusionment sets in they may be left
with little beyond that. But in addition to manag-
ing a career, most women have many other impor-
tant and fulfilling roles ashore—as sister, care-
taker, friend, daughter, wife, colleague, mother,
active community member, and so on. I've asked
many women what they had to give up to go cruis-
ing, and much of it comes down to relationships.
The men I ask rarely mention relationships at all.
Women have to extricate themselves from a web
they’ve woven ashore, and that can be difficult and
painful. Their partners rarely realize what they’re
asking the women to give up, and rarely value the
sacrifice sufficiently.

* You want to do what? When Evans first told me he

wanted to buy a small boat and sail around the
world, I reacted exactly the way I would have if he
had suggested building a rocket and flying it to the
moon. Like many women, | hadn’t grown up sailing
and couldn’t even conceive of long-distance voyag-
ing. Like many men, Evans had spent years read-
ing sailing magazines and books, studying boats
and equipment, and dreaming of exotic landfalls.
I would never have come up with the idea of going
cruising because I didn’t even know such a pos-
sibility existed. Once Evans introduced me to the
concept, [ still had virtually no idea of what voyag-
ing entailed or what kind of a life I would lead.

* But what if something goes wrong? Women tend to be
more risk averse than men, which makes them
less likely to jump into a new lifestyle they per-
ceive as risky. This is even truer when children

Chapter 1~ COMMITTED CREW 3



are involved. The hundreds of women I have met
at boat shows and cruising seminars were eager
to talk about their fears—losing somebody over-
board, medical emergencies, and heavy weather
being the most common. Their partners, focused
on convincing them to go cruising, were often re-
luctant to bring up these issues. But women who
have become accomplished voyagers say they
needed to address their fears, to reduce the risk to
an acceptable level, before they were comfortable
heading off to sea.

I don’t even know how to sail. Today, more girls are
learning to sail, which means more women will
be competent sailors in the future. But like many
women over 35, | had almost no sailing experience
when Evans suggested we go cruising. | couldn’t

enjoy voyaging until I developed sufficient skills
to feel I was pulling my weight and, more impor-
tant, to believe I could manage the boat if some-
thing happened to Evans.

But what about my dreams? Just because women aren’t
dreaming about cruising doesn’t mean they aren’t
dreaming. But heading over the horizon represents
such a huge lifestyle change that many women
believe it will keep them from realizing their own
goals. Until they find ways to integrate their dreams
into a future of voyaging, these women will remain
reluctant to commit to the liveaboard life.

As a first step toward cruising, successful crews found

a way to address whatever it was that made the woman re-

luctant. In so doing, they began to transform their shore-
based relationship into a full-fledged voyaging part-
nership. As Debra Cantrell found, “In just about every
instance, this change in lifestyle evolved from one that
was externally imposed (by him) and initially resisted (by
her), to one that was embraced by both partners.”

Successful offshore crews also provide insight into
when to go cruising. Cruisers come in all ages, but long-
distance, offshore voyagers fall into a narrower age range.
Close to 70 percent of the crews that completed circum-
navigations (not including children) fell between 35 and
55 years of age. They were old enough to have built up
enough assets to buy and outfit a boat and cruise for some
years in comfort, but young enough to be healthy and fit.

This age distribution reinforces an important point.
Don’t wait. If you want to go, then go. Every year we hear
dozens of heart-wrenching stories of people who dreamed
for years of going cruising, fit out a boat, and then were
stopped in their tracks by a stroke, a heart attack, or can-
cer. You're far more likely to really make it out there if
you leave at age 40 than if you leave it until you’re 60.

Don’t feel you have to wait until the children are
grown, either. Over a quarter of the 55 crews that cir-
cumnavigated had children aboard by the end of the voy-
age. These 22 children ranged in age from newborns to
early 20s, with the majority distributed between 4 and
15 years of age (see the Cruising with Kids: What Age Is
Best? sidebar below). Most children thrive on cruising,
and most families end up strengthened in ways that last
a lifetime.

CRUISING WITH KIDS: WHAT AGE IS BEST?

All the cruising parents we have met found the
experience of voyaging with their children very
positive, and the ties established during several
years of voyaging built the foundation for a life-
time of intense and fulfilling family relationships.
Though some parents worried about the risks to
their children initially, most ended up feeling
cruising was better for their children physically
and mentally than life ashore. In fact, cruising
with kids is harder on the parents than on the
children. In addition to the things all of us have to
deal with while voyaging, cruising parents spend
a good deal of their time educating, entertaining,
and worrying about their children.

We’ve met children aboard ranging in age from
infants to young adults. Any age can work, but

most parents say the children get the most out of
it if they are old enough to remember the experi-
ence but young enough not to want to be some-
where else. Toddlers and teens tend to create the
biggest problems aboard.

Babies fit well into shipboard life. They sleep
a great deal, stay where you put them, and keep
hours that are consistent with changes of the
watch. For many women, the worst aspects of be-
ing pregnant while living aboard were morning
sickness compounded by seasickness in their
first trimester and finding a place with high-qual-
ity, affordable medical services to have the child.

But infants turn into toddlers quickly, and tod-
dlers are not as well suited to life aboard. Tod-
dlers are too young to understand why they can’t
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play with the gimballed stove and too old to stay
where you put them. Their mobility is astonish-
ing, their curiosity unquenchable. To keep tod-
dlers safe, you must childproof an area of your
boat and never leave them unattended on deck.
Several of our friends chose to have a baby dur-
ing the last year of their voyage so they could re-
turn to the relative safety of shore before the child
reached the “terrible twos.”

Preschool-age children are more flexible and
often adapt more quickly than older children.
They can be taught to swim and understand the
word “no!” You don’t need to worry about school-
ing, but you will spend time inventing ways to
keep them entertained. Preschool-age children
are more work and worry and are less help than
older children. They are too young to get the full
benefit of voyaging and may not remember much
of their trip. Still, going with children this age is
preferable to not going at all.

If you can work out the logistics of schooling,
most voyaging parents agree that the ideal ages
to take kids cruising are between 6 and 12. The
children are old enough to get the most out of the
voyage, but young enough that they can be back
in school ashore in time for university prepara-
tory work and standardized tests. With the in-
creasing popularity of homeschooling, an array
of high-quality programs has become available
(see the Homeschooling section in the resources
for this chapter in Appendix 1). With only one or
two students, teaching can be focused, and kids
learn in much less time than in a normal class-
room. Homeschooling takes discipline, especially

in paradise. On most “kid boats,” the first 2 to
4 hours of every day are devoted to school; then
kids are free to do whatever they please. Home-
schooled children generally score well on stan-
dardized tests.

We met only a few boats with teens aboard.
Some teens loved it, and some hated it. On boats
with unhappy adolescents, no one has a good
time. The excellent homeschooling courses now
available combined with the resources on the
Internet have made university preparatory work
possible for disciplined teenagers living aboard
a boat. Teenagers need to decide if this type of
program will let them fulfill their long-term goals
and then need to commit to making their school-
ing work. If your older children don’t buy in, wait
until you can go on your own.

After an extended period voyaging, most chil-
dren returned to school and did well academically.
Some children’s social development suffered due
to a lack of interaction with peers. While most
cruising kids moved effortlessly into new situa-
tions and made friends easily even where there
was a language barrier, they had less experience
with the ins and outs of long-term friendships
and the on-again, off-again nature of schoolyard
popularity. This made integrating into life ashore
at the end of the voyage a challenge for some chil-
dren. To provide as much socialization with peers
as possible, boats with children aboard tended to
travel together, even if the parents were not the

best of friends (see the Tips for Cruising with
Kids sidebar below).

Somewhere between ages 65 and 70 seems to be the
upper limit for long-distance voyaging for most people.
Although we’ve met dozens of crews older than that, most
had given up long offshore passages and were doing ex-
tended coastal cruising around their home country. The
need to be close to health-care providers and the desire
to spend time with grandchildren kept them from ventur-
ing too far afield.

This age limitation means that for most of us, voyag-
ing is not forever. Of the 55 crews who circumnavigated,
only 2 have been sailing for most of their lives and have
no shore-based home or any intention of getting one. The
rest returned ashore, and most sold their boats. Part of
being successful involves planning for that transition and
having an exit strategy when the time comes to swallow

the hook.

On the other hand, almost half of the crews that re-
turned ashore after completing a circumnavigation left
again for another extended voyage after a period of sev-
eral years; 4 of these 24 crews have completed a second
circumnavigation, and 3 more are in the process of doing
$0. Most of the people who make voyaging a permanent
part of their lives don’t do it all the time. Rather, they
alternate extended offshore voyages with periods ashore
pursuing their careers, and they structure their lives to
make it possible to live in both worlds.

Characteristics of Successful Crews

While the composition of successful crews can be quan-
tified, the characteristics that make crews successful
cannot be drawn on a chart or a graph. These are much
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more subjective, but we believe most crews share certain
personality traits and attitudes that contribute to their
success.

Evans likes to say that successful crews consist of an
optimist and a pessimist: without the optimist, the crew
would never leave the dock; without the pessimist, they
would lose the boat. All successful crews we have met
(including single-handers) have found a balance be-
tween believing everything will be all right and knowing
the worst will happen. In some cases, one crewmember
always plays the optimist and the other the pessimist; in
other cases, the crewmembers change roles in different
situations.

Every one of the 55 crews who circumnavigated in-
cluded at least one person who could keep the boat and
its systems operating. In most cases, these people truly
enjoyed working with their hands. They found it a plea-
sure and a challenge to tackle the necessary maintenance
and repairs that form an integral part of the voyaging life.
Where this wasn’t the case, crews simplified their boats
to minimize the maintenance required. In many cases
the person responsible for maintenance had almost no
mechanical skills when they left but learned what was
required as they went along.

The more experience crews have, the more self-
sufficient, inventive, and flexible they become. A prob-
lem that would have seemed insurmountable when they
started cruising becomes routine after they have been out
for several years. On Silk, our maintenance and repairs
were limited to basic things like servicing the engine and
rebedding deck fittings; we hired professionals for every-
thing else. On Hawk, we installed most of the systems
ourselves, and we have made major repairs in remote
ports and at sea. The experienced cruisers we met in
Chile undertook repairs on everything from ice-damaged
rudders to blown engine head gaskets in places where no
yachting or boating facilities existed, and they treated it
all as routine.

This inventiveness and flexibility also applies to con-
stantly evaluating alternatives in any given situation. All
too often, inexperienced sailors lock in on their original
objective and pursue this long after it makes sense to
change plans. When we rounded Cape Leeuwin in Aus-
tralia, we sailed in company with a new-to-cruising cou-
ple aboard a 39-foot cutter. We had spent a week waiting
for a favorable forecast, but we came around Cape Leeu-
win to find 20-plus-knot winds right on the nose and a
combined sea and swell of 10 to 12 feet. We spent a mis-
erable 36 hours aboard Hawk making the 175 nautical
miles to Albany, the next good port. In that same period,
our friends had taken a considerable battering and made
good only 65 miles. When I asked why they hadn’t turned
back or hove-to as we would have done if we’d been on
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a smaller boat, he said, “Once we got around Leeuwin
all T could think of was to keep going to Albany. Doing
anything else just didn’t occur to me.”

Successful crews also share a sense of adventure,
openness to new experiences, and willingness to learn.
While the desire to travel and see new places draws most
people to cruising in the first place, the romance of travel
soon wears thin as the reality of trying to deal with a
strange culture in a foreign language sinks in. Successful
voyagers find these challenges fascinating and fulfilling
instead of frustrating and frightening.

Finally, successful crews all transformed workable
relationships ashore into tightly knit voyaging part-
nerships. That’s not to say there are no disagreements
aboard; that voices never get raised, and tempers never
flare. But crewmembers know and respect each other in
ways they never would have had they stayed ashore. They
have seen one another at their best and at their worst;
they have trusted each other with their lives.

For those who meet the challenge, voyaging strength-
ens and deepens their relationship in ways that are very
difficult to explain. In a February 1996 Outside article,
filmmaker Michael Hoover, who lost his wife Beverly in a
heli-skiing accident, captured the essence of this kind of
relationship: “Beverly and 1 did everything together. On
our trips to Antarctica, we wouldn’t be more than a rope-
length apart for three months. Something happens when
you're together like that. You become infused, like in
metallurgy when you meld a chunk of iron with a chunk
of brass. The molecules combine and they become one.”

BUILDING VOYAGING PARTNERSHIPS

The human element most often determines whether a
long-term voyage is a success or a failure. Yet this is usu-
ally the last thing considered by would-be voyagers and
marine writers alike. Of the dozens of crews we knew
who quit, almost none of their dreams foundered on any-
thing as solid as a tropical reef. Most lost their dream to
such intangibles as poor communication and unrealistic
expectations. They failed to make the transition from a
workable relationship on land to a successful voyaging
partnership.

Creating voyaging partnerships takes time and effort no
matter how strong the land-based relationship. It begins
with a solid relationship between willing partners and a
shared commitment to learning more. On this framework
must be laid skills and knowledge, as well as agreement on
both the goals and the form of the upcoming voyage. This
entire process often takes years, but with all these elements
in place before the voyage even starts, you will be well on
your way to becoming full-fledged voyaging partners.



Critical Elements

The road to voyaging began for me in 1990 when Evans
told me he wanted to sell up and sail away. We were at the
apex of our careers as management consultants, about
to stand for election as partners in our firm. My sailing
experience consisted of day sailing on Lake Ontario, only
once with Evans. I had no way to visualize the life Evans
wanted to live. | knew | was neither fearless nor a risk-
taker, but I enjoyed traveling and nature. I knew Evans
had worked as a charter skipper in the Caribbean, but |
had no way to judge whether or not he was a competent
captain. | had no idea what demands living on a small
boat at sea would put on our relationship. How could I
evaluate whether or not we could succeed as voyagers?

Since then, I have met hundreds of couples in similar
situations, trying to feel their way through a decision that
will change every aspect of their lives. Although no one
can predict who will take to the cruising life and who
won’t, four critical elements make it much more likely a
crew will not only head over the horizon but will also end
up stronger as individuals and partners if they do. These
include a competent and communicative captain, will-
ing and realistic crewmembers, relationships based on
mutual respect, and a shared commitment to exploring
voyaging as a way of life.

Competent, Communicative Captain

Being captain means more than having the skills to man-
age a boat. It means accepting ultimate responsibility for
the safety of the boat and her crew. But accepting re-
sponsibility is not the same as being given that respon-
sibility. The final measure of your ability as a captain is
the crew’s confidence in you. Until they believe you are
capable, you will be captain in name only and uncertain
whether your crew will respond calmly to your orders in
an emergency.

Most people who have only crewed underestimate the
burden they will shoulder as captain, a burden that can-
not be shared. The “loneliness of command” extends to
all captains, including those whose only crew is them-
selves. You must judge when you, your boat, and your
crew are ready to leave. You must decide if you have ade-
quate resources and know-how to manage an emergency.
You leave certain that one day the sea will judge you, but
until that day you can never be sure how you will react.

Unless you are going to sail alone, you will also need
to convince your crew of your competence. Although you
can go to a sailing school to acquire basic boat-handling
skills, these will not help you if you cannot think clearly
in an emergency, make good decisions, and keep your
crew from panicking. These leadership skills will ulti-
mately determine whether or not your crew come to trust

you, which is exactly what they must do if you are to be a
successful captain.

Are you a good leader? Leadership at work or in your
community doesn’t necessarily translate into leadership
in a life-or-death situation on a small boat hundreds of
miles from land. The following questions will help you
evaluate your own leadership style:

* Do you handle stressful situations aboard calmly? Crew-

members will never trust a captain they think might
panic, and yelling often comes across as panick-
ing. Good captains plan ahead, quietly inform
their crew, and then react calmly and confidently.
If you have a tendency to yell or are unsure of your
reactions in an emergency, get some offshore ex-
perience by crewing on a passage or taking a blue-
water sailing course. If you find that you are not
susceptible to panic, start acting like it. You’ll be
amazed how willingly people follow a competent
skipper who is calm and confident—and doesn’t
yell.

e Can you support your crew and help them grow? Good
leaders build the skills of their team members and
delegate responsibility to them when they have
gained competence. If you want your crew to be
comfortable voyaging, you should want them to
know as much as you do. Encourage less skilled
crewmembers to take a sailing course. Listen to
their suggestions when they return, and incorpo-
rate their ideas aboard the boat. As they build
skills, give them additional responsibilities and
trust them when they’re alone on deck. I took a
large step toward believing in my own capabili-
ties the first night Evans slept soundly through a
squall during my watch.

* Are you willing to make your crew partners in the adven-
ture? Although the captain always has the ultimate
responsibility for the boat and crew, good leaders
share both the highs and lows with their partners.

In this way, the captain makes voyaging an adven-

ture that brings the crew together—not a wedge

that drives them apart. Next time you’re head
down in the engine compartment, let your crew
know why your vocabulary is causing the paint to
blister! By including your crew and turning them
into active and competent partners, you leverage
yourself and your skills. When you find yourself
trying to decide whether or not to deploy a drogue

in a gale, your crew can help you think through the

pros and cons, sharing the decision without dimin-

ishing your leadership role.

As these questions illustrate, good leadership involves
communicating with and supporting the members of your
team. This applies equally to convincing your partner to
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join you in the voyaging life. This is your first test as a
future captain, the first step toward creating a voyaging
partnership, and if you want your partner to be part of
your adventure, you will have to use those leadership
skills to communicate with and support him or her.

Some partners will respond to the idea of voyaging with
only one question: When do we start? But they’re in the
minority, no more than 20 percent, as Debra Cantrell’s
research for Changing Course and our experiences with
successful crews illustrate. Most will be reluctant ini-
tially for one or more of the reasons already discussed.

I have been asked dozens of times by men from many
different backgrounds, “So how do I make my wife go
cruising?” The simple and obvious answer is, “You
don’t.” If that’s truly the question, you and she will both
be better off if you leave her on the dock. But what most
of those men meant was, “How do I show her that this will
be a good life for her and a great thing for our relation-
ship?” That’s a question worth answering.

When their partners first told them they wanted to sail
off into the sunset, many women interviewed for Chang-
ing Course felt they were being given an ultimatum. They
believed their partner would choose between them and
cruising if they did not agree to go along. That left them
feeling angry and helpless, and even if they ended up
going, they were bitter and alienated. They hadn’t been
given a choice.

But most men don’t want to end up single-handing,
and they’re not willing to sacrifice their relationship for
their dream. They truly want their partners to come along
and are willing to do almost anything to make that hap-
pen. If that’s the case for you, tell her. Take the pressure
off and give her back the right to make her own choice.

Then look at voyaging from her point of view. Why
should she give up her home, her friends, that comfort-
able network of relationships, just to be with you? If you
can’t see anything she is going to get out of it except you,
then ask her what her goals are in life and see if in any way
they could be met while cruising. Whatever it is that she
might get out of it, make sure she actually gets it! If she
wants to be a photographer, don’t moan and groan about
the expense of a good camera. If she wants to make jew-
elry, figure out how to put a workshop on board. Give her
something she couldn’t get if she stayed at home (again,
other than you), and I'll guarantee she’ll be a whole lot
more willing to give cruising a serious try.

Don’t press for an absolute commitment from the be-
ginning. Be patient and give her time to learn enough to
figure out what else she needs to know. It took me almost
two years to decide voyaging would allow me to take the
next step toward becoming the person | wanted to be.
In Debra Cantrell’s study, it took an average of four and
a half years from the time the man raised the idea until
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the woman committed to the concept of voyaging. By be-
ing supportive and communicative, you will be proving
to your partner that you will be a good captain, and that
voyaging will strengthen your relationship.

Willing, Realistic Crewmembers

Skills and experience have far less to do with being a
good crewmember than they do with being a good captain.
Skills can always be gained and experience obtained. But
personality and attitudes change slowly, if at all. Good
crewmembers combine an enthusiastic attitude with a
cheerful nature; they possess a lively curiosity about the
things around them and a strong desire to learn.

If you are wondering if you will make a good crewmem-
ber, ask yourself one question: Do you possess a sense of
adventure? If you hike into the mountains with a smile
on your face even in the rain, love traveling and meeting
local people, don’t mind a certain amount of discomfort
in exchange for seeing wild places and creatures few oth-
ers get to see, enjoy sailing and are willing to learn by
stepping forward and pitching in, and seek out change
and new experiences, then you will make an excellent
crewmember.

If you have children, they too will be crewmembers,
and they also need to be both willing and enthusiastic,
and to possess some sense of adventure. Since these
things come naturally to most children, it’s not surprising
that most kids we meet thrive on voyaging. The outdoor
life keeps them healthy physically, and the close rela-
tionships with their parents and other adults make them
more mature and outgoing than their shore-based peers.
Cruising kids are often entrusted with serious responsi-
bilities early on, and they learn to respect their parents
and have confidence in themselves. If you’re considering
cruising with kids, the Tips for Cruising with Kids side-
bar opposite offers some insights from Christine Myers,
who has cruised with her husband and three children for
five years.

As with any crewmember, children need to be involved
in the planning process. Their needs, expectations, and
fears need to be addressed. Children are every bit as in-
dividual as adults. Some will take to the idea naturally;
others may find leaving their playmates and life ashore
frightening. Just like adults, children need to feel as if
they have some say over their future and some idea of
what they’re going to get out of cruising.

Children need only be good crewmembers, but for
adults that’s not enough. To build strong voyaging part-
nerships, adults also need to be realistic, not just about
themselves and the voyaging life but also about their
partners. Adult crewmembers do not need to be physi-
cally strong, but at times they need to be mentally tough.
They must have a sense of personal responsibility and an



TIPS FOR CRUISING WITH KIDS

Christine Myers on Delos, a 53-foot Amel ketch,
has been cruising with Stephan Regulinski and
their son and two daughters for five years, cover-
ing four continents and 40,000 miles (Figure 1-2).
When they left in 2000, Drew was 13; James, 10;
and Avery, 8. They began their adventure in the
Mediterranean, cruising Turkey, Europe, the Brit-
ish Isles, Scandinavia, the Canaries and West Af-
rica, then the Caribbean and Panama, and finally
the Galdpagos, Polynesia, and New Zealand.

Figure 1-2.

The crew of Delos (left to right): James (15), Stephan, Drew (18), Christine,
and Avery (13). (Kelcey Chandler photo)

Four issues have been critical in making cruis-
ing with her children a success. These include
homeschooling, socialization, health and safety,
and teamwork. Christine put together the follow-
ing thoughts to help adventurous parents who fol-
low in her wake.

Homeschooling

The first question all over the world has been
“What about school?” The idea of homeschooling
can be daunting when planning a cruise. Few of
us are teachers, and parental attitudes range from
it being a necessary evil to an opportunity to ex-
plore the world together.

For younger children, the challenge is to teach
them reading and basic skills. Some parents wait
until the children are able to read, and can en-
tertain themselves during passages, before set-
ting off. Kids of primary and middle school age
usually need several hours a day of intensive
school time, which includes answering questions,
working on time management skills (“no snorkel-
ing until the week’s work is finished”), supplying

resources for research, and satisfying insatiable
curiosity. When your crew is in high school, your
concerns are whether they are being sufficiently
prepared for college and where to find help for
subjects in which the parents are weak. Often you
can arrange tutoring exchanges when wintering or
waiting out the cyclone season.

When I asked George Day, publisher of Blue
Water Sailing, about cruising with kids, he re-
plied, “If you have a difficult kid on land, you’ll
have a difficult kid on the boat; if you have an
easy kid on land, you’ll have an easy kid on the
boat.” As far as personalities are concerned, |
agree, but school performance has been less pre-
dictable. The transition to homeschooling can
take six months, which is approximately how long
it took us to adjust to family cruising. If possible,
get the children used to one new environment be-
fore introducing the other.

These suggestions will help make boat-school-
ing a success:

e Pick an appropriate curriculum. To find a cur-
riculum you are comfortable with, attend a
homeschooling conference, where vendors
demonstrate texts, enrichment tools and
techniques, and a wide range of distance-
learning options. Talk to your kids’ teach-
ers about what issues you can anticipate
in their learning trajectory. If you have a
firm end date, be aware of the environment
they will return to and plan accordingly.
Calvert, the traditional cruiser’s school,
ends at eighth grade and may not pro-
vide the breadth or creativity many mod-
ern kids crave. Several correspondence
schools, such as Oak Meadow and Laurel
Springs, offer Internet- or text-based op-
tions through secondary school. Sonlight
Curriculum offers a Christian elementary
option. The Universities of Nebraska,
Texas, Missouri, and California, among
others, provide a challenging secondary
curriculum for general education or col-
lege preparation (see the Homeschooling
section in the resources for this chapter
in Appendix 1). Whatever the choice, one
conclusion is certain: your child will not
be behind in school when you return (no
matter what the anti-cruising in-laws pre-
dict). Boat kids who transition to a land

(continued on next page)
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high school or college use the resilience
and flexibility that they learned while
cruising to rise to the new challenge.

Share the teaching load. Too often, the mom
ends up burdened with all the teaching re-
sponsibilities, which contributes to female
cruiser burnout. Parents need to teach to
their strengths or at least divide the work
fairly. On Delos, | supervise social studies,
English, and Spanish; Stephan does math
and science.

Adapt schooling to the realities of cruising. School-
ing is traditionally carried out in the morn-
ing, with swimming and exploring done in
the afternoon. Field trips are the soul of
family cruising. Whether visiting Ephe-
sus, discovering a pearl farm, or partici-
pating in Carnaval, you can incorporate
your milieu into writing assignments that
enrich your lessons. During physical edu-
cation the whole family might hike, swim,
snorkel, or windsurf. Create a system that
suits the style of your boat. Our friends
on Gambit use a credit system; every five
days of work completed earns the child
two days off, to be “spent” on interesting
activities like scuba diving or goofing off
when other kid boats are around. Other
parents work on a six- or seven-day sys-
tem. For some kids, passages are a great
time to catch up on work; for others, espe-
cially older kids standing watches or those
prone to seasickness, reading and writing
will be problematic while underway. For
passages, try books on tape or CD, or
Audible’s iPod downloads.

Bring lots of good books. Books are precious
possessions for most cruising kids. Stock
lots of good ones that can be reread or
traded and worry about the waterline later.
Invest in high-quality reference books,
such as The Usborne Book of World His-
tory, The Usborne Illustrated Dictionary of
Science, and the World Almanac for Kids,
and buy books such as the Smithsonian
guides for any special interests your kids
have. In port, use local libraries. At least a
few books in English can be located any-
where. When you are finished with books,
you can enrich the life of an island child
by passing them on.

o Share the knowledge. Some of our friends have
organized able seaman classes. Other
crews have set up an orienteering course
or taught jewelry making and traditional
crafts. Be generous in sharing your knowl-
edge with other people’s kids—you can
teach anything from bread baking to fiber-
glassing to guitar—and trust other cruis-
ers to do the same.

o Enroll the kids in local schools. Parents on kid
boats regularly enroll their children in lo-
cal schools, more for the social-cultural
experience or language facility than for
education. It’s often not difficult to arrange
and offers a pleasant respite from home-
schooling. Don’t worry about kids falling
behind. Drew is still friends with kids
from her school in Spain in addition to be-
ing fluent in Spanish.

Social Life

Social issues become crucial as kids get older,
when they begin to play a huge role in decisions
about where to cruise and with whom. Depending
on the child and his or her social needs, that can
mean anywhere from ages 6 to 11. While there
are opportunities to interact with local kids and
play with visiting friends and family, the nexus of
social life will be other cruising kids. Their age
is nearly irrelevant; it’s the fact that they are not
adults that counts.

The golden rule of social life is: When you find
a compatible kid boat, be willing to jettison your
plans and spend time together.

Yes, you are cruising for family time together,
but in the interest of sanity, be flexible and cre-
ative. The original cruising plan is only the idea
that gets you out there. Making the cruise work is
about recognizing the needs of all concerned par-
ties and embracing spontaneity. Though we will
not promise any visitor that we will be in port to
meet them, we will brave gales to make a kid’s
birthday party.

Finding other kid boats is worthwhile work.
Keep checking in on the marine nets and the In-
ternet. Track cruising families via the Noonsite
family page, Seven Seas Cruising Association
(SSCA) letters (see the Cruising Associations sec-
tion in the resources for this chapter in Appendix
1), and by asking at marinas. Check in with rally
organizers to see who’s on the roster. When you
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do find kid boats, exchange e-mail addresses and
keep in touch.

Cruising on a buddy boat for a day or a week
makes the most of limited time with friends, with
the bonus that they do more schoolwork on other
boats than they do at home. Visits from cousins
and friends are a wonderful way to share your
lifestyle, keep up important relationships, and get
that all-important social time. A kids’ radio net
during passages will let everyone stay in touch on
a transoceanic voyage. Riddles, contests, stories,
and complaints are all welcome during a special
time for junior crew that gets them comfortable
with the radio while improving morale.

Health and Safety

You can recognize a boat with dogs or toddlers
by the netting around the guardrail. Cruising with
little ones takes patience and vigilance. As they
grow, safety issues are more about horsing around
on deck, on land, or in the water. When we are
underway, our kids are tethered on deck and
during watch, and we use good sense elsewhere.
Their health is usually much better than on land,
as they aren’t in contact with as many germs and
generally are living a healthy lifestyle. We haven’t
encountered exotic illnesses or life-threatening
injuries, and our medical chest is overstocked
for our worst health crises: tonsillitis, cuts that
needed stitches, and a close encounter with a sea
urchin. Still, we keep track of boats with doctors
on board for radio advice, just in case.

Teamwork
The transition to cruising is bumpy, with mo-
ments of despair as well as elation. So it’s like

life was before, with a change of venue. What’s
different? For one thing, the maid is permanently
off duty. Our teens placed a hotel sign on their
cabin door: Please have this room made up as soon
as possible. They're still waiting after five years
at sea. Stowage and strewage are ongoing issues,
both in terms of comfort and safety. Rules are the
same as on land. Make the rules together and
hope for the best.

The crew needs to be a team, which means that
everyone contributes according to his or her abili-
ties. One of my best time investments was ensur-
ing that all the kids learned to cook. Yes, it’s more
efficient to do it yourself, and you may sit through
a few bad meals, but it’s worth it. Kids who aren’t
old enough to stand watches are proud to contrib-
ute on a passage by feeding the crew, even if it’s
by cutting up fruit or heating an already prepared
meal. And while you moms are at it, make sure
dad learns, too.

Living in close quarters magnifies issues of
personal space and time. There isn’t room to
nurse hurts or grudges, or space to sulk, so you
have to cope. Siblings who may not have spent a
lot of time together have to learn mutual respect
and to share space. Respecting a parent as cap-
tain is important, but so is respecting the crew.
Barking orders when you're stressed doesn’t
necessarily teach what you would wish your
kids to learn. You will need to explain why and
how and keep your sense of humor. Some day
your patience will be rewarded with a crew that
can Med moor to make the yacht club proud, or
weather a nasty storm and still be able to dance
on deck. Remember: It’s not about the sailing,
it’s about the family.

head offshore until you can answer this question
positively and without reservation.

ability to act if the situation demands it. The following
questions will help you evaluate how you will deal with

the more difficult aspects of voyaging:

* Do you trust your captain with your life? To answer yes,
you must trust not only your captain’s sailing skills
but also his or her courage: the ability to act rather
than react. If you have any doubts about your
skipper’s competence, you will always be a little
afraid, and in reality, you may be in physical dan-
ger. If trust is an issue, learn as much as you can to
determine if your fear is justified. Get your captain
to take an offshore sailing course or act as crew on
a delivery. Above all, share your concerns. Don’t

e Can you deal constructively with fear? Long-distance
voyaging, like any adventure, has an element of
risk. If you are truly prone to hysterics or to freez-
ing in an emergency, then you should not head
offshore. But for most people, clear, well-thought-
out plans to deal with emergencies prevent panic.
The Addressing Fears section below discusses
ways to resolve your fears. If after trying the sug-
gestions found there you still find yourself liable
to panic in an emergency, voyaging may not be for
you.
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e Can you manage the lows? When things are not going
well, a single person aboard who whines and com-
plains or who doesn’t share equally in the work
will destroy crew morale. Conversely, a crewmem-
ber who continues to smile and finds something
funny in any situation will keep everyone else go-
ing. If you are able to maintain a positive attitude
even when you’ve had too little sleep, when you're
frightened, or when youre cold and wet, you will
always contribute to the well-being of the boat.
But if you want everyone to be miserable with you,
you’d be better off not heading offshore.

Don’t despair if the person you see described in the
paragraphs above is not the person you are right now. If
it’s a person you would like to be, that’s enough for the
time being. Like most people I know, I approached my
voyaging life one step at a time. The first few times we
were in scary situations, I was not proud of how I reacted.
But as I gained skills and confidence, my fear became
secondary to doing something constructive. I reacted as
the situation unfolded, and only later was surprised by
what I had done. Voyaging takes strength and demands
realism. In return, it gives you self-confidence, skills,
and satisfaction.

Deciding you will make a good crewmember is not
the same as deciding you are ready to trade one life for
another. As Evans and | readied for our voyage, I often
felt overwhelmed by the choice I had made. How could
I weigh the trade-offs between two different futures? 1
knew what to expect ashore, but voyaging remained an
abstraction. I couldn’t picture what this new life would
offer, despite the books I had read and people I had
talked to. Since that time, hundreds of people have asked
me, “What’s it really like?”

I’ve tried to answer that question in the Introduction
and Chapter 27, but to a certain extent no one can tell
you what it will be like for you. You cannot know what
the voyaging life will offer until you live it, and if you
absolutely have to know, you probably shouldn’t go. I can
tell you that if you feel the need to make a change in your
life, if you’re dissatisfied with the person you are and the
path you're on, any amount of time spent cruising will
head you in a new direction.

We have met hundreds of women whose lives and re-
lationships have been transformed by voyaging. Almost
everyone we know who voyaged for a period of two years
or more, including the most reluctant first mates, wanted
to go again. Debra Cantrell found the same thing in her
survey. Though 80 percent of respondents were reluctant
at the outset and 88 percent were “very” or “fairly” sat-
isfied with their land life before leaving, all the women
studied “reported experiencing an ‘enormous’ increase
in their overall happiness and life satisfaction because of
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the change they eventually made.” Ninety-one percent of
the women surveyed were still with their partners at the
end of their voyage; 84 percent of those who had returned
to land at the time of the survey were out cruising again
five years later when Changing Course was published. So
don’t dismiss the cruising idea out of hand, even if at this
stage you, like me and many other women before you,
have little experience and a lot of questions.

Relationships Built on Mutual Respect

When some couples dream about a future life with no
outside demands, they envision a continuous honeymoon.
For those who make the transition, the reality far exceeds
the fantasy. But before that happens, their relationship
will be tested aboard a small boat in ways it never was
ashore, and the first year often proves difficult even for
the most stable and long-standing of partners for a wide
variety of reasons.

First, most couples living on land see very little of
each other—a few hours each evening after work, a smat-
tering of longer periods over the weekend. Most of us find
it a challenge to spend 24 hours a day with anyone, even
the person we have pledged to spend the rest of our lives
with. Many cruising couples complain of being “joined
at the hip” until they develop ways to give one another
privacy despite their physical proximity.

Second, the mobility of life aboard a sailboat means
social networks are constantly in flux. When things are
not going well in the relationship, you can’t hop in the
car and go for a long drive or vent to your close friends.
For much of the time, the boat exists as a self-contained
world, and the other crewmembers aboard will come to
assume all the roles formerly filled by a large number
of people—work colleagues, buddies, close friends, rela-
tives. This creates much greater dependency between
partners, which in turn demands much more trust.

Third, couples rarely need to deal with life-threaten-
ing situations as a team ashore. Aboard a boat, when you
go off watch on a passage, you will be entrusting your
partner with the safety of the boat. If a freighter comes
too close or a squall brings 50-knot winds, you could be
trusting him or her with your life. In your first year cruis-
ing, you will most likely face many more challenging and
stressful situations than you have encountered in a dozen
years of marriage. Dealing well with these situations
takes more than trust—it also takes a deep-seated, hon-
est respect for the other person’s judgment and capabili-
ties. If that respect isn’t there, you will both know within
a few weeks of heading offshore.

For these reasons, relationships afloat must be even
stronger than ashore. Voyaging will not fix a deteriorating
relationship. Thinking otherwise is not only foolish but
potentially dangerous. If there has ever been any type of



abuse in your relationship, don’t even consider isolating
yourself on a small boat far from social services, friends,
and family. On the other hand, we know several voyaging
couples who had drifted apart but still liked each other
and enjoyed being together; cruising gave their relation-
ships a new lease on life.

So how do you know if your relationship is strong
enough to make the transition to life afloat? In Chang-
ing Course, Debra Cantrell found that most successful
voyaging partnerships started with solid, long-standing
relationships on land characterized by open and honest
communication, supportive interactions, and trust in one
another’s skills and decision-making abilities. In addi-
tion, Cantrell found that successful cruising couples
shared the following attributes:

e Joint ownership of the plan. Although voyaging most
often starts out as the dream of one partner, to be
successful all partners must come to embrace it.
The transition from shore to sea then becomes one
of joint cooperation and mutual investment. The
chances of creating a voyaging partnership in-
creased when each of the partners was involved
with every aspect of their new life, from picking
and equipping the boat to deciding how they would
stay in touch with those left behind.

e Equality aboard. Although the relationship may have
been equal ashore, one partner will likely have
more sailing skills or experience than the other.
Restoring the sense of equality while still recog-
nizing the need for a skipper often proves one of
the biggest challenges during the first year or so
of voyaging. Successful couples supported each
other’s efforts to acquire additional skills. They
appreciated the difficulties of each person’s role,
respected each other’s contributions, and moved
as quickly as possible to build an equal partner-
ship aboard.

¢ Individual identities. At the same time they are work-
ing to become a team, the partners need to bring
to the boat and to their new life those things that
mark them as individuals. If the dream is the
man’s, the boat embodies that dream and reflects
many aspects of his personality. Women need to
establish their own identity aboard and, in the
process, make the boat their home. Successful
couples took along the items that defined each
person. That might mean stoneware dishes and
crystal wine glasses, or computers and cameras.

e Sense of independence and control. Living together in a
small space can be confining, and being together all
the time can lead to a loss of independence. Every
crewmember needed to maintain a sense of control
in his or her personal life. Each person needed pri-

vate stowage spaces, some personal money, and an

area where he or she wouldn’t be disturbed. This

does not have to be a separate cabin, only a place
that is recognized as a “do not disturb” space.

Among the crews who failed to make the transition to
voyaging partners, Cantrell found several contributing
factors. In cases where one partner never took owner-
ship of the plan, that person had nothing to lose if the
dream failed. Where risk tolerances differed markedly,
safety became a source of conflict. When one partner’s
efforts to increase skills were not recognized or re-
warded by the other partner, that person often gave up
and played a passive role. When expectations were un-
realistic, couples found it difficult to share their fears
and misgivings.

Finally, Cantrell found that couples who spent little
time together on land had difficulty making the transi-
tion. Once alone on the boat, some couples discovered
they couldn’t tolerate one another’s company. If you
would enjoy a weekend alone with your partner locked
in a studio apartment without power and water, then you
will love voyaging together. If careers and kids mean that
you don’t really know each other anymore, spend as much
time alone together as you can before you go.

Commitment to Exploring Voyaging as a Way of Life

Having taken a look at yourself, the rest of your crew, and
your relationships, you’ll need to take one more little step
to begin the journey toward a voyaging partnership. You
must commit to investing in the dream, to investigating
whether or not this life might be one you can embrace.
To remain committed over the long term, each crewmem-
ber must get something of value from cruising. For now,
the only commitment necessary is a willingness to figure
out what that something might be by learning more about
what cruising would be like.

Voyaging offers different things to different people.
Some cruisers value the peace and solitude of anchor-
ing in remote lagoons or being on passage. Others study
marine life, local cultures, or ancient history. We have
friends who love scuba diving and travel in search of the
perfect reef, and others who are accomplished moun-
taineers and use their boat as a base camp. We know
people who have carried medical supplies to needy areas
through Doctors Without Borders or rebuilt local com-
munities after earthquakes or cyclones. Some people de-
velop creative skills they would never have discovered on
land—writing poetry, drawing seascapes, making jewelry.
Other people find satisfaction in some sort of work ashore
that they alternate with “vacations” out cruising. Writing
was the hook that convinced me to try voyaging, and it
has become the anchor that provides both fulfillment and
challenge in our life afloat.
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For many people, the final commitment to move aboard
and go cruising will come later—after they have learned
new skills, addressed whatever fears and concerns they
might have, figured out how they can afford to go, and,
in some cases, bought and outfitted the boat. But unless
this initial small commitment to learn more, to explore
the cruising option, is made by every crewmember, the
rest will never happen. Once it becomes clear exactly
what a reluctant crewmember can get out of this new life,
the commitment to voyaging follows naturally for most
people.

Laying the Groundwork

Having committed to learning more about voyaging, 1
was still several years away from climbing onto a boat
and setting off to sea. Before you and your crew will be
ready to do that, you’ll need to lay the groundwork for
cruising by defining the parameters of your new life. This
includes developing realistic expectations, agreeing on
a liveaboard lifestyle, building necessary skills, defin-
ing shipboard roles, addressing fears, and setting goals.
Communication is critical. In each of these areas, you
will need to discuss your approaches to voyaging and de-
termine where they are compatible and where you need
to compromise.

Don’t start by worrying about exactly when you will go
and for how long. Too many people talk about this first,
and their fragile dream gets smashed against the hard
reality of careers and caretaking. If you set about laying
the groundwork, your dream will take on some substance,
and you’ll begin to see how it might fit into the rest of
your life.

Adjusting Expectations

Most people draw their image of the voyaging life from
glossy magazine photos, boat show advertisements, and
a few charters in paradise. While golden moments exist
and are wonderful beyond description, voyaging consists
of more than these spontaneous highs. Having been sold
on the dream, many couples find the reality less enchant-
ing. Some quit. Others learn to love the reality and end
up living the dream.

You cannot know what the life will be like before you
go, but you can begin to develop a realistic view of what
voyaging is and is not. Picture yourself drinking a rum
cooler anchored off a sand beach fringed by swaying
palm trees. Then picture yourself sweating over a hot die-
sel engine, trying to figure out why your batteries aren’t
charging. Both pictures are accurate. Cruising is a voca-
tion, not a vacation. If you make the mistake of selling
yourself and your crew on the vacation, conflict will fol-
low when reality intrudes.
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The best way to build a realistic picture of the voyag-
ing life is to talk to those who have done it. Experienced
voyaging sailors are not hard to find, and they are always
eager to share their insights. Attend liveaboard and cruis-
ing forums at boat shows and talk to the panelists. If you
have access to the Internet, visit the websites of those
out cruising and participate in online sailing discussions.
Join one of the worldwide cruising associations and read
their updates and bulletins. If you live close to the ocean,
walk the docks at large marinas and watch for foreign-
flagged vessels. For more ideas, see the Cruising Asso-
ciations, Crew Resources, and Online Cruising Forums
sections in the resources for this chapter in Appendix 1.

Learn about the joys and challenges of voyaging and
build a realistic picture of what the life entails. Talk about
the aspects of voyaging that attract or concern you with
your partners and with others who have been out there.
Discuss the pros and cons for each of you as individuals
and for your relationship. If you create realistic expec-
tations before you leave, you will avoid investing in an
unachievable dream and minimize the conflict between
crewmembers while you adjust to your new life.

Agreeing on a Lifestyle

There are almost as many ways to live the cruising life
as there are crews out there doing it. At one extreme, you
may choose a simple boat with basic accommodations
and 1960s conveniences. In return you will have more
time to explore your surroundings and enjoy the people
along the way. Alternatively, you may choose to invest
more time, energy, and money so you can take along
twenty-first-century conveniences, communications, and
safety equipment. Your decision will affect every aspect
of your voyaging life—from the length of your boat to the
size of your budget to the type of gear you carry.

The best way to help you decide what lifestyle will
work for you is to illustrate the alternatives. To that end, I
will introduce the crews of three fictitious boats at the end
of this chapter—Simplicity, Moderation, and Highlife. In
the following chapters I will compare these boats and
their equipment as well as the crews’ lifestyles and bud-
gets. Although none of the three will exactly reflect the
trade-offs you will end up making, they offer a way for
you to discuss lifestyle issues with the other members of
your crew and to help define your preferences.

Dividing the issue of lifestyle into the following cat-
egories will help frame your discussions as you consider
these alternatives. Initially, you’ll probably find that you
don’t even agree on what falls into each category.

e Comfortable surroundings. What kind of an environ-
ment do you need to be comfortable? A burrow or

a luxurious featherbed? A utilitarian space or a

designer interior? Almost everybody feels strongly



about the surroundings they live in, yet most crew-
members do not define their requirements until
their own assumptions collide with someone else’s.
A person with a high tolerance for discomfort rarely
minds if things are luxurious and comfortable, but
the person with a low tolerance for discomfort will
feel resentful if comforts are absent. You need to
come to agreement on a minimal level of comfort
acceptable to all and decide what that implies in
terms of the layout, level of finish, and accoutre-
ments for the boat.
e Conveniences. Like comfort, everyone defines con-
venience differently. Will you carry a GPS? Do
you want radar? How about refrigeration? A wa-
termaker? Will you need a generator? How about
an outboard motor for the dinghy? All these items
make life easier aboard a sailing boat, but they are
not equal. Experienced sailors will have already
divided this list into necessities and luxuries, but
the line each one draws will not fall in the same
place. Therein lies the potential for conflict. You
will need to come to agreement with the rest of
your crew on which items you cannot do without
and which you would like to have if money and
space allow. These decisions will determine how
large a boat you’ll have to have and how much
money you’ll need to outfit it.
Safety. Individual views on safety and acceptable
risk levels vary a great deal. Discussions over

safety can get highly emotional; after all, each

decision may have life-changing consequences.

Choosing to voyage at all means accepting a cer-

tain amount of risk. You and your crew need to

agree on an acceptable level of risk and what that
implies for your boat and equipment, as well as for
your voyaging plans and the rules aboard.

Finally, you will need to consider what you want to
get out of cruising and how that will affect your lifestyle.
During cockpit cocktails one evening in the Caribbean,
we got into a discussion with friends on what we found
most rewarding about voyaging. Two couples valued their
interactions with other voyagers and the fellowship of the
cruising community. They talked of the magical bond
they felt with cruisers in every ocean and of deep, lasting
friendships. For the other two couples, independence and
self-reliance topped the list. They described the freedom
of voyaging, their increasing self-confidence, and their
joy in the solitude of the sea. These answers illustrate op-
posite sides of the voyaging coin, and most cruisers find
some mix of the two suits them best.

If you're attracted to the idea of community, you can
participate in amateur radio nets, buddy cruises, and
cruising rallies. But such activities compromise what

others view as the essence of voyaging: independence,
isolation, adventure, self-reliance, and interactions with
people of foreign cultures. If one partner wants to be the
Lone Ranger and the other partner wants to be the life of
the party, compromise will be essential. Be honest about
your feelings from the start and find a balance everyone
can live with.

To build a strong voyaging partnership, you will need
to come to a common vision of your ideal liveaboard
lifestyle. While this process will take time and will con-
tinue long after you move aboard, defining each person’s
preferences and boundaries early on will smooth the
transition.

Building Skills

To function at sea, every boat needs a captain, cook, en-
gineer, electrician, navigator, sailmaker, meteorologist,
ship’s surgeon, and watch captains. In port, you’ll need
all of these at different times as well as a cruise direc-
tor, cultural ambassador, naturalist, and interpreter. The
number of skills that need to be mastered can be mind-
boggling. Many of these skills can be developed as you
go, but some you will need from the very start. So where
do you begin?

The last three parts of this book cover all the skills you
will need to make your voyage a success, along with the
ways you can go about acquiring those skills. If you are
an experienced sailor, you can start there. But if sailing
is new to you, you'll want to learn something about how to
manage a boat first.

For most couples, teaching a spouse to sail is worse
than teaching a spouse to drive. Consider taking a coastal
or dinghy sailing course from a qualified instructor to
learn the basics and find out whether you like sailing.
Courses exist in all parts of the world, for all levels of
experience, for all types of boats, for children and adults,
and for women who wish to learn to sail from other women.
A quick search on the Internet will turn up dozens of
options.

If you’re comfortable with the basics of coastal sailing
but haven’t been offshore, try to get some experience. If
you know any voyaging crews, ask if you can join them
for a passage. If you can find a reputable skipper who
is willing to give you some instruction en route, join a
delivery crew. But don’t go with anyone on any terms, or
you may end up sitting in port for weeks waiting for parts
or in a dangerous situation at sea. Check references and
talk to other crewmembers before signing on, or pay for
an offshore course from a reputable instructor (see the
Offshore Sailing Instruction section in the resources for
this chapter in Appendix 1).

In addition to learning as much as you can and seeing
how you like passagemaking, use your time offshore to
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evaluate yourself and your skills. See how you react to
boredom and stress at sea. Watch how the skipper han-
dles the crew and evaluate the general level of morale,
safety, and comfort aboard. Figure out if you're likely to
suffer from seasickness, and if so, whether any medica-
tions can control it.

While building your sailing skills, you and your crew
should also invest in two other areas as soon as possi-

Some shore-based skills translate directly to voyaging.
Does one of you enjoy sewing? That person should handle
sail and canvas repairs. Does one of you have some medi-
cal training? That crewmember should manage the medi-
cal kit and see to health issues aboard. Hopefully, one
of you will have some mechanical aptitude, and one will
have the patience necessary to deal with bureaucracy.

ble—Ilearning a language and spending time together. If Addressing Fears

you have studied another language, brush up by taking an
adult education class, or find a native speaker and start
practicing. If not, start learning one. If youre thinking of
a trade wind circumnavigation or a few years in the South
Pacific, focus on French. For South America, study Span-
ish or Portuguese. For Europe, either French or Spanish
helps. Yes, you can get along with English almost every-
where in the world, but talking to local people in their
native tongue pays off in a thousand different ways.

Spend as much time with your partners as you can,
preferably aboard a boat. Whether installing new gear,
doing maintenance, sailing in heavy weather, or just so-
cializing, you will learn about how you interact on board.
Work on resolving conflicts that arise. Learn to discuss
problems calmly and recognize situations that lead to
tension. The better you function as a team before you
leave, the better you will manage the adjustment to the
voyaging life.

Defining Clear Roles
Defining clear roles and areas of responsibility is a prac-
tical approach to managing life aboard. Given the num-
ber of skills that need to be mastered, dividing responsi-
bilities allows each crewmember to focus on a few areas
of expertise. In addition, some responsibilities can be
almost impossible to share—if each crewmember does
some of the provisioning or handles some of the spare
parts, you’ll have no way of knowing what is on board and
where it is stored. By the time you leave, one crewmem-
ber should have taken initial responsibility for each of
the skills discussed in the last three parts of this book.
Before that, try your hand at the different tasks on
board. You’ll soon discover which you do well, enjoy, and
care about. Don’t be surprised—or dismayed—if you end
up dividing many of the chores along traditional gender
lines. It’s a standing joke in the cruising community that
chores aboard get split into “blue jobs” and “pink jobs.”
Men tend to take responsibility for maintenance, women
for provisioning and cooking. On most boats, men take
care of cosmetics and cleaning on the outside, and the
women do the same on the inside. Over time, both be-
come skilled at sailing and handling the boat. Whatever
tasks remain get divided up based on interest and experi-
ence.
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Fear can be the most destructive of shipmates. It can re-
duce morale aboard and erode trust between crewmem-
bers. In the extreme, it can endanger the yacht and her
crew by causing someone to freeze or to panic at a critical
moment.

Every sailor, no matter how experienced, fears some-
thing. It’s okay to be afraid, and it can be valuable to
talk about specific fears. It’s also important to distinguish
between fear and worry. Skippers who respond with the
same intensity to every threat create crews whose anxiety
level is unhealthy and whose reaction to serious emer-
gencies may be panic.

Fear begins where control ends. To manage our fear
we must minimize the range of conditions and situations
within which we feel helpless. Building the sailing and
boat-handling skills of each crewmember will do more to
reduce the amount of fear aboard than anything else. In-
creasing confidence will turn many unmanageable fears
into a healthy—and even exhilarating—sense of alert
awareness.

Knowledge, skills, and experience will increasingly
keep things from moving beyond the crew’s control, but
the crew’s very competence will make them more aware
of it when it does happen. To prevent fear from taking
over, a basic trust in your boat and your partners must
underlie all else. Beyond that, most experienced cruisers
believe it is essential to designate a captain with ultimate
responsibility. In most emergencies, doing something is
infinitely preferable to doing nothing, and decision mak-
ing must be instantaneous. To prevent disagreement and
delay, there has to be one person whose authority is ab-
solute.

But before an emergency actually occurs, few deci-
sions need to be instantaneous. In these situations, most
crews have a rule that one person can veto the risky
alternative. If one person is uncomfortable entering an
anchorage when making landfall at night, then the crew
heaves-to and waits for daylight. If all crewmembers
agree to the riskier course, it should be a safe one to pur-
sue. This single rule has probably saved more offshore
cruising vessels than any single piece of safety gear.

Whenever possible, seek out controlled situations to
increase your skills and your comfort level. Involve your
partners and be sure to talk about the experience after-



ward. Here are some suggestions for ways to gain experi-

ence without taking serious risks:

e Crew on a race boat. Joining a racing crew will give
you the opportunity to understand how hard a
boat can be pushed and to see firsthand what hap-
pens when gear breaks. With lots of crewmembers
aboard, situations can be resolved that would be
much more serious on a shorthanded boat. The
lessons you learn from racing will make you sail
your boat better and will help you accurately as-
sess the safety margin you sail with on your own
boat. This will increase your sense of comfort when
conditions deteriorate.

o Stretch yourself aboard your own hoat. Take your own
boat out in slightly worse conditions than you
normally would. People react differently to stress
aboard. Some get seasick, some get angry, some
get icy calm. Learn to detect the early signs that
you or your partner are moving out of your comfort
zone. Being aware that one of you feels anxious
will keep you focused on the reason for the ten-
sion, rather than reacting to its symptoms. Make
sure to discuss what’s making you uncomfortable
and why. If you’re worried about reefing in windy
conditions, go back to the dock and reef there a
half-dozen times until it becomes automatic, or
change your reefing system to make it easier to use
in heavy weather.

e Exchange positions aboard. The single most common
fear among even the most experienced first mates
is losing the skipper overboard. Most first mates
have never had to take charge of the boat and can-
not be sure if they can really do so. Though it can
never replicate having to actually be skipper, al-
lowing each crewmember to act as day skipper can
help alleviate this fear. The day skipper should be
allowed to make all decisions—and to make mis-
takes. The most valuable part of the exercise re-
volves around responsibility—learning to manage
the unexpected and experiencing the real pres-
sures of keeping the vessel safe. The usual skip-
per will need to curb the inclination to instruct or
take the helm, but the benefit will be increased
confidence for the rest of the crew.

e Experience disasters from your armchair. I can’t stress
enough the importance sea stories play in fear
management. Read as many stories as you can,
from those of the early seafarers to recent books
on storms at sea. Recalling examples of others
who’ve survived worse conditions or tactics that
others have used to handle emergencies has got-
ten many circumnavigators around the world. Al-
most every crew has their role model, the person

to whom they can relate and about whom they can

say, “If they could do this, I can do this.” Two-

time circumnavigators Scott and Kitty Kuhner
were rolled through 360 degrees while lying ahull

in the Gulf Stream in their 30-foot ketch at the end

of their first circumnavigation. Knee deep in wa-

ter after the boat came back upright, Kitty found

herself thinking of Beryl Smeeton, whose ketch,

Tzu Hang, was pitchpoled off Cape Horn with her

husband, Miles, and a crewmember, John Guzz-

well, aboard. Kitty thought, “If Beryl Smeeton can
survive this, then so can 1.” With that she picked

up a bucket and started bailing.

To translate the experiences you've gained into an in-
creased comfort level aboard your own boat means de-
veloping rules and procedures for dealing with the things
you fear and equipping yourself with the skills and your
boat with the equipment necessary to keep you from feel-
ing helpless. That starts by identifying and sharing your
fears, then using your imagination to explore ways to
overcome those fears. The following steps will help you
as you work out your own procedures:

* Agree to basic safety rules. Most successful voyaging
crews work within well-defined boundaries. These
boundaries, however, vary widely from crew to
crew and reflect differences in risk tolerances and
crew capabilities. You and your crew will need to
decide when you will wear safety harnesses, if the
on-watch person can leave the cockpit, whether
you will reef with only one person on deck, what
safety gear you will carry, and in what circum-
stances you will make use of it. These rules need
to be clearly communicated to and accepted by
any additional crewmembers who come aboard.

* Develop specific procedures. In the face of a sudden

emergency, many people will freeze unless they’ve
been drilled on how to react. An established pro-
cedure that has been practiced repeatedly both
in real life and in each crewmember’s mind will
greatly reduce the likelihood of panic taking hold.
On most boats, safety procedures are agreed to
verbally and reviewed several times during the
first year at sea. For larger crews or where crew-
members change over time, these procedures are
written in full detail; new arrivals are asked to
read the procedures and are told what their role
would be.

* Make logic a habit. When an established procedure
doesn’t exist for an unexpected emergency, dis-
ciplined logic makes the best defense against an
encroaching sense of helplessness. In reacting to
fearful situations, experienced skippers describe
a logical process of examining and rejecting alter-
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natives until they find a solution. As long as they
were thinking, they weren’t helpless, and their
fear remained subsidiary to an orderly thought
process.

Don’t leave with any nagging doubts. If there’s some-
thing you don’t trust, fix it before you go. Even

small doubts can breed major fears in deteriorat-
ing conditions. Whether you’re heading out for a
weekend’s cruise or a thousand-mile passage, take
care of the frayed wire or the weeping seacock be-
fore you leave the dock.

Build in a safety margin. Experienced sailors automat-
ically consider how much safety margin they have
when the weather deteriorates or an engine won’t
start. Many tried and true rules of basic seaman-
ship are designed to create or maintain a margin of
safety: reef early and often; always have an anchor

ready to deploy and a sail ready to raise when the

motor’s on; never depend on a single aid to navi-

gation. All are common sense, but they illustrate

an attitude that views a safety margin as one more

weapon in the arsenal of defense against running

out of options.

Don’t let your preparation become paranoia. Once you
have done everything you can to prepare for emergen-
cies, fear should no longer prey on your crew. If you are
still plagued by a particular anxiety, you need to either
do more planning or find a way to let it go. When we were
living aboard Silk, I was particularly fearful of lightning
at sea. Even after talking to the boatbuilder about the
grounding system aboard, terror overwhelmed me when-
ever we were in a storm. Then we met a couple whose
boat had been hit by lightning, and I realized that they
hadn’t been vaporized off the face of the globe. The dam-
age was serious but fixable. After that, being struck by
lightning became one of those uncontrollable risks we
could prepare for but never eliminate. I never really got
over the fear, but I have accepted it and even learned to
appreciate the wild and awesome beauty of a thunder-
storm at sea.

As with anything worth doing, sailing includes an ele-
ment of risk. No amount of preparation can change that.
At some point, each person has to accept that not every-
thing can be controlled. Experienced sailors combine a
realistic sense of the risks with an optimistic fatalism.
I’'ve had more than one accomplished veteran remind me
that we're all far more likely to die in a car crash than a
storm at sea.

Finally, as you gain confidence, don’t let yourself be
lulled by the benign face the sea so often wears. Many
dangerous situations we either saw or experienced our-
selves resulted from complacency or inattention (see the
Summary of Lessons Learned section in Chapter 15).
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When everything is new and strange, you will be more
cautious than you will be once these activities become
mundane. The safety factor you give up may mean the
difference between a close call and a serious incident.
You must keep each other vigilant and continue to abide
by the safety rules you've agreed upon. Managing fear
means not becoming fearless, but finding that delicate
balance between courage and caution that sends you for-
ward to douse a sail in a gale but makes you clip in before
you step out onto the side deck.

Setting Goals

Once you’ve decided you're going to explore voyaging as
a way of life, agreeing to goals at each step of the process
will keep you on track and reinforce communications. At
each stage, you should be working toward shared objec-
tives and personal ones, toward small goals and major
milestones. Keep your goals realistic with respect to your
current life, but start putting a priority on voyaging.

The first commitment most people make is financial.
Using the information in Chapter 2, create a financial
plan and determine how much money you should be sav-
ing. For most people, the saving will take years, so there
is plenty of time for all the other things you’ll need to
learn and do. Saving will also help you begin to develop
a voyaging mind-set.

The mind-set starts by freeing yourself from consum-
erism. Don’t move into a bigger house, buy a new car, up-
grade your computer, or replace your washing machine.
Stop eating out, going to movies, and buying non-boat-
related books. Rediscover your local library, factory out-
let stores, and consignment shops. Instead of watching
television, read books about sailing and practice your
splicing skills. Learn to do without wherever possible, or
learn to do with less where you cannot do without. With
the money you save, pay off your debts. If you can invest
50 to 60 percent of your take-home pay, you will be able
to afford your dream. Learning the self-discipline neces-
sary to live frugally in our consumer society and free-
ing yourself from debt may be the most difficult—and
rewarding—things you do en route to becoming a full-
time voyager.

In addition to saving money, your early goals will re-
volve around finding ways to answer the questions you
each have and to explore voyaging as a way of life. For
most people, that means reading about sailing, attending
boat shows and seminars, talking to experienced cruis-
ers, and spending time on a boat, together and apart.

For most crews, a turning point will come when the re-
luctant partner embraces the dream and starts to partici-
pate actively. That moment is so memorable that many
couples can describe it years after the event. My turning
point came at the helm of a charter boat running before



a half gale between the Scilly Islands and Land’s End
off the English coast. That experience convinced me |
could become a sailor, and after that I was the one push-
ing for us to leave as soon as possible. From that point on,
your focus will shift to building the skills you’ll need and
finding and equipping the boat.

In the course of all this, don’t listen to naysayers. Any
experienced sailors who met Evans and me as we were
preparing Silk to head offshore wouldn’t have given us
more than one chance in a hundred of making it through
the first passage, let alone the first year. But no one can
predict who is going to succeed and who is going to fail,
in part because of how much the very act of breaking
away from land and going cruising changes people. Just
stay focused on your goals, and ignore the people worry-
ing about whether you’re crazy or not.

When you leave the dock for the last time, you should
have agreed upon realistic goals for your first year of voy-
aging. You might want to complete a fast-paced Atlantic
or Pacific circle or make a leisurely cruise to Mexico or
through the European canals. A common goal helps get
you through some of the early lows. The chance to recom-
mit after the first year lets you assess what is working
and what isn’t. Once you slip into the voyaging mentality,
you may no longer need to set goals. After our first year,
goals became more like reference points—important as
beacons, less important as milestones.

DECIDING WHEN TO GO

There is no such thing as the perfect time to go cruis-
ing. Everyone who eventually makes it out there has had
to take into account the very real constraints of careers,
family, and money. Each crew has found their own bal-
ance between these realities and their desire to set sail.
By understanding how the majority of people manage
these trade-offs, you’ll be better able to frame the discus-
sion with the rest of your crew about exactly when to go.

But don’t leave thinking that you won’t return, and
don’t set it up so you can’t. Especially in the first year, you
need an escape hatch—Dboth financially and emotionally.
Many would-be voyagers want to free themselves from
the tyranny of time clocks through early retirement and a
low-income, low-cost lifestyle. But you may discover that
voyaging is not for you. Even if you love it, any number
of things from health to relationships could make voyag-
ing unattractive in the future. If your income just covers
voyaging expenditures, you will face a serious financial
shortfall if you are forced to move back ashore.

You also need an emotional escape hatch. As we
moved aboard Silk, a friend who had been a lieutenant
commander in the Coast Guard told me, “Never feel you

can’t come back. The sea can be a terrifying place. We
won’t think any less of you if you return earlier than you
expect.” The more time went on, the more | appreciated
the wisdom of those words. You need goals to get you
through some of the low points, but you also need the
reassurance that those you left behind will still take joy
in your accomplishments if you quit. If the escape hatch
exists, you are less likely to use it.

No one we met had originally thrown it all in and left
permanently, though some never got around to going
back. Assume you will return to a shore-based existence
and make sure you have the resources to do so. Then take
it year by year, as most successful voyagers do.

Timing Issues

If you wait too long, time or health may preclude your
ever leaving. Too many couples have lost their dream to
an unexpected illness or sudden death. You will pay a
financial penalty if you leave too early and must return
because your kids are too young or your parents too old.
But you’ll still have time to realize your dream. Leaving
your voyage for last means you get no second chance.

Health is the only true constraint, and for most of

us that translates into age. Physical strength and agil-
ity are required to raise an anchor or douse a mainsail,
especially if equipment fails. Life becomes much more
complicated aboard a boat when one crewmember suffers
from diabetes, crippling arthritis, heart disease, or can-
cer—although we’ve met people out cruising with each
of these disorders. No one can know when a crewmember
will face a life-changing disease, but by going early you
increase the odds of being able to live your dream to the
fullest.

Health aside, most of us must juggle three major con-

straints to determine when we can go:

1. Caretaking. Most people who choose to have
children spend the majority of their adult years
caretaking. They finish raising their children
only to find that their parents require care. If
you have children, you have to decide whether
or not to take them along, and if so, at what age
(see the Cruising with Kids: What Age Is Best?
sidebar above). But you may have little choice
if you seriously want to go voyaging. If your
parents are already approaching their golden
years, you should take your children, regard-
less of their ages, and go while you have the
opportunity.

2. Careers. Can you afford to leave your job for an
extended period of time? The answer depends
upon your field, ambitions, success, and skills.

If you are in a technology-driven field, you
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probably cannot afford to be gone for more than
a few months. Unless you can take your career
with you, you may have to wait until retirement
to live your dream. If your field changes more
slowly and depends on skills rather than cut-
ting-edge concepts, you risk little in leaving for
up to five years. Beyond that, no matter what
the field, your résumé will be stale, and you
will have to start over.

3. Cash flow. If you are serious about voyaging,
you will make the adjustments in careers and
caretaking. For most people, cold hard cash
determines when they can leave. In addition
to buying and outfitting the boat, you’ll need
enough money or a source of income to meet
your cruising budget, which will reflect your
voyaging preferences. Yet money is the most
flexible constraint. While every voyager would
love limitless resources, you can voyage suc-
cessfully on very little money. To minimize the
budget, keep the boat small and simple, figure
out how to work along the way, and leave with
no debt.

You can always find a reason not to go. The children
are either too young or too old. When the children can
take care of themselves, elderly parents cannot. If your
career demands attention early on, then you won’t be able
to leave later without risking your status and position. If
you keep saving for one more contingency, you will never
be satisfied with your cruising kitty. But somewhere at
the interface between these three constraints, every crew
out there has found room for a meaningful period of time
at sea.

Timing Options

How do you juggle these three elements to come up
with a time period when you can live your dream? Up
until a decade ago, almost everyone out there resolved
these constraints in one of three ways: by leaving be-
fore they started a career, by taking a sabbatical, or
by waiting for retirement. Today, technology and com-
munications have opened up new alternatives between
the “all or nothing” of the traditional “sell up and
sail” approach. An increasing number of people live
two lives, spending part of each year on their boat in
an exotic location and the rest of their time in their
home ashore. Others take their careers with them, do-
ing business from the boat.

Each option has its trade-offs. The choice you make
will dictate almost everything about your voyaging life—
from the boat you sail, to how much money you spend, to
whether or not you sail with children.
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Precareer

Fewer than 10 percent of the circumnavigators we have
met were young people voyaging before or after univer-
sity. They were taking a break before settling down to
careers and kids.

These people had no children and little money. They
went in small boats, often 30 feet or less, with almost no
gear. Most of them worked part of the time while they
were voyaging. They accepted a lower level of comfort
and convenience than most of us, but they anchored in
the same harbors, saw the same sights, shared the same
beach barbecues, and learned the same lessons about
themselves and their world.

Some people leave as precareer cruisers and never get
around to going back. We have met such people after they
had been voyaging for several decades. Generally, they
were aboard the same boat, working three or four months
of the year, living modestly, and enjoying life.

The major advantage of this option is simplicity; cash
flow requirements are minimal, and there is no need to
juggle caretaking and careers. This approach requires only
minor resources, but it demands adaptability and flex-
ibility. Precareer voyagers tend to be young or young at
heart—people who have not learned to love their creature
comforts. For those who returned to the “real world” within
four or five years, college admissions officers and potential
employers alike viewed their adventures favorably.

Unfortunately, in the decade we have been cruising, we
have seen the number of crews who fall into this category
decline. Increasing safety regulations for boats and equip-
ment, higher costs for visas and other fees, the need to
show funds before being allowed to stay for several months
in most countries, and the requirement for boat insurance
in many places have raised the cost and complexity of
cruising for all of us. But the perception has changed far
more than the reality. It’s still possible to go voyaging with
a simple boat, little equipment, and a minimal amount of
money, as Simplicity’s crew will illustrate.

Sabbatical or Job Change

Fewer than half of the circumnavigators we met had taken
a sabbatical from their career. Most of these people had
no guarantee of reemployment, but they assumed they
could resume their careers when they returned. Some
people had been laid off during corporate restructuring,
and their severance pay played a key role in financing
their voyage. Perversely, this option is most difficult for
the self-employed and small-business owners. Many
single-owner businesses run down in the absence of the
entrepreneur; selling the business seemed to be the best
alternative. We have met several dozen crews who had
built up profitable companies and traded them in for a
boat and the voyaging lifestyle.



Those on sabbatical tended to be between 30 and 40
years old. A few left with children on board, and many
had children during their voyage. Their resources var-
ied widely, and their boats reflected this range. But their
boats were almost always larger and better equipped than
those of the precareer crowd. They left with more money
than that group as well, and most of them did not work
along the way. None of them became permanent voyag-
ers. Having invested a decade or more in a career, they
didn’t want to leave the work force completely. They also
wanted their children to receive secondary school edu-
cation ashore to safeguard their university opportunities
and future careers.

Upon returning, most people who took a sabbatical ex-
perienced few problems in finding new jobs. We were of-
fered several interesting opportunities in consulting and
the corporate world within weeks of returning from our
first voyage. Friends of ours in marketing and stock bro-
kerage found their way back into their old fields. Those
with a trade returned to employment even more easily.
But although most people had work within a few months
of ending their voyages, only a handful jumped back on
the career track. For the rest, the jobs they got were at the
same level or a bit below what they had left behind. Very
few of them regretted this. Their priorities had changed,
and reaching the top of the corporate ladder no longer
appealed to them.

As the crew on Moderation will demonstrate, a sabbat-
ical provides a much higher level of comfort and financial
security than precareer voyaging—but at a price. You are
unlikely to reach the very top of your profession after tak-
ing three to five years off in the middle of your career.
Only you can decide if voyaging is worth that trade-off.

Early Retirement
About one-third of the circumnavigators we knew had
taken early retirement and headed off to sea somewhere
between ages 45 and 55. Many of these people had worked
in fields where retirement on partial pay is possible after
twenty or thirty years of service, such as in the military,
firefighting, or policing. Others had accepted severance
pay and early retirement as part of corporate downsizing.
None of the circumnavigators we have met waited until
their 60s to retire, though many people in their 60s and
older do extensive cruising, generally within one ocean.
As with precareer voyaging, a major advantage of this
option is simplicity. Career issues no longer exist for re-
tirees. Most of these early retirees found themselves in
that comfortable in-between time with newly independent
children and not-yet-dependent parents. Financially, they
were at least on a par with those taking a career sabbatical
with the added benefit of continuing income. Retirement
income, though less than what they might have been used

to, stretched a long way aboard a cruising boat and en-
sured that they did not need to work as they voyaged. Early
retirees’ boats had many comforts and conveniences, and
these voyagers had invested much thought and money to
reduce the physical demands of handling the boat.

Health risks represent the largest downside to this op-
tion. These are the people whose voyaging dreams may
come to a sudden end after a stroke, a heart attack, or a
diagnosis of cancer. You will need to evaluate your own
health and physical condition honestly if you are think-
ing about waiting until you retire. If you choose the early
retirement option, go as soon as you can, as did the cou-
ple on Highlife. Those who waited until their early 60s
were far more likely to have an unexpected health issue
end their voyaging before it began.

Part-Time Voyaging

Modern communications, increasing ease of travel, and
more flexible jobs have combined to create a new class
of cruisers: people who spend from three to six months
of each year living aboard their own boats in exotic loca-
tions and the rest of the year living “normal” lives ashore.
These people have opted for parallel lives with two homes
and two quite different lifestyles. They’ve managed to
achieve the cruising dream without giving up their eco-
nomic security or pulling up their roots. In the last few
years, their numbers have increased until they now make
up close to 10 percent of the voyagers we meet.

It takes flexibility, creativity, and desire on the part of
each crewmember to make part-time cruising work. We
now know several couples who circumnavigated this way
and a dozen who completed extensive voyages through the
Mediterranean, Pacific, and South America. For the pe-
riods when they return ashore, part-timers leave the boat
hauled out in a safe boatyard. The increase in the number
and quality of boatyard facilities worldwide has contrib-
uted to making part-time cruising a viable option even in
less traditional cruising grounds like Chile and Alaska.

In addition to seasonal professions like teaching and tax
accounting, a variety of careers can be adapted to this dual
lifestyle. We have met consultants who only accept client
work for a few months of every year and doctors and nurses
who arrange part-time work through agencies that supply
practices with temporary medical personnel. One person we
met ran a landscaping service on Long Island in the summer
and sailed the tropics in the winter. Another was a profes-
sional ship’s captain; he and his wife sailed their own boat
in the periods between commissions.

There are downsides to this approach. Part-time cruis-
ers live a divided life, which means they have to be more
efficient with what time they have aboard than their full-
time equivalents. They spend a significant amount of
their cruising time commissioning and decommissioning,
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and it often takes them weeks to shift gears and change
their mind-set from life ashore to life on a boat. Full-time
cruisers spend a lot of time working on the boat while sit-
ting in port, but part-time cruisers can’t afford to do that.
Instead, they pay to have work done while the boat is on
the hard, but good boatyards capable of doing extensive
work unsupervised can be very difficult to find. Hauling
the boat every year and storing it on the hard also takes a
toll in general wear and tear.

Maintaining two lives costs money. But part-time cruis-
ers have a regular income, which gives them a degree of
financial security that sabbatical cruisers lack. That fi-
nancial security can extend the cruising time horizon.

Those who choose this option say they find the transi-
tions go more smoothly if they simplify both of their lives.
A smaller boat with less equipment is easier to commis-
sion and requires less work in the off-season. A condo-
minium or apartment ashore eliminates yard work and
maintenance. Despite the trade-offs, part-time cruising
offers many of the benefits of full-time cruising without
the sacrifice of cash flow, community, career, or home.
As communications technology and workplace flexibility
free more people from desks and offices, part-time cruis-
ing will become an increasingly attractive option.

Working Aboard

Technology and communications have also made it pos-
sible to take your career with you. Less than a decade ago
when we finished our first circumnavigation, it was barel
possible to maintain a professional relationship with the
sailing magazines when you were actually out cruising.
But with satellite communications aboard and Internet
cafés ashore, computer programmers, accountants, and
freelance writers can now work by phone, fax, and e-mail,
with no one the wiser as to whether or not your home of-
fice floats. We know stockbrokers and portfolio managers,
software designers and novelists, who have successfully
moved their businesses onto their boats. The part-timers
alternate working life and cruising life; those that bring
their work with them try to blend the two together. Though
still small as a total percentage of voyaging crews, the
number of people in this category has been rapidly in-
creasing over the last few years.

Like the part-time and retirement options, cash flow
continues for those who take their work along with them.
This removes the time restrictions imposed by a sab-
batical and increases financial security. But managing a
business from a boat takes a great deal of discipline, even
more so than working from your own home. A boat is a
small place with many distractions. Not only must you
force yourself to sit down and do the work necessary, but
your partners must be willing to spend a certain amount
of time sitting in one place and letting you get on with it.
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Evans and | have supported ourselves by writing for
the seven years we’ve been cruising aboard our second
boat, Hawk. We have fixed deadlines and ongoing com-
mitments including a monthly column. We schedule our
writing carefully, knowing we will not be able to produce
anything when we are on passage or working on the boat
on the hard. We have learned that you cannot plan on
being able to spend 5 or 6 hours a day every day at your
desk when you’re cruising. You have to be able to work
efficiently when the opportunity presents itself, and you
have to be realistic about what you can accomplish in a
given period of time.

If you are going to try to work from your boat, you’ll
have to invest in the best and most advanced commu-
nications equipment, computers, and e-mail systems. A
larger boat with an area where you can have some real
privacy will increase the chances you’ll work efficiently.
You’ll also need space for the tools of your profession.
At least one-quarter of the storage space in our main sa-
loon is devoted to computers, cameras, reference books,
printers, files, and so on.

Taking your career with you will compromise your voy-
aging. For many, bringing along deadlines, commitments,
phones, and e-mail would ruin voyaging completely. But
for those with the discipline and the desire, having some-
thing to stimulate you intellectually can make voyaging a
more fulfilling, enjoyable experience.

THREE VOYAGING CREWS

Over the course of a decade spent sailing the world on
small boats, we have come to realize that there are as
many ways to cruise as there are people out there do-
ing it. Every type of boat equipped to every possible
level of comfort carrying crews from every conceivable
background has successfully completed major voyages.
To help you find your way through the maze of decisions
you will need to make before you set off on your own
adventure, I want to introduce three fictitious crews: the
Simplicitys, the Moderations, and the Highlifes.

Simon and Susan Simplicity left Sydney, Australia,
two years ago aboard their 33-foot fiberglass cutter, Sim-
plicity. They decided to go cruising two years before that,
after Simon’s brother lent them his 20-foot daysailer and
they spent the summer sailing around Sydney harbor. At
the time, they were both in their mid-20s and entering the
last stages of their PhD programs in microbiology. They
had been together for three years and shared interests in
nature, outdoor sports, camping, and photography. They
had spent earlier summers backpacking around Austra-
lia, hiking in remote areas, living out of a tent, and eating
only what they could carry or find.



They decided to take three years to sail around the
world before they began their careers and started a fam-
ily. They sailed up the Great Barrier Reef and spent three
months cruising Papua New Guinea and Indonesia be-
fore heading across the Indian Ocean. They visited the
South Indian Ocean islands and continued on to South
Africa. They sailed up the Atlantic, stopping for Car-
naval in Brazil, before reaching the Caribbean. During
their six months cruising there, they applied for postdocs
in Canada and were accepted starting the following fall.
They sailed offshore to New York City in May, took the
mast down, and headed up the Hudson River and Erie
Canal to the Great Lakes. They will spend two years in
Montreal before completing their circumnavigation.

As newly minted PhDs, Simon and Susan had a bit
more money before they set out than do people who’ve
just earned a high school or undergraduate degree. But
their finances were strictly limited, so they kept their
boat as small and simple as possible. They are already
full of ideas about how to spend the money they are earn-
ing from their postdocs to make their last year or so of
cruising more comfortable than their first two years.

Michael and Molly Moderation, along with their two
children, Mindy (9) and Max (10), have been voyaging
for two years aboard their 40-foot catamaran, Modera-
tion. Michael and Molly, both in their late 30s, are taking
a four- to five-year sabbatical from their jobs. Before they
left, they lived in London, where Michael worked in the
creative side of a large advertising firm, and Molly was
one of three partners in a small architecture firm. They
had grown increasingly disillusioned with the demands
of corporate life and the pressures of living in a big city.
They hardly saw Mindy and Max during the week and
felt they were losing touch with their children. They had
almost no sailing experience when Michael suggested
they buy a boat, pack up the kids, and sail away. At first,
Molly was afraid she wouldn’t be able to handle the boat
and was concerned about having to educate the children.
But after attending several seminars and meeting some
voyaging families on a vacation in Malta, she realized
what a great experience it would be for the family.

They developed a five-year plan to build up their sav-
ings so they could buy and fit out the boat, set aside a cruis-
ing kitty, and learn the skills they needed. It took them
longer than they had expected to find the right boat, and
they ended up having to work an extra six months when
they went over their refit budget. When they did depart,
they left without a definite itinerary in mind. They agreed
to cruise the Mediterranean for the late summer and early
fall and see how everyone took to their new life. After four
months in the Med, they were all hooked. They crossed the
Atlantic with the Atlantic Rally for Cruisers (ARC) and
spent six months in the Caribbean before heading up the

U.S. East Coast to avoid cyclone season. They returned
south via Bermuda to the Caribbean, then cruised Ven-
ezuela, the Dutch Antilles, and the San Blas Islands be-
fore transiting the Panama Canal. They intend to explore
the Pacific for two or three years before selling the boat in
Australia or New Zealand and returning to England in time
for Max to enter secondary school.

After saving for three years and mortgaging their
house, they had the money to afford quite a few conve-
niences, some of which they viewed as essential for the
safety and welfare of their children. But they have to be
careful of their budget to make sure their cruising kitty
lasts for as long as they hope to be out.

Hugh and Hilary Highlife left San Francisco four
years ago aboard their 52-foot fiberglass ketch, Highlife.
In the 1990s, they had helped found a high-tech com-
pany specializing in robotics in Silicon Valley. They had
always kept a sailboat in Sausalito, the last one being a
J/120 that they raced extensively in San Francisco Bay.
Hilary had crewed on a Transpac race (from Los Angeles
to Honolulu), and Hugh had been on the delivery back
to San Francisco. They had both loved passagemaking
and wanted to do more of it. By the time they reached
their mid-50s, their three children had graduated from
college, and they were ready to trade their corporate lives
for the cruising dream.

Their business partners bought them out, leaving
them with enough money to afford just about whatever
boat they wanted. It took them a year to find their per-
fect boat, make a few changes, and sail it until they were
as comfortable on it as they had been on their J/120. At
that point, they said good-bye to their friends and family
and sailed down the California coast to Mexico, where
they spent two years. Then they rode the trade winds to
the Marquesas and spent the next three months cruising
through French Polynesia. They left the boat on the hard
in the Society Islands for cyclone season. They traveled
to Easter Island and then on to Chile before returning to
the United States just in time for the birth of their first
grandchild. After returning to the boat, they cruised the
Cook Islands, Tonga, and Fiji before heading to New Zea-
land for cyclone season. Their children and some of their
sailing friends have visited several times and crewed on
a couple of passages. They have no definite plans for the
future, only to keep voyaging as long as their health al-
lows and they are enjoying themselves.

These three crews are amalgams of crews we have met
and are representative of the range of cruisers out there.
In the following chapters, I will share their choices in
boats, comforts, conveniences, and safety equipment, as
well as the choices Evans and | have made in these same
areas. In this way, I hope to help you define your own
ideal cruising life.
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Adequate Financing

ALTERNATIVES FOR FINANCING THE DREAM

Precareer: Earn as You Go
Early Retirement: Stretching the Retirement Income

Sabbatical: Save Enough to Finance Several Years
Part-Time Voyaging or Working Aboard: Continuing Your Career

HOW MUCH DOES VOYAGING REALLY COST?

Living Expenses  Avoiding Budget Busters

Boat Expenses
Discretionary and One-Off Expenses

Capital Costs: Two Case Studies
The Cost of Two Cruises

HOW MUCH BOAT CAN YOU AFFORD?
Refit Costs: Some Rough Figures

THE MONEY YOU will need to go cruising falls into two
categories: funds to buy and outfit a cruising boat, and the
total expenditures necessary to pay for your life aboard.
For a three- to five-year voyage, the first will often be
substantially larger than the second. Both can vary by
more than an order of magnitude from boat to boat. We
have interviewed crews aboard boats that cost less than
$30,000 to buy and outfit who spent less than $8,000
per year while cruising. We have also interviewed crews
aboard boats that cost several million dollars who spent
well over $100,000 per year.

Most people go cruising when they decide they have
enough money to buy the boat and finance the cruising
kitty. But given this range, how much will be enough for
you? It’s easy to get into a chicken-and-egg dilemma over
the whole question of money. To know how much you can
afford to spend on the boat, you need to have some idea
of how much you’ll spend while cruising. But the largest
expense categories depend upon the size and type of boat
you buy. This in turn will depend on how much you can
save, which depends upon how long you keep working.
There is no easy way to untangle this, and most of us find
a solution not through a linear process but through some
mysterious gestalt that takes into account all these differ-
ent factors and magically arrives at a workable solution.

Every dollar that goes into the boat means a dollar less
in the cruising kitty and a few minutes less of cruising
time. Too many people spend what they “have to” to buy
and outfit the boat and use whatever’s left to go cruising.
All too often that means they spent much more than they
needed to on the boat, and they may be forced to cut their
voyage short when funds run low. Given that many inex-
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pensive boats safely complete major voyages every year, a
better approach is to allocate money to the cruising kitty
first and then decide how much boat you can afford.

Only you can figure out how much you can invest in
your dream. But to shed some light on the process, this
chapter starts by considering the standard alternatives
for financing a voyage. It then looks in great detail at the
voyaging budgets of the three couples I introduced in the
Three Voyaging Crews section in Chapter 1 in order to help
you come to a realistic estimate of what you will spend
while cruising. The last section discusses how to go about
determining how much you can afford to spend on the boat
based on your anticipated cruising budget and shares the
financing solutions for our three fictitious crews.

ALTERNATIVES FOR FINANCING THE DREAM

How do you finance buying and outfitting the boat and
topping up your cruising kitty? What can you do to gen-
erate income after you set sail? The answers to these
questions depend a great deal on your financial situation
and your skills. But generally speaking, the way people
finance their voyage is closely related to which of the cat-
egories outlined in the Timing Options section in Chapter
1 they fall into. This section will consider the standard
financing solutions for each of these options.

If you want to cruise badly enough, you will find a way
even if it means scaling back your expectations. But how-
ever you go about it, don’t close the door on returning.
Make sure you have an escape hatch financially in case
voyaging does not work for you.



Precareer: Earn as You Go

Precareer voyagers are not likely to have any income or sav-
ings to offset their voyaging costs, except for an occasional
check from family. Their first big challenge will be finding
and outfitting a boat they can afford. We’ve seen some pretty
innovative ways of accomplishing this. One boat we ran
across was crewed by a group of young men from a small
town on Cape Cod. The boys were teenagers when the boat
washed ashore in a hurricane and was declared a total loss
by the insurance company. They sold shares to the local
townspeople and used the money to purchase the boat and
refit it. They circumnavigated, and when they returned they
sold the boat and paid back their shareholders, along with a
reasonable return. The boat was named Lazarus.

Other young people borrow the money from their fami-
lies or throw everything they’ve managed to save into a
fixer-upper boat. They’ll leave with lockers full of provi-
sions and savings for about six months. They start look-
ing for work as their food and money supplies dwindle.
Most of the younger voyagers we knew worked four to six
months for every year of cruising. A few anchored off a
resort, got jobs, and worked for two to three years before
heading off again for a long adventure.

Working in foreign countries has become much more
difficult over the last few decades and will likely get even
more complex in the decades to come. Twenty years ago,
you could get temporary visas that allowed you to work
in almost any country. These days, countries vigorously
protect their jobs for their own citizens. Tourist visas ex-
pressly prohibit working. Work permits are granted only
if you have specific skills, which those traveling before
starting careers are unlikely to possess. Many voyagers
work “under the table.” Without the tax bite, they can
save quickly. If caught, however, they are asked to leave
the country—in some cases, after paying back taxes.

Yet there are jobs available legally in many parts of
the world, and voyagers pursue a variety of temporary oc-
cupations to fill the cruising kitty. Most job opportunities
are available to anyone, not just the precareer cruiser.
If you can be happy while being underemployed and if
you're flexible, you will be able to find work as you go.
The employment opportunities that follow are listed from
most to least common and from most to least lucrative.

Working for Resorts and Charter Companies

When cruising, most voyagers prefer quiet anchorages
away from the bustling tourist centers. But when the time
comes to earn money, head for the tourist resorts. You
can find work in the resort itself: running the waterfront,
teaching sailing or sailboarding, waiting tables, tending
bar, or selling in a boutique. With luck you may work
your way into a position managing a shop, a restaurant,

or the resort’s recreational program. As the number of
top-quality resorts increases in island groups around the
world, there is more demand for people to fill these types
of positions. One friend of ours ran day sails on a catama-
ran for a nudist resort—in the buff, of course.

Many people consider chartering their boat as a way to
earn additional income. Although you may find a seasonal
opportunity to take a dozen people each day from a local
hotel out to a reef for lunch and a snorkel, taking guests
on board for a week at a time cannot be undertaken on
a casual basis. In most places, the charter market has
become intensely competitive and highly regulated. Most
successful chartering businesses take years to build up
and are dependent upon good connections with the travel
agents and charter brokers who find clients. Local regu-
lations governing chartering vary considerably. In most
countries, charter captains must be licensed, and viola-
tors face stiff fines. In some places, you will be required
to pay a fee to pick up or drop off charter guests, and if
you do so more than a few times a season, you may need
to buy a trade license. Some countries, including France
and the United States, require that captains of vessels
operating entirely in their waters be citizens. Unless you
plan to spend considerable time in one place and are
committed to building a business, don’t count on charter-
ing your boat as a way to earn money as you go.

But that doesn’t mean there isn’t work to be had in
the charter industry. Without doubt, charter companies
are the largest employers of cruisers worldwide. Large
charter bases are usually located near resort areas. There
cruisers can find work repairing fiberglass, painting
boats, maintaining engines, fixing refrigeration, and in-
stalling electronics. But if you have people skills, you’ll
find it a lot more lucrative to work as crew on the boats.

A couple working as skipper and first mate on a crewed
charter boat can earn a real living and may end up with a
long-term career. Putting in a couple of years as skipper
and first mate on a 40- or 50-foot boat in the Caribbean or
the Med opens up opportunities on 60-foot charter boats
and can eventually lead to running a superyacht. To be
successful, you need to be able to deal with the complete
lack of privacy and the pressure of 24-hour turnarounds
between charters.

If you're interested in crewing casually on a charter
boat, get certified in the courses necessary to meet the
1995 Standards of Training Certification and Watch-
keeping for Seafarers (STCW). If you want to be a cook,
bartending and cooking classes will help you develop
the skills youll need to turn out consistent Cordon Bleu
meals—one of the primary ways charter boats compete
with one another. If you hope to run a boat as captain,
invest the time and money into getting official credentials
such as the U.S. Coast Guard’s Six-Pack license (for car-
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rying up to six passengers) and 100-ton license, or the
Royal Yachting Association’s (RYA) Commercial Yacht-
master. The Maritime and Coastguard Agency (MCA)
sets standards for crew competence in the United King-
dom that have been accepted almost worldwide. If you
dream of eventually making a career on the superyachts,
invest in the MCA-accredited courses available through
superyacht schools (see the Superyacht Schools section
in the resources for this chapter in Appendix 1).

Many of these positions are in the tropics—the Carib-
bean or the Pacific islands. Unless you limit your stay to
a few months, you will find yourself in these areas during
hurricane season. Friends of ours sat through Hurricanes
Luis and Marilyn aboard their 30-foot boat in 1995 so
they wouldn’t lose their lucrative jobs on St. Martin. If
you find yourself in this position, they recommend you
put your boat on the hard in a hurricane pit.

Deliveries

If you are an accomplished sailor who can adapt quickly
to a strange boat and sail safely in the worst weather, de-
liveries offer a way to earn a decent daily wage and ex-
pand your skills. Delivery work can be found after large,
one-way races such as the Bermuda Race or Transpac and
before or after large rallies such as the ARC or the Baja-
Haha. Deliveries can also be found at the major decision
points for cruisers along the trade wind routes—New
Zealand and Australia, the Caribbean, and the Med.

Most deliveries pay by the mile or by the day. Delivery
skippers generally receive between $1.50 and $2 per mile
(or $150 to $200 per day), plus boat expenses and airfare
back to their point of origination. Although professional
delivery crew also receive $75 to $100 per day, nonprofes-
sional crew usually get airfare only, so taking your partner
with you may reduce the financial attraction. If you take on
a delivery, you will need to ensure your boat’s safety while
you're gone. Factor that into your costs.

Earning a couple hundred dollars a day for sailing
may sound wonderful, but deliveries can be difficult and
sometimes dangerous. Delivery skippers are hired for the
upwind slogs, not the downwind sleigh rides. You may
be asked to deliver a boat during hurricane season or
find yourself in a winter gale. The quality of the boat and
equipment can run the gamut from spectacular to spec-
tacularly bad. Take a good look at the condition of the
boat and safety gear before you agree to do a delivery.
Make sure to get all your responsibilities in writing, in-
cluding how much you can spend on making the boat
seaworthy before you leave.

Offer Services to Other Cruisers
While it is possible to find work in the marine industry
almost the world over, you will have to deal with work
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permits, taxes, and other hassles that make it less than
worthwhile unless you plan to spend a year or more in
one area. But it is possible to create a mobile career by
selling these types of services to other cruisers in what-
ever anchorage you happen to be in.

When it comes to earning money by offering services
to other cruisers, remember that most voyagers are just
like you: they have built up their skills so they can limit
the amount of money spent on repairs. To find a market-
able service, consider what you would be willing to pay
for in Tonga or Mauritius. The list won’t be very long.

To be successful, you need to make it clear that there
is a fee for your expertise. One of the unwritten rules of
the cruising community is that we all help each other as
insurance against the day when we will need help. The
expectation that you will provide services for free can
create misunderstandings and ill will unless you deal
with it at the outset.

You will also need to have skills beyond those of the
average cruiser. The most successful venture appears to
be sail repair and canvas work. Most cruisers will not
pay someone else to fix popped stitches or a ripped seam.
But they will pay to have a sail recut, to have the sun
protection replaced on their genoa, or to have a new
dodger made. To be successful, you must carry a sew-
ing machine, spare sail material, and spare canvas. The
condition of your own sails and canvas needs to reflect
your level of skill.

Skilled technicians may be able to make money as
diesel mechanics, refrigeration experts, or electronics
gurus. This works best in small- to medium-sized yacht-
ing centers where spares are available and competition
is limited.

Sometimes the simplest skills prove valuable in a far-
away place. In Tonga, one woman made pocket money
doing professional haircuts. Most of us trimmed our part-
ner’s hair with rusty scissors, so a salon-quality haircut
on a sand beach under a palm tree was a luxury. Another
woman with an old-fashioned, hand-crank washing ma-
chine aboard did laundry for reasonable prices. A cruiser
with a store of rye flour offered fresh-baked rye bread to
order several mornings a week.

Teaching

Teaching, particularly teaching English, is another pos-
sibility. Where English is the national language, you may
need to take a TEFL (Teaching English as a Foreign Lan-
guage) or an ESL (English as a Second Language) course
to become certified. In less-developed countries, your
ability to speak the language qualifies you for informal
tutoring and sometimes for more formal situations. If you
have some proficiency in an area where there is a local
need, you may find other teaching opportunities. One of



our friends was offered a position teaching shop at the
high school in Vava’u, Tonga.

Serendipity plays a large role in finding teaching op-
portunities, unless you have specialized training. For in-
formal tutoring, post a sign on the bulletin board at the
local yachtie hangout or pay for a small notice in the local
paper to advertise your services.

Trading

When you purchase local crafts, the idea of buying a hun-
dred instead of a dozen and selling them along the way
may cross your mind. Every voyager has been tempted.
Some profit handsomely, and others rue the day they ever
had the thought.

To be successful, you must understand the value of
what you are buying, know where you can sell the goods,
and try to avoid handicrafts that might get confiscated
at your next port. If you do not know the goods’ quality
and value, you may end up with a boatload that you can-
not unload. But if you have spent a few months learning
about the individual styles and quality levels of baskets
made in South Africa, for example, and you have seen
which baskets sell in the tourist shops, then you may
want to buy some from local artisans and take them to
your next port.

You are still not home free. Most countries have laws
against importing items made from plant or animal ma-
terial, including woodcarvings, coral, shells, tapa cloth,
and baskets. By knowing the laws and adhering to them
or by concentrating on items such as pottery, jewelry, and
semiprecious stones, you should be able to avoid having
your trade goods confiscated.

Technically, you still must apply for a license to bring
the goods into another country, in which case you will be
faced with import taxes and duties. To avoid this, most
voyagers quietly sell their treasures to friends and fel-
low cruisers. When the scheme works, you can supple-
ment your cruising kitty for several months. For example,
friends of ours stuffed their forepeak with brightly col-
ored hammocks they bought in Brazil for $5 each and
then sold them in the Caribbean for $50 to $100 each.
Other friends purchased the highest-quality black pearls
they could find when they cruised the Tuamotus and
earned ten times what they paid when they eventually

sold them all.

Sabbatical: Save Enough to Finance Several Years

Most people who take a sabbatical have lucrative jobs,
some savings, and some assets, usually including a house.
A compensation package for redundancy or early retire-
ment may also figure into their financing plans. They will
buy and outfit the boat while they’re still gainfully em-

ployed, probably liquidating some assets to do so. They
will save as much as they can before they leave and will
have a target for their cruising kitty that they will meet
before they go.

If you fall into this category, try to outfit the boat com-
pletely while you still have a good income coming in. But
don’t get trapped ashore saving for one more year or one
more contingency. In the end, you have to take the money
you have, the boat you have, the gear you have, and go.
You will never have as much money as you would like.
However, you need to reach the point where a lack of
financial resources will not interfere with your enjoyment
of voyaging.

Most people taking the sabbatical option can be away
only for a prescribed period of time. They will have to
return before the kids enter secondary school or their ré-
sumés get stale. They do not plan to work along the way,
and most of them don’t. But a few choose to work, either
at the money-earning options outlined in the Precareer
section above or by arranging to use their skills ahead
of time.

Professionals have the easiest time finding positions
and getting temporary work permits. We know a teacher
of disabled children who arranged a job in New Zealand
for the cyclone season before leaving the United States.
She and her husband were able to enjoy the Pacific with-
out financial worries.

Doctors can always set up shop informally, especially
if they carry a well-stocked medical kit. Some doctors
choose not to announce their vocation to limit the amount
of free medical advice solicited during cocktails in the
cockpit. Others establish office hours once or twice a
week and remain off duty at other times. Depending on
their certification, doctors can often get shore-based work
as well. Some British friends of ours who are both doctors
have organized to practice for a year in New Zealand.

Many countries seek professionals with skills in com-
puter technology and financial markets. Work permits
can be obtained most easily if a local company sponsors
your application. If this interests you, research the op-
tions before you leave. Investigate what areas of exper-
tise are sought after in the countries where you intend to
spend some time, and contact some local companies to
see if you can meet with them when you arrive. We know
people who've found work in stockbroking, consulting,
financial analysis, and computing in a half-dozen differ-
ent countries.

Early Retirement: Stretching the Refirement Income

The financing equation for most retirees is far simpler
than for other cruisers. Retirees have built up assets over
the course of their working lives. They often own their
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home free and clear. Financing the boat and equipment
comes down to deciding which assets they will liquidate.
Monthly income from investments combined with private
or government pension plans meet or exceed most retir-
ees’ cruising expenses. Many also have rental income
from real estate. Given their income, few retirees need to
work along the way. But many choose to, often as volun-
teers in local communities.

Part-Time Voyaging or Working Aboard:
Continuing Your Career

Like retirees, part-time voyagers and those who bring
their work along with them don’t give up their income
stream. They need to buy and outfit the boat, and they
may choose to set aside some funds for an emergency.
But they don’t need to worry about building up savings in
the cruising kitty for a predetermined number of years.
To finance the boat and its equipment, most will liquidate
savings or other assets.

Part-time voyagers will not try to work during the short
time each year they get to spend on the boat. That’s what
the other half of their life is all about. But those who work
aboard may well supplement whatever income they have
through some of the employment opportunities already
discussed.

We know a small number of people who have taken
different kinds of work with them, including computer
programming, stockbroking, investing, and writing nov-
els. With the exception of computer programming, where
we know three people who have successfully managed to
work from aboard, the rest are all one of a kind in their
respective fields. Marine writers and photographers form
the only moderately large group of people we have met
who cover most of their expenses for a period of several
years from their boats.

The number of liveaboard sailor-writers has increased
from one or two in the 1980s to a dozen or so today. In-
ternet and satellite communications have made it pos-
sible to stay in touch with editors and deliver stories on
demand.

For those who hope to make a living this way, consider
the economics first. When you’re breaking in, U.S. maga-
zines pay between $400 and $600 for feature articles;
UK magazines pay between £250 and £350. Photographs
can double this, and a single cover photograph or table
of contents two-page spread can bring in as much as an
article. To get those kinds of photographs, you’ll need a
high-quality digital SLR (single-lens reflex) camera with
a telephoto lens. If you are considering writing a book
for the marine market, be realistic about the economics.
A marine book is considered a bestseller when it sells
10,000 copies over three years. At a 10 percent royalty
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rate on the net price, you will have an annual income
of around $5,000 for three years versus the year or so
invested in writing.

To make a starving-artist living at marine writing takes
hard work, discipline, and focus. But any cruiser who
writes well can earn some extra money occasionally by
investing a little bit of effort. To break in with the marine
magazines, download the submission guidelines from
the Internet and pay attention to what they say. Focus on
how-to articles, provide good illustrations, and produce a
professional-looking manuscript.

We know a few other artists who have managed to fi-
nance their cruising with their art. One friend of ours is
an oil painter who specializes in marine paintings. He has
the talent to capture the feel of a boat on the open ocean,
something most boatowners find irresistible. He set up
his cruising boat with painting in mind and financed his
voyage with commissions from cruisers and mega-yacht
owners. Another cruising artist in Antigua specialized in
small watercolors. He painted local scenes and sold them
to the tourist shops and boutiques. A few singer-songwrit-
ers such as Eileen Quinn (see the Crew Resources sec-
tion in the resources for Chapter 1 in Appendix 1) have
also managed to make a living singing about the cruis-
ing life. If you’re passionate about what you do and have
some talent, then you’ll probably be able to find some
way to make it pay while you’re out cruising.

HOW MUCH DOES VOYAGING REALLY COST?

To help you determine how much money you will need for
whatever voyage you are planning, this section will ex-
amine how much the three crews you were introduced to
in the Three Voyaging Crews section in Chapter 1 spend.
The budgets for Simplicity, Moderation, and Highlife
have been constructed from the detailed financial records
of more than a dozen crews who generously shared the in-
formation with us for this chapter. These people cruised
aboard boats ranging from small and simple to large and
complex, and their budgets were grouped and averaged
to come up with the figures that follow.

Throughout this chapter, numbers refer to U.S. dol-
lars, not adjusted for inflation. Inflation has been low
enough in most of the major currencies over the last de-
cade that it has not significantly affected cruising costs.
Exchange rates, on the other hand, while stable through
much of the 1990s, became more volatile after 2001 and
were complicated by the introduction of the Euro. This
has affected the relative purchasing power of different
national currencies. Rather than attempt to capture the
changes in exchange rates between all the major curren-
cies, | have stuck to U.S. dollars as the currency whose



value is most likely to be understood by people from the
widest range of nationalities.

The three crews described in Chapter 1 cruise aboard
very different boats. These will be discussed in detail in
the next chapter, but the following summaries give a good
idea of boat size and complexity:

o Simplicity. This 30-year-old, 33-foot cutter carries
good ground tackle, one suit of sails, a hard din-
ghy, a self-steering vane, a GPS, and little else.
Susan and Simon recently finished PhD programs
and plan a few years of adventure before settling
into their careers. Their resources, to put it kindly,
are limited. They make every dollar count and
think twice and even three times about every ex-
penditure.

Moderation. This 13-year-old, 40-foot catamaran
crewed by a family of four carries all the modern
equipment for sailing, navigation, and steering,

along with a basic range of comforts including re-
frigeration and a watermaker. Her crew have far
more resources than the owners of Simplicity, but
unless they live within what seems to them a strict
budget, their cruising kitty will be empty before
they finish their voyage.

o Highlife. This 8-year-old, 52-foot ketch crewed by a
couple is fully equipped with the most up-to-date
sail handling, communication, navigation, and
safety equipment. In addition, she carries almost
all the luxuries available: a watermaker, generator,
freezer, refrigerator, air conditioner/heater, washer/
dryer, trash compactor, microwave, TV/DVD with
plasma screen, satellite telephone, and more. The
couple’s retirement income comfortably meets their
onboard living expenses, and they have additional
money available for discretionary spending.

None of these crews or their boats will exactly replicate
your situation. But by comparing their budgets, you will

be able to construct a realistic estimate of your cruising
expenditures that reflects your own cruising preferences.
Their expenses can be divided into three broad catego-
ries: living, boat, and discretionary. Table 2-1 summa-
rizes the average amount each of these three crews has
spent annually in each of these categories.

Living expenses include all the recurring expenses nec-
essary for the day-to-day functioning of boat and crew and
comprise anywhere from one-half to three-quarters of the
budgets of most cruisers. The simpler the boat and the lower
the budget, the higher the percentage of money allocated
to living expenses. Boat expenses include boat insurance,
boat maintenance, and capital expenditures and vary widely
depending on boat complexity, size, and whether or not the
boat is insured. Despite the range in total dollars spent, the
percentage allocated to this category is surprisingly consis-
tent—between one-quarter and one-third of the total bud-
get. Discretionary expenses cover those costs some crews
choose to incur and others choose to forgo, such as health
insurance and travel home. Being truly discretionary, these
increase as the overall budget increases.

As with most of the voyagers who shared their finances
with us, the crews aboard Moderation and Highlife regu-
larly exceed their budgets, covering the difference from
savings accounts kept separate from the cruising kitty.
The Simplicity crew doesn’t have that option; when their
money runs out, they stop spending.

It’s hard to spend less than Simplicity’s crew without
beginning to cut corners on boat maintenance or nutri-
tion. Highlife’s cruising expenses include many luxuries
not found in most shoreside budgets: travel to exotic
places, restaurant meals several times a week, and regu-
lar adventures such as whitewater rafting and horseback
riding. Most cruisers live very comfortably on a lot less,
though a few cruisers do manage to spend more than the
Highlifes. Adding one paid crewmember to the Highlife
budget would take it over $100,000 per year.

TABLE 2-1. SUMMARY OF AVERAGE ANNUAL EXPENSES BY TYPE (U.S. DOLLARS)

Annual Expenses Simplicity % Moderation % Highlife %
Living expenses $5,581 72 $12,414 53 $28,854 45
Boat expenses $2,023 26 $5,972 25 $21,889 35
Discrefionary expenses $150 2 $5,052 22 $12,71 20
Total Expenses $7,754 100 $23,438 100 $63,454 100
Target Annual Budget $8,000 $20,000 $60,000
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TABLE 2-2. AVERAGE ANNUAL LIVING EXPENSES BY CATEGORY (U.S. DOLLARS)

Annual Living Expenses Simplicity % Moderation % Highlife %

Provisions $3,055 55 $4,851 39 $9,776 34
Entertainment $697 12 $2,587 21 $8,450 29
Marina/mooring $316 6 $1,475 12 $3,752 13
Communications $419 8 $996 8 $2,481 9
Fuel $344 6 $660 5 $1,562 5
Officials/fees $180 3 $687 ) $614 2
Other $570 10 $1,158 9 $2,219 8
Total Living Expenses $5,581 100 $12,414 100 $28,854 100

The following sections discuss each of these catego-
ries in detail. By understanding how each crew’s budget
goes together, you will be able to come up with a good
approximation of what you will spend cruising.

Living Expenses

Table 2-2 details the specific types of expenses included
in this category along with the expenditures in each area
by each of our three crews.

Provisions and entertainment account for around two-
thirds of living expenses for all three boats, the one almost
universal percentage among all the crews who shared
their budgets. Around $4,000 in living expenses is the
absolute minimum we have heard of to keep body, soul,
and boat together, with the vast majority of that spent on
food. Like the Moderations, most crews get along reason-
ably well on around $12,000 per year, though they have
to make some trade-offs to stay within their budgets.

Provisions

Anything purchased to be eaten aboard plus paper goods,
cleaning supplies, and toiletries fall into the category of
provisions. All three of our crews eat whatever fresh, lo-
cal produce is available and fill up their boats with other
items wherever it is cheapest. But the crew on Highlife
still spends more than three times what Simplicity’s crew
does on provisions. If the Highlifes run short of something
in Tahiti, one of the most expensive places in the world
for food, they go ahead and buy it. Highlife also carries
convenience and luxury goods such as frozen blueberries,
gourmet coffee, and prepackaged mixes along with fresh
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and frozen meats. Simplicity’s crew would buy only mar-
ket produce and government-subsidized foodstuffs such
as flour and dried milk while in French Polynesia. Most
of their protein comes from fish they catch themselves.

To keep food costs low, the Simplicitys and Modera-
tions eat what the locals eat and avoid imported luxuries.
Local fish, meat, produce, and dairy products are usually
inexpensive. The cost of everything else in this category
varies widely, and in remote places prices can easily be
double or triple normal (Figure 2-1).

Mainland ports in developed countries are less expen-
sive than island ports. In the islands, major ports where
you clear customs are the least expensive and offer the

Figure 2-1

Thirty dollars doesn’t go far in Iceland.
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most variety. The Provisioning Basics section in Chapter
14 details what you can expect to buy where and lists the
best places to provision around the world. The SSCA’s
Commodores’ Bulletins and scuttlebutt from other cruis-
ers provide current information on inexpensive provision-
ing ports. Following are other suggestions for minimizing
provisioning costs:

e Buy in quantity. When you find something you need
at a good price, stock up. For foodstuffs, buy in
quantity, but don’t buy in bulk. If there are only
two people aboard, lots of small packages will
minimize spoilage. The quality of paper goods,
cleaning supplies, dried goods, and canned items
varies around the world, so make sure it’s what you
want before laying in a big supply.

o Eat inexpensive meals ashore. In a few places, it can
actually be cheaper to eat ashore than to make
something on the boat. In Fiji we could buy huge
plates of rice smothered in curry for under $2, and
on Christmas Island we got heaping plates of lo
mein for about $1.50. Even in Tahiti, a cheap din-
ner can be purchased from the vendors who sell
out of their trucks near the waterfront. In general,
large Indian, Indonesian, or Chinese communities
mean inexpensive meals ashore.

e Stock alcohol wisely. Alcohol costs varied the most
widely from boat to boat and from place to place.
With the exception of rum in the Caribbean, al-
cohol is very expensive on most islands—two to
three times mainland prices for questionable qual-
ity. Taxes and duties make up much of the price
differential. To keep costs down, you can purchase
duty-free alcohol as you check out of many coun-
tries.

Entertainment

Any off-boat activity falls in the category of entertain-
ment, including cook’s night out, a Fijian feast, an is-
land tour, or a safari in South Africa. Entertainment is
the most discretionary expense of the living expenses, so
the money allocated to it tends to increase with the size
of the budget.

Even the crew aboard Simplicity spends some money
seeing the places they have worked so hard to reach,
though they do it in the least expensive way possible.
They eat ashore only when it’s cheaper than eating on
the boat, and they sightsee from a rental bicycle, a lo-
cal bus, or their own two feet when they hike and camp
inland. With four people and a limited budget, Michael
and Molly Moderation view entertainment as discretion-
ary, the thing they’ll spend money on only if they’re sure
they have a bit extra. They don’t “waste” money on eating
out; rather, they take trains, buses, or rent a car to travel

inland. The crew aboard Highlife eats dinner ashore once
or twice a week. When they reach a new area, they rent
a car to explore the surrounding countryside and visit
nearby tourist attractions. On several occasions, they
have put the boat on the hard and spent several months
traveling.

Marina/Mooring

Paying for a slip or a mooring buoy instead of anchor-
ing for free has become increasingly difficult to avoid in
many parts of the world. Marinas have sprung up in even
the most remote corners of the globe, often in small, pro-
tected harbors that once served as anchorages. In areas
designated as marine reserves, anchoring has been for-
bidden to protect the reef and sea grass systems on the
ocean’s floor. Other areas, such as the Florida coast, have
become anchoring unfriendly. Private buoys and, in the
high latitudes, fish and mussel farms fill many prime an-
chorages. Also, in a few places such as large cities in
Brazil and Venezuela, the security of the boat depends
upon being in a gated, guarded marina.

Simplicity has still managed to anchor out almost all
the time, with the exception of South Africa, where good
anchorages don’t exist. But it takes a certain amount of
planning to avoid areas where security might be a prob-
lem and to take on fuel, water, and provisions without
spending time in marinas. The crew on Moderation found
it hard to avoid marinas in certain parts of the Med, and
they always leave the boat in a secure marina when they
go traveling. Highlife’s crew leaves the boat on the hard
when they travel extensively or fly back to the States,
which is less expensive than leaving her in a slip. But
the Highlifes also spend time in marinas after making
landfall to get the boat back in order and whenever visi-
tors join or leave them to make it easier to get luggage on
and off the boat.

Marinas are most expensive in Europe and the United
States, where costs can easily exceed $2 per foot per day.
On our circumnavigation aboard Silk, prices in Europe
and the United States were eight to ten times higher than
anywhere else in the world. But the gap is narrowing.
Aboard Hawk, we paid roughly $1 per meter per day for
long-term stays during the winter months in Chile, west-
ern Australia, and New Zealand.

Communications

Few things have changed as much for the long-distance
voyager in the last decade as communications. Since the
mid-1990s, the ways to communicate have proliferated as
the costs have plummeted. Staying in touch on a weekly
basis now costs almost nothing at all, but if your goal is to
remain connected from the boat by phone and e-mail at
all times, you can still spend a great deal of money.
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This revolution in communications has many compo-
nents, but the following have contributed the most to be-
ing able to stay in touch from half a world away:

o SSB/ham e-mail. Most crews now do e-mail from on
board over SSB (single sideband) or ham radios.
After you purchase the equipment, e-mail over the
ham nets costs nothing at all, and text-only e-mail
over the SSB using SailMail costs a couple hun-
dred dollars per year.

Internet cafés. For attachments, photographs, and

longer e-mails, cruisers use Internet cafés ashore.

The best cafés offer high-speed links and cheap

prices on the order of $3 to $5 per hour. We have

used Internet cafés in Ushuaia, Argentina, 70

miles north of Cape Horn, and in Akureyri, Ice-

land, just south of the Arctic Circle. International
phone calls can also be made at properly equipped

Internet cafés for a few cents per minute.

Calling cards. Phone cards or calling cards can be

purchased in most countries for making interna-

tional phone calls at ridiculously cheap prices—
usually less than 5 cents per minute. We've paid
less than 2 cents per minute to call the United

States from Australia and Chile.

e Cell phones. Cell phones can now be purchased in
most countries for $100 or less and operated for
around 10 cents per minute. In most of the world,
it isn’t even necessary to keep buying phones. In
Europe, Australia, New Zealand, and other coun-
tries that use GSM (Global System for Mobile
Communications) phones, all you need to do is

purchase a new SIM (subscriber identity module)

card for the country you've just entered for be-

tween $20 and $40.

Our three crews have each established a different bal-
ance between cost and connectivity in their communica-
tions. The Simplicitys do e-mail on average once a week
through Internet cafés ashore but may go a month or more
without contacting their families. They buy phone cards
to call home once every six weeks or so unless they get
an e-mail asking them to get in touch. They rely more on
snail mail than the other two crews, regularly sending
postcards and letters to family and friends.

Highlife is equipped with a high-frequency (HF) radio
and a Pactor modem, and her crew uses SailMail over the
SSB bands to send and receive short e-mails daily. They do
e-mail ashore a couple of times a week to make sure they
don’t miss out on pictures of the grandchildren or long,
newsy messages from friends and family. In most places,
they buy a SIM card for their cell phone, and they use
phone cards or Internet cafés to call their families once a
week. For offshore, they carry a satellite phone capable of
letting them make calls from anywhere in the world and
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downloading weather over a very slow link from the In-
ternet. They would use this if they ever needed medical
advice or emergency assistance while on passage.

The crew aboard Moderation also relies on their HF
radio, but Molly has a ham license that they can use to
do e-mail free from the boat. They also use Internet cafés
ashore on a weekly basis. They spend a great deal more
time in Internet cafés on tasks associated with Max and
Mindy’s schooling, often as much as 3 to 5 hours per week
when they find good broadband Internet. The frequent
e-mails and their website keep them in close contact with
family, but they still call the grandparents once a month
using inexpensive phone cards.

Fuel

Anything purchased at a fuel dock—diesel, gasoline, oil,
transmission fluid, and water—gets included here. On
most boats, diesel fuel accounts for 90 percent of the ex-
penditures in this category. During the course of our two
voyages, we have paid an average of $2 per gallon world-
wide (50 cents per liter). But fuel costs are rising every-
where and have always been two to three times higher in
remote islands unless subsidized.

Simplicity’s crew uses the diesel engine only for get-
ting into and out of anchorages where they can’t sail.
They don’t use it for charging batteries but rely on solar
panels. If there’s no wind on a passage, they sit and wait.
Her crew also catches most of the water they drink. They
don’t carry gasoline, as they have no outbhoard.

The Moderations run their engine an average of 1%
hours a day for charging and refrigeration. They try to be
frugal with engine use otherwise, but they do occasion-
ally motor or motorsail in light or contrary winds. They
have two outboards for their two dinghies, but they still
use less than a gallon of gasoline per week on average.

Highlife requires diesel for the generator as well as
the engine, and one or the other runs an average of 2 to
3 hours per day. The Highlifes motorsail whenever their
boat speed drops below 4 knots on passage. They also
use diesel for heating, and they ran their diesel heater
at night for several weeks after arriving in New Zealand
in the spring. In addition, their 15-horsepower outboard
engine for the dinghy consumes several gallons of gaso-
line per week.

Officials/Fees

This category includes harbor dues, clearance fees, visa
fees, and transit fees for the Panama and Suez canals.
Panama Canal fees have tripled since we transited aboard
Silk in 1993. The transit fee for boats less than 50 feet in
length is now $600, and other fees can bring the total cost
to $1,000. As the number of boats increases, so do the
fees for local services such as obtaining visas and cruis-



AVOIDING BUDGET BUSTERS

Cruisers tend to spend slightly more than they
budgeted, so the more you save, the more you’ll
spend. But it doesn’t have to be this way. Budget-
conscious cruisers prove you can get away with
spending almost nothing by shore standards. If
you don’t have the luxury of a high-paying job
or assets you can cash in to go cruising, you can
still go and have most of the same experiences as
those spending ten times as much.

The following suggestions will help you avoid
breaking the bank. Rigorously applied, they’ll
keep you out cruising longer.

o Stay away from the “bright lights and big city.” The

easiest way to avoid blowing the budget is
to spend as much of your time as possible
in remote areas where there is little to buy.
These also happen to be the places where
you are most likely to encounter pristine
environments, plentiful wildlife, and local
people who will be friendly, open, and in-
terested in sharing their lives with you.

e Manage the spending cycle. When you’re voyag-
ing, spending tends to be cyclical. You’ll
spend nothing at all for weeks on passage
or cruising remote islands. Then you’ll
reach a place with chandleries and su-
permarkets and spend an entire month’s
budget in a few days. To keep from los-
ing track and overspending, we calculate a
per-day spending average from our annual
budget and accumulate that into a reserve
on our ZSDs (zero spending days). If we
don’t exceed our reserve when we get back
to civilization, we stay within our budget.
Keeping detailed records of all expendi-
tures will also help you figure out if you’re
getting off track and identify in which
areas you are going over your budget.

e (reate an emergency fund. In addition to the
cruising kitty, most crews allocate a certain
amount of money to handle emergencies.

We know some voyagers who did not and
who were forced to end their voyage due
to an engine that seized up or a first mate

who needed surgery. But if you consider
every possible calamity and try to factor it
into your budget, you'll never go cruising. If
you don’t manage to save enough for a sepa-
rate emergency fund, put 10 percent of your
cruising kitty into a separate account and
manage on a little less in your daily budget.

» Take as many spare parts as you can. Shipping
parts to remote destinations with rapa-
clous customs officials tops the list of
budget busters for many crews. Shipping
costs often exceed the cost of the part, and
customs and import duties can double the
price again. To avoid this, bring along as
many spare parts as possible. Go through
the lists in the Essential Tools and Spares
section in Chapter 13, and take along as
much as you can stow.

o Make sure you really need it. Each time we wish
we had a major piece of equipment on
board (for example, an additional sail or
dive gear), we put it on a wish list. If the
item appears three times on the list, then
we consider buying it. This simple rule
prevents us from making impulse pur-
chases and ending up with items we rarely
use and have to stow aboard.

e Let crewmembers indulge their special whims. It
makes it easier to stick to a strict budget
if each crewmember, including kids, has a
small amount of money for which they are not
accountable to anyone. This money should
be totally outside the cruising kitty, for each
person to spend as he or she pleases.

o Rebuild your consumer defenses. For the first few
days after reaching a place with chandler-
ies, restaurants, and supermarkets, you’ll
spend less if you don’t carry a lot of money.
Go ahead and get a couple hundred dol-
lars from the ATM, but tuck most of it
away in an envelope aboard the boat until
you're no longer tempted to buy eight jars
of gourmet jam or fancy garden hose at-
tachments.

ing permits, disposing of garbage or oil, visiting marine  dred dollars a year on various costs related to clearing in

parks, anchoring in historic harbors, and so on. and out and obtaining visas. The Moderations transited
Although Simplicity’s crew does everything possible to  the Panama Canal this year, and the $750 they paid in
avoid these fees, they still end up spending a couple hun-  fees increased their average costs to the highest among
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our three crews. Except for that, Highlife’s crew would
have the highest costs in this category because many
fees, such as clearance costs and harbor dues, are linked
to boat size.

Other

This category includes miscellaneous items such as cloth-
ing, laundry, haircuts, batteries, nonprescription medica-
tions, books, magazines, charts (paper, not electronic),
cruising guides, nonboat hardware and household items,
and anything else that doesn’t fit into one of the other cat-
egories. The exact composition varies a great deal from
crew to crew, as do total expenditures.

For tropical cruising, clothing costs substantially
less than when living ashore. Living aboard is hard on
clothes, but you can get away with not wearing much at
all for long periods of time. If you leave with a full set of
clothes for a three-year tropical cruise, you won’t need to
purchase much en route for each crewmember beyond a
couple pairs of shorts, an occasional T-shirt, a swimsuit,
a pair of good walking shoes, and several hats.

If you buy a complete set of new, original charts and
all the available cruising guides for each area you cruise,
you will spend thousands of dollars each year. That’s not
to mention electronic charting, which can cost thousands
of dollars more, and which is considered in the Chart-
ing Options section in Chapter 8. Few crews can afford
to spend that much, so most people make do with some
combination of new, photocopied, traded, and borrowed
charts, along with one or two guides for each cruising
ground.

Most of what the Simplicitys spend each year in this
category goes toward obtaining adequate charts and
guides for their next cruising area. They also spend some
money each year on clothing and batteries, but they cut
each other’s hair, do laundry in buckets, and trade books
and magazines with other cruisers.

Moderation’s crew spends about a quarter of the money
in this category on charts and guides each year. With two
growing children aboard, they spend more on clothes,
haircuts, and laundry than average. They trade books with
other cruisers and frequent used bookstores, but they are
willing to buy new books if they will help teach the chil-
dren about the area’s history, geography, and wildlife.

The Highlifes spend the most on charts and guides,
about a third of the total in this category. But they also
buy magazines on a weekly basis and don’t hesitate
to buy the new bestsellers. They each get haircuts
about once a month. Although they have a washer and
dryer aboard, they use a laundromat or go to a profes-
sional dry cleaner to clean blankets and bedding after
a passage.
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Boat Expenses

Three types of expenses fall into this category: boat in-
surance, ongoing maintenance, and capital expenditures.
Maintenance costs maintain the boat’s original value and
normal level of upkeep; capital expenditures increase the
value of the boat by improving it in some fundamental
way. When the boat is sold, the depreciated value of the
capital expenditures should be recovered. Thus, the cost
of replacing a broken compressor on a refrigerator would
fall under maintenance, but installing a refrigeration sys-
tem on a boat that previously had none would be a capital
expenditure.

How much you spend on the boat while you're voy-
aging depends upon a number of factors including the
boat’s size and complexity, the material from which it is
made, its level of upkeep, whether or not it is insured,
whether or not you are constantly upgrading systems,
how much of the work you do yourself, how much pas-
sagemaking you do, and whether you cruise in a warm
climate or a cool one. The smallest, simplest boats still
require around $1,000 per year to keep them sailing
safely. At the other extreme, brokers selling boats over
50 feet say you will need to budget an amount equal to
annual depreciation—on average about 10 percent of the
cost of the boat per year over the course of a ten-year
voyage—to maintain the boat’s resale value. While many
cruisers with complicated boats between 50 and 60 feet
long scoff at that when the boat is brand-new or newly
refit, most of them come around to this point of view in
the fifth or sixth year, after a major overhaul.

As shown in Table 2-1, our three crews spend between
a quarter and a third of their total budgets on boat-related
expenses. Table 2-3 shows how each crew allocates their
spending between insurance and maintenance. None of
them have had any capital costs on their voyages so far.
That’s because they all outfitted their boats perfectly be-
fore they left. In the real world, it takes most of us two or
three years to get the boat right, so some of the refitting and
outfitting costs detailed in Part II of this book would spill
over into the first few years of cruising as capital costs (see
the Capital Costs: Two Case Studies sidebar below).

Boat Insurance

Insuring a boat for full offshore and foreign coverage
usually costs between 1.5 and 2 percent of hull value,
depending on the specific coverages and the deductible.
Even for this price, many insurance companies won’t cover
liability in U.S. waters or damage from tropical storms.
Anyone who insures a boat valued at over $200,000 will
find that insurance is a significant part of the total bud-
get—up to 10 or 15 percent—which explains why many



TABLE 2-3. AVERAGE ANNUAL BOAT EXPENSES BY CATEGORY (U.S. DOLLARS)

Simplicity % Moderation % Highlife %
Boat insurance $368 18 $1,473 25 $9,000 41
Boat maintenance $1,655 82 $4,499 75 $12,889 59
Total Expenses $2,023 100 $5,972 100 $21,889 100

cruisers choose not to carry boat insurance. But this is
one expense that’s becoming harder to avoid.

During our circumnavigation aboard Silk, the vast
majority of voyagers we met did not insure their boats.
Today more and more countries are requiring some sort
of insurance, from third-party liability insurance to full
hull insurance, before granting visas or cruising permits.
In Australia and New Zealand, we needed full hull insur-
ance to get one-year visas in order to show we would not
end up financially destitute if we lost the boat. Proof of
financial assets sufficient to repatriate you to your home
country may suffice in some places. Many marinas around
the world now require proof of liability insurance before
they will give you a slip. In Australia and New Zealand,
all the marinas we stayed in required liability insurance
for long-term stays. As a result, most cruisers are now
insured for at least part of their voyage.

How often and to what extent voyagers are insured de-
pends in large part upon the value of their boat. Those
who insure only when forced to do so by regulations have
generally spent less than $50,000 on their boats and
have done most of the work aboard themselves. Those
who carry insurance for their entire voyage have gener-
ally spent $200,000 or more. For most such people, the
boat represents a major asset, and replacing it would be
impossible without insurance. Among cruisers who in-
vest between $50,000 and $200,000 in their boats, the
decision to insure varies from boat to boat and reflects
personal considerations.

Wanting insurance and getting insurance are not
the same thing. The boat insurance business is cycli-
cal. After a spate of tropical storms or some weakness
in the financial markets, it can be much harder than
usual to get boat insurance for long-distance voyaging.
When this is the case, insurance companies tend to be
reluctant to insure boats that have shorthanded crews
(fewer than three people aboard) or that are less than
40 feet long. Most insurance companies refuse to insure
single-handers, wooden or ferro-cement boats, or boats
under 30 feet for offshore passages at any time. Formal

qualifications like a RYA Yachtmaster certification or a
professional license can reduce insurance premiums by
up to 10 percent.

Like many long-term voyagers with moderately expen-
sive boats, we’ve been insured when we could get insur-
ance at an affordable price or when we had to have it
for administrative reasons. We’ve been uninsured about
half the time. On passage it makes little difference to us
whether we’re insured or not, but if we’re sailing in chal-
lenging coastal waters, our stress level goes down and our
enjoyment goes up when we’re insured.

Our three crews have each taken a different approach to
the insurance question. Highlife is fully insured by Lloyd’s
of London with a low deductible and excellent coverage
for items like the dinghy and outboard, the most common
things to be stolen from cruising boats. At almost 2 percent
of hull value and 14 percent of their total budget, boat in-
surance is the Highlifes’ third largest expense.

The Moderations cannot afford to lose their boat, as
it represents far too much of their net worth. But the
premiums for full offshore coverage were beyond their
means when they set out, especially given how little ex-
perience they had. They started off with a good policy
for third-party and liability coverage and relied on that
during their cruising in the Med. They weren’t insured
across the Atlantic, but when they got to the Caribbean
they were able to get a policy from an American insurer
that covered them coastally throughout the Caribbean
islands and along the East Coast of the United States.
By the time they reached the Panama Canal, they’d done
enough sailing that they qualified for one of the experi-
enced liveaboard programs, so they will be fully insured
as they cross the Pacific. Going forward, insurance will
cost them over $2,000 per year and will be the fourth
largest item in their annual budget, representing some 10
percent of the total.

Simplicity’s crew cannot afford insurance except where
it’s required. They had to have liability insurance in Aus-
tralia in order to stay in marinas, and that cost a couple
hundred dollars. Since then they’ve been uninsured.
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CAPITAL COSTS: TWO CASE STUDIES

Capital costs consist of expenditures to upgrade
or fundamentally change a boat. How much you
spend after you start cruising will depend on how
much of a refit you did before you left and whether
or not you enjoy upgrading the boat over time.

Many couples spend years fitting out a coastal
boat for offshore cruising, but we left on our first
circumnavigation within four months of purchas-
ing Silk. Although we would not advise others
to do the same, the result is that the numbers in
Table 2-4 include all expenditures to convert Silk
from a coastal cruiser to an offshore voyager.

In the first year, about two-thirds of the $24,000
reflects capital investments in major equipment
such as a windlass, a hard dinghy, an upgraded
electrical system, a wind vane, an autopilot, an
EPIRB (emergency position-indicating radio bea-
con), and a GPS. About one-sixth represents costs
associated with fixing early teething problems after
our first passage. The final sixth includes a range
of smaller items such as our medical kit, galley
equipment, bedding, and storage containers.

Had we known more about offshore sailing, we
could have done the work ourselves and done it bet-
ter. Almost half of the initial $24,000 was poorly
spent, either on inappropriate items or shoddy work.

After our second year and 17,000 nautical
miles, we took advantage of the high-quality, low-
cost boat work available at that time in New Zea-
land to do a major refit. We invested in a brand-
new set of full-battened sails and a new cruising
chute; the only sails we did not replace were the
staysail and the Yankee sail. The sails cost half
what they would have in the United States. We
installed a feathering prop and a below-deck au-
topilot. After sailing halfway around the world, we
had finished fitting out the boat, and Silk was well
suited to our idea of offshore voyaging.

In the third year, we added an SSB radio. If

we had continued voyaging on Silk, our capital

costs would have stayed at or below our third-year
level. By this time, however, maintenance costs
had already started to rise as we began to replace
existing equipment (see Table 2-4).

When we fitted out Hawk, we did just about
everything differently. We had the experience to
know exactly what we wanted, and we installed
most of the interior and the equipment ourselves.
The bulk of our capital costs occurred during the
four years we were building the boat and not in our
first years of cruising. But one of Evans’s greatest
pleasures is to continue to improve and upgrade
the boat, to try out new equipment, and test new
ideas. So in the seven years we’ve been cruising
on Hawk, we have continued to spend money on
the boat. Instead of major capital expenditures,
though, these have taken the form of many small
refinements and modifications that have averaged
around $5,000 a year.

When we left aboard Hawk, she was almost
new. Our maintenance costs in the first year were
only $2,000, but this increased to $10,000 by the
third year of our voyage, and to $20,000 by the
fifth year. As of this writing, we have just com-
pleted a major refit that cost roughly $50,000,
bringing our average maintenance expenditures
to just under $20,000 per year. While still less
than the 10 percent annual depreciation num-
ber, we are starting to get close to that. Although
we have spent more than others might have on
sails and sail handling, Hawk is a very simple
boat mechanically, and we have avoided many
costs other crews on boats of Hawk’s size would
have incurred. In seven years averaging 8,000
miles per year, we have replaced our working
sails twice. We have also rebuilt our hatches and
ports, replaced our batteries and some compo-
nents of our instrument system, and upgraded
several structural elements including the com-
panionway and the mast.

TABLE 2-4. CAPITAL AND MAINTENANCE COSTS ABOARD SILK (U.S. DOLLARS)

1992 1993 1994 Total Average
Capital costs $24,000 $17,000 $4,000 $45,000 $15,000
Maintenance costs $2,250 $2,411 $3,392 $8,053 $2,684
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Boat Maintenance

Any investment to maintain the boat’s condition or to re-
pair, fix, or replace worn fittings or equipment falls under
maintenance. This includes everything from varnish for
teak to a replacement sail inventory. The total cost de-
pends a great deal on the size and complexity of the boat,
the level to which it is maintained, and the number of
miles sailed every year. These costs can be ignored on
a boat doing an Atlantic circle or spending a year in the
Caribbean, but they will become a significant part of the
budget for a long-term voyager. The Simplicitys, Modera-
tions, and Highlifes have been out for two to four years,
so their maintenance expenses are still relatively low. If
they continue voyaging for another three years, their av-
erage maintenance costs would most likely double over
those shown in Table 2-3.

Most cruisers haul their boat every year or every other
year and do several weeks of intensive work. In addition,
most of us do a major three- to six-month refit on the boat
every four or five years. By the first of these, the crew will
have gained enough experience that they’ll have a number
of changes they want to make to the boat. Typically, this
first refit will include things like redesigning bits of the in-
terior, fixing leaking hatches and ports, and reconfiguring
and upgrading the electrical system. It might also involve
upgrading major equipment such as a refrigerator, rebuild-
ing an engine, or replacing most of the sail inventory. Most
people will install some new equipment like a watermaker
or a new sail handling system. Some of these costs might
fall under maintenance, but those that enhance the value
of the boat can be considered capital costs.

To minimize maintenance costs, simplicity is the
key. But even the simplest boat requires some invest-
ment each year. The Simplicitys take pride in keeping
their boat in excellent sailing condition, and doing so is
critical to their passage times since they don’t use their
engine. This is probably the only category where they
spend more than they absolutely have to. They haul
the boat every year because they’ve learned how much
a clean bottom improves their light-air sailing perfor-
mance. They look for the least expensive place to haul
and do all the work themselves, but they still find it
hard to get away with spending less than $500. They
also seem to have one major expense each year. They
bought a new spinnaker in South Africa when they blew
out the one that came with the boat in the Indian Ocean,
and they rebuilt their 30-year-old engine when they got
to New York, before heading up the Hudson River and
the Erie Canal.

The Moderations do as much of the work on the boat
themselves as they possibly can. About the only task for
which they call in professionals is to deal with malfunc-
tioning electronics. They haul the boat as needed, aver-

aging about once every eighteen months. They can beach
their catamaran to scrub the bottom, and they have done
that on occasion to extend the life of their bottom paint.

Highlife’s complex systems require constant mainte-
nance, a steady supply of spare parts, and, all too often,
expensive marine professionals. The Highlifes haul the
boat whenever they leave it to travel, and they organize
most of the work around that time, doing about a quarter
of it themselves and hiring out the rest. They view money
spent on the boat as critical for maintaining its value, so
they don’t cut corners.

Discrefionary and One-Off Expenses

Most cruisers make some basic lifestyle decisions that
entail additional expenditures beyond the living and boat
expenses enumerated above. We did not incur most of
these expenses on Silk but have incurred almost all of
them on Hawk. We have found that they tend to be typi-
cal of people who are living aboard indefinitely with some
sort of income, as opposed to taking a three- or four-year
sabbatical and living off of savings (see The Cost of Two
Cruises sidebar below).

Some of these expenditures are truly discretionary—
for example, the purchase of souvenirs and gifts. Other
expenditures, such as health insurance or travel home,
would be considered essential by some and discretionary
by others. Still other expenditures cannot be avoided but
also cannot be predicted, such as health-care costs for a
sudden illness. Finally, some costs fall into this category
simply because they need be paid only once a year—
for example, the expense of a storage unit or the cost of
homeschooling course materials.

Discretionary and one-off expenses therefore vary a
great deal from year to year and from boat to boat. Some
of these costs you will be able to budget for; others you
won’t even be able to predict. But being aware of typi-
cal discretionary and one-off expenditures will help you
determine if you're likely to spend anything beyond the
expenses already discussed.

Table 2-5 summarizes the types of costs in this cat-
egory incurred by our three crews. At one extreme, the
crew of Simplicity spends $100 or so a year on souve-
nirs and gifts for friends and family. At the other, the
Highlifes’ discretionary spending exceeds the Simplici-
tys” entire annual budget.

Health Insurance and Medical Costs

This category includes both the cost of health insurance
for those who choose to carry it and any medical costs
not covered by insurance. As voyagers get older, medi-
cal costs start to become part of the annual budget. Most
cruisers over about 45 years of age spend something on
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TABLE 2-5. DETAIL OF DISCRETIONARY EXPENSES BY CATEGORY (U.S. DOLLARS)

Discretionary Expenses Simplicity % Moderation % Highlife %

Health insurance/care $0 0 $2,180 43 $4,623 36
Travel home $0 0 $1,237 24 $6,100 48
Souvenirs/gifts $150 100 $435 9 $1,268 10
Homeschooling fees $0 0 $1,200 24 $0 0
Storage unit $0 0 $0 0 $720 )
Total Discretionary Expenses $150 100 $5,052 100 $12,711 100

medical expenses each year. The over-55s who have
shared their finances with us report spending an average
of $1,000 annually on doctor’s visits, preventive tests,
prescription medications, dental work, and so on.

The decision to buy health insurance is as difficult and
complex as for boat insurance, and the answer is every
bit as individual. Less than a decade ago, all but a hand-
ful of cruisers chose to forgo the expense of health insur-
ance. Minor ailments dealt with at local clinics cost next
to nothing. For more major health problems, socialized
medicine paid a large part of the bill, even for foreign
visitors. Today, medical systems stretched to their lim-
its to meet the needs of citizens are not freely available
to outsiders. In many places, noncitizens must pay the
full cost to receive health care. Even where that’s not the
case, private health insurance (or a lot of money) often
gives access to treatment options and professionals not
available through the government health-care system.
Those from countries with nationalized health systems
may find that reciprocal agreements do not cover the full
cost of procedures.

One key to this decision centers on whether or not
you will have any interactions with the U.S. health-care
system, the costliest in the world. For American citizens
who want to be able to receive treatment in the United
States or for non-Americans traveling there, the issue of
how to cover the costs of a serious medical situation has
to be taken into consideration. In our experience, U.S.
medical costs run from two to ten times those for similar
procedures in the countries where we have become famil-
iar with the medical system: Belgium, Sweden, Ireland,
St. Martin (Caribbean), French Polynesia, New Zealand,
South Africa, Chile, and Australia. The more expensive
and complex the procedure, the greater the cost disparity
seems to be, assuming the same treatment is available.
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In the last decade, a variety of excellent health in-
surance plans have been designed to meet the require-
ments of expatriates, and these are also well tailored to
the needs of cruising sailors (see the International Health
Insurance section in the resources for this chapter in Ap-
pendix 1). To qualify, those who apply must not reside in
the United States for more than six months of any cover-
age year. The plans fall into three categories based on
amount and comprehensiveness of coverage, as shown in
Table 2-6.

Characterized by high deductibles, relatively low pol-
icy limits, and many exclusions, catastrophic coverage
offers protection from the worst financial consequences
of a life-threatening accident or illness. Limited plans
provide higher lifetime maximums and extend cover-
age to include many non-life-threatening situations.
Comprehensive plans offer the most extensive benefits
both in terms of dollar amounts and coverage and offer
treatment options anywhere in the world, including the
United States and Canada. Insurance costs vary with an
individual’s age and health history, but assuming you can
get insured at all, you do get what you pay for. Table 2-6
shows the minimum you can expect to pay as a healthy
45- to 49-year-old. To insure a healthy 60-year-old under
one of the comprehensive plans can cost on the order of
$4.,000 per year.

Travel insurance policies offer another solution for
those traveling abroad. These policies are intended to
cover a trip of limited duration, and they assume you will
return to your home country for treatment of any chronic
illness. They are widely available through travel agen-
cies and on the Internet, and the cost can be quite rea-
sonable. Policies can sometimes be extended for up to a
year, but those wanting more than six months of coverage
will almost always find a better deal through one of the



health insurance plans meant for expatriates described
in Table 2-6. Travel policies do offer a low-cost solution
for non-Americans traveling in the United States who
would otherwise rely on their national health insurance
and reciprocity with other countries.

When budgeting for health insurance, factor in annual
increases on the order of 20 percent. Once they’ve signed
you up, most international insurance companies raise
their rates annually even if you haven’t moved into a new
age bracket. Also, even if you are insured, don’t assume
you won’t have to pay your health-care costs up front.
Almost everyone we know who has been treated outside
their country of residence had to front the money—of-
ten tens of thousands of dollars—before they could leave

the hospital. The insurance company reimbursed them
weeks or months later.

Each of our three crews has made different decisions
about health coverage, and their decisions reflect their
different ages, health situations, nationalities, budgets,
and risk tolerances. Simplicity’s crew is young and in ex-
cellent health. As Australians, they would be covered in
their home country and in the other countries in the Com-
monwealth if they had a life-threatening illness. They
can’t afford health insurance in any event, and until they
reached U.S. waters they didn’t worry about it. The uni-
versity will cover them during their postdocs in Montreal.
After hearing the horror stories of people denied treat-
ment in the States because they were uninsured, they’ve

TABLE 2-6. COMPARISON OF TYPICAL PROVISIONS OF INTERNATIONAL HEALTH INSURANCE PLANS

Catastrophic

Limited

Comprehensive

Base policy limits’ $250,000-$1 million life

Deductibles available $250-$5,000

6 months of each year outside
the U.S.

Residency requirement

U.S. coverage None

Ex-U.S.: None to 50% of next
$10,000

Coinsurance after
deductible

U.S./Canada: No coverage

Waiting period Up to 180 days
Precertification penalty® 50%

Preexisting conditions No coverage to $25,000 life
Evacuation Not covered
Maternity benefit Limited coverage after 24 months
Organ transplant Not covered
Children < 10 free

None or one

Costs start at® $500 per person per year

$500,000 annual or $5 million
life

$500-$10,000

6 months of each year outside
the U.S.

In PPO?

Ex-U.S.: None to 20% of next
$10,000

U.S./Canada: None to 50% of
next $10,000

None to 180 days

40%-50%

Covered if not excluded
$50,000 maximum

Varies

$1 million lifetime or URC#

Two

$1,000 per person per year

$1-$1.5 million annual

$250-$10,000

Must not be residing in U.S. at
time of application

Unrestricted

Ex-U.S.: None

U.S./Canada: 20% of next $5,000

None

None

Covered if not excluded

$25,000 maximum

Fully covered after 10 months
$300,000-$350,000 per fransplant
Two

$1,500 per person per year

'Some plans offer policy limits by year; others offer a lifetime maximum.

*Preferred Provider Organization—a limited network of health facilities the insured can use under the policy.
*Most plans require notification and precertification of expenses before admission to the hospital or treatment. In emergency situations, notification must occur

within 48 hours. Failure to precertify causes a reduction in benefits.

'Usual, reasonable, and customary charges for the procedure and the geographical region.
*For a healthy 45- to 49-year-old with no preexisting conditions and a $5,000 deductible.
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already decided to pay the $700 it will cost to insure
them both under a travel policy for three months when
they sail back down the U.S. East Coast.

As British citizens, the Moderations have adequate
coverage in the UK and reciprocal coverage in EU coun-
tries, Australia, and New Zealand. They didn’t really
think much about insurance before they left. But they
have incurred some health-care costs. Michael suffered
from kidney stones while they were in St. Martin, and
he had an ultrasound to make sure there was no block-
age. Mindy got an ear infection from snorkeling and
needed antibiotics. These costs were pretty minimal and
would not have exceeded the deductible on any policy
they might have carried. Before they set off up the East
Coast of the United States, they decided they had to have
insurance. They joined Trans-Ocean, the German cruis-
ing club, and signed up for their insurance coverage (for
other organizations that provide health insurance cover-
age, see the International Health Insurance section in the
resources for this chapter in Appendix 1). This increased
their average discretionary costs by $2,000 per year.

The Highlifes never even considered setting sail with-
out insurance. In addition to being American citizens,
they are older and starting to deal with various health
issues. They knew they would be traveling back to the
States regularly, for up to three months at a time, and they
didn’t want to be uninsured for those periods. When they
sold out to their business partners, they negotiated free
health coverage under the company policy until age 65,
when they become eligible for Medicare. This is a com-
prehensive policy that covers them whenever they are in
the States. Hugh has already had a hip replacement un-
der this insurance.

But in Mexico they discovered that, good as their in-
surer was in the States, it had no idea how to deal with
the Mexican health-care system. The company couldn’t
process claims in Spanish or even determine what treat-
ments had been provided. Getting care outside the pro-
vider network reduced the benefits by more than half.
After hassling with the insurer for three months, they de-
cided to purchase one of the limited international health
plans from a company with a reputation for excellent
international claims resolution and customer response.
This covers them anywhere in the world, and their ex-
perience with the company was hassle free when Hilary
broke her wrist after falling from a bicycle in Bora-Bora.
The plan costs about $3,500 per year for the two of them
with a $2,500 deductible.

In the last year, they have also incurred close to $1,000
in health-care costs not covered by either policy. About
a third of that went for prescription medications, and the
other two-thirds went for regular health checks including
a mammogram for Hilary and a blood workup for Hugh.
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When they reach 65 years of age, they’ll be eligible for
Medicare in the States, and the premiums on the interna-
tional policy will more than double. At that point, they’ll
probably buy a catastrophic policy to cover them in case
of an accident or sudden illness outside the States, and
they’ll plan to return to the States to have any chronic
illness treated.

Other Discretionary and One-Off Expenses

The rest of the expenses in this category are harder to
generalize and reflect crew choices. The easiest way to
discuss them is to see what our three crews have spent.

Simplicity’s crew cannot afford to travel back to Aus-
tralia, but friends and family have met up with them in
South Africa and the Caribbean. Their only discretionary
spending is on gifts and souvenirs, unique items they will
never have the chance to purchase again. In South Africa,
they bought dozens of hand-woven, gaily colored baskets
as Christmas presents and sent them back to their family
in Australia. In Brazil, they bought hammocks.

The Moderations had not intended to travel back to
the UK during their voyage, but at the end of their second
year of cruising Molly’s father was involved in a car crash
in London. Molly flew back to England for six weeks to
help her mother cope with the situation. Other than that
unexpected expense and the health insurance and medi-
cal costs they’ve incurred, they have stayed within their
budget on discretionary items. They allowed money in
their budget to send gifts, souvenirs, postcards, and other
trinkets to stay in touch with the rest of their family and
close friends. In addition, they’ve paid a total of $1,200
per year for Max and Mindy’s schooling. They did not sell
their house in London when they left, but rented it fur-
nished to one of Molly’s colleagues from work. They were
able to store their personal items in the basement, so they
have no storage costs.

Highlife’s crew has traveled to the States each year to
spend Christmas with their children. From Mexico, the
cost was quite reasonable, but they’ve had to pay about
$2,500 per person to fly back from the South Pacific. Once
in the States, they’ve rented a car and spent some time in
hotels; these costs are included in the Travel Home figure
shown in Table 2-5. They love local handicrafts and take
it as a personal challenge to learn about each kind of art
and then search out the greatest master and buy pieces
for a fraction of what they would cost in the States. They
sold their house when they left California as it was much
too large after their children moved out. They purchased
a piece of land in New Mexico where they plan to build
a house whenever they are done with cruising. In the
meantime, all their furniture and possessions are stored
in a storage unit near their daughter so she can check on
things if necessary. That costs them over $700 per year.



THE COST OF TWO CRUISES

Evans and I circumnavigated aboard our Shan-
non 37 ketch, Silk, between 1992 and 1995. We
have now been cruising aboard our 47-foot Van de
Stadt Samoa, Hawk, full-time for seven years. On
both voyages, we have tracked all our expenses and
divided them into the categories used throughout
this chapter: living expenses, boat expenses, and
discretionary/one-off expenses. In addition, we
have a category for business expenses, the costs
associated with the writing and speaking we do to
earn enough money to keep cruising.

As Table 2-7 shows, our living expenses have
averaged $13,520 per year or just over $1,100
per month aboard Hawk, slightly more than the
average for the three years we circumnavigated
aboard Silk. The low cost of food in South Amer-
ica explains the lower food expenses aboard
Hawk. The higher fuel costs aboard Hawk reflect
the higher fuel usage per hour of her larger engine
and the fact that we use diesel for heat in the high
latitudes. We have also spent two or three winter
months in marinas each year aboard Hawk, while
we stayed in the tropics and anchored more than
90 percent of the time for our time aboard Silk.

Boat expenses averaged about $5,000 per
year aboard Silk; aboard Hawk, we're spending
about three times that. This difference reflects the
greater cost of maintaining a 47-foot boat versus a
37-foot one, the longer time we’ve spent living on
our second boat, and the fact that we’ve carried
boat insurance more often on Hawk than on Silk.
As discussed in the Capital Costs sidebar above,
we also spent about $17,000 per year on capital
improvements on Silk, and about $5,000 per year
on Hawk. We recovered most of these costs when
we sold Silk. Whether or not we recover our in-
vestments in Hawk remains to be seen.

With respect to discretionary expenses, the
costs on Silk fall out as roughly one-third each
for souvenirs/gifts, health insurance, and travel
home. I had a catastrophic insurance policy for the
last eighteen months aboard Silk, and I flew home
twice to see my family. Evans incurred neither of
these expenses. The amount shown for Hawk is
roughly equally divided between health coverage,
medical costs, travel home, and souvenirs. We’ve
each flown home every other year on average, and
we have both had limited international health in-
surance coverage for the last two years.

Not including business expenses or capital
costs, we've spent over $35,000 per year aboard

Hawk. This is almost double the $18,000 we av-
eraged aboard Silk but reflects the larger, more
complicated boat and our long-term liveaboard
lifestyle on Hawk versus the short-term sabbati-
cal approach of our first circumnavigation. While
barely sufficient to cover living and discretion-
ary expenses, having an income during our voy-
age aboard Hawk has also encouraged us to spend
more than we would have otherwise, particularly in
the entertainment and discretionary categories.

TABLE 2-7. COMPARISON OF AVERAGE

ANNUAL EXPENSES ABOARD HAWK AND SILK

(U.S. DOLLARS)
Hawk' % Silk %
1999-2005 1992-1995

Provisions $4,946 37 $5,455 46
Entertainment $2,037 15 $1,605 14
Murino/mooring $1,237 9 $485 4
Communications $1,853 14 $1,705 15
Fuel $1,091 8 $635 5
Officials/fees $465 3 $430 4
Other $1,891 14 $1,425 12
Total Living $13,520 100 $11,740 100
Expenses
Total Living $13,520 | 38 | $11,740 | 64

xpenses
Total Boat $15,607 | 44 | $57105 | 28

xpenses
Total $6,149 18 $1,402 8
Discretionary
Expenses
Total $35,276 100 $18,247 100
Nonbusiness
Expenses
Capital Costs ~$5,000 ~$17,000

"Does not include $50,000 refit completed in 2006.
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HOW MUCH BOAT CAN YOU AFFORD?

Those of us with limited resources can very easily end up

buying more boat than we need and putting on more gear
than we can afford, only to find ourselves with a lot less
money than we had planned on for cruising. To avoid this,
don’t spend what you “have to”; spend what you have
left. Determine how much money you have to work with
and how much of that you’ll need for cruising. What’s left
is what you can afford to spend buying and outfitting the
boat. If you rigorously stick to the boat budget you set,
you should avoid having to cut your cruise short when
funds run low.

Start by estimating how much money you can accu-
mulate before you set off cruising. Unless you already
have a clear timeline in mind, set an arbitrary departure
date three to five years hence and see what happens. Add
together what you have already saved, what you will get
from selling assets, and what you can realistically expect
to save between now and then.

Next, use the information in this chapter to come up
with an estimate of your total annual cruising budget. De-
duct the annual value of any retirement payments or other
income that will continue after you go cruising. Multiply
the result by the number of years you hope to be out, and
add any emergency fund you think you need. That total
makes up your cruising kitty, the amount above and be-
yond the cost of the boat and fitting it out that you’ll need
to save before you can leave. If you subtract this number
from the total you came up with in the last paragraph—
the amount you can accumulate before your departure
date—then you’re left with what you can afford to spend
on the boat.

For example, assume you will take early retirement
in five years. You and your crewmembers have saved
$50,000 and are setting aside an additional $2,000 per
month. Using a very conservative assumption that interest
and inflation cancel each other out, you will have saved
$180,000 by the time you retire. You will net $100,000
from selling your house, cars, and other assets, so your
total pool of funds will be a minimum of $280,000. You
estimate that you will spend a total of $2,000 a month
or $24,000 per year while cruising. Your Social Secu-
rity and pension will cover that monthly budget, but that
income won't start until three years after you retire. You
will need just over $70,000 to cover that three-year gap.
In addition, you want a $20,000 emergency fund. That
leaves you with about $185,000 to spend on the boat.

But that doesn’t mean you can afford to go out and
buy a boat for $185,000. Commissioning a brand-new
production boat can take anywhere from 15 to 40 per-
cent of the purchase price; you can easily put 60 to 100
percent of the purchase price into a 20-year-old used
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boat to get it ready to go to sea. Exactly how you allocate
that $185,000 between purchase price and refit/com-
missioning costs will depend upon how old a boat you
buy. You could spend $60,000 on a 20-year old boat,
strip it to a bare hull, and refit it over several years;
or you could spend $160,000 on a less than 5-year-old
boat, add some equipment, and head offshore in a few
months. The Refit Costs: Some Rough Figures sidebar
below will give you a general idea of how much it can
cost to refit a 20- to 30-year-old, 40-foot boat. Most of
these costs would be reduced by one-third to one-half
for a 35- to 39-foot boat.

Once you have a rough idea of how much boat you can
afford, get a feel for what your money will buy. The easiest
way to do that is to get on the Internet and search some of
the databases listing used boats for sale (see the Boat Bro-
kerage Websites section in the resources for this chapter
in Appendix 1). Search the database using the boat budget
you came up with less 15 percent (the minimum you will
need for commissioning) and specifying whatever attri-
butes you have in mind at this point—size, material, age,
and so on—to get a list of boats currently on the market in
your price range. If you're not being realistic about what
you can afford, you’ll find out quickly enough.

We know people who've managed to buy and fit out a
good boat in the 40-foot range for less than $100,000, but
they’re few and far between. Table 2-8 summarizes average
prices for a random sample of 290 name-brand, offshore-
production monohulls advertised in European and U.S.
sailing magazines in the same month. We have seen sister
ships of all the boats included in the sample out cruising.
Bear in mind that these are averages, and within each of
the age/size ranges shown there are boats that cost half the
average and boats that cost twice the average.

This table confirms our experience: most people spend
between $100,000 and $200,000 to buy a good, used, 40-
foot boat. That increases to $250,000 to $350,000 for a
used 50-foot boat. On average, going up one size bracket
or one age bracket in the table increases the price by
50 percent. In a given size/age bracket, catamarans cost
even more. In a similar sample of 81 cruising cats, pur-
chase prices averaged 25 percent higher than the num-
bers shown in Table 2-8 (see Table 3-2).

If your aspirations are seriously out of step with your
budget, you have four options: scale back your cruising
budget, work for another couple of years, buy an older
boat, or buy a smaller boat. Avoid the first one at all costs,
as that all too easily leads to being overboated and under-
budgeted. As Table 2-8 suggests and the budget numbers
throughout this chapter illustrate, going to a boat 5 feet
smaller than your “ideal” will have a major financial im-
pact. For most people, this is the easiest way to fit a boat
to their budget. But if you have the time, the skills, and



TABLE 2-8. AVERAGE PRICES' FOR A RANDOM SAMPLE OF 290 NAME-BRAND OFFSHORE MONOHULLS BY AGE AND SIZE

(U.S. DOLLARS)
Age 25-29 Feet 30-34 Feet 35-39 Feet 40-44 Feet 45-50 Feet 50-54 Feet
> 20 years $25,000 $40,000 $65,000 $115,000 $140,000 $200,000
10-20 years $40,000 $70,000 $110,000 $190,000 $270,000 $335,000
< 10 years N/A2 $100,000 $135,000 $265,000 $375,000 $380,000

'Average price is 90% of asking price.
?Too few boats available in size/age range to calculate a meaningful average.

the inclination, buying an older fixer-upper and doing the
work yourself will get you a bigger boat for less money.

Each of the three voyaging couples introduced in
Chapter 1 wanted a safe, seaworthy boat with a proven
record offshore that was within their budget. They help
illustrate how people with very different budgets deter-
mine what they can spend on a boat, and how they go
about financing their dream.

Simon and Susan Simplicity finished their PhDs with a
minimum of debt, thanks to Australia’s generous funding
of university education. But full-time studies had kept
them from earning much, either. So when they decided to
2o cruising, their assets consisted of $4,000 they’d man-
aged to save and $9,000 in two cars, a stereo system,
surfboards, and camping gear.

While they were working on their dissertations, they
didn’t have time to earn money. But once they graduated,
they each found one-year postdoc positions that paid reason-
ably well, and they started saving every penny they could.
They were able to save $1,500 per month for a year.

In the meantime, they were looking at boats and bud-
geting. They believed they could get by on $8,000 per
year for all their expenses. If they planned on finding
work in two years, they would need $16,000 for their
cruising kitty. Based on what they were saving, and as-
suming they sold all their assets, they would have a total
of just over $30,000 by the end of the year. That left less
than $15,000 to buy and outfit a boat.

They started looking for something around 30 feet in
length that was seaworthy for less than $10,000, but it
didn’t take long for them to get discouraged. They would
either have to work for another two years or start looking
at even smaller boats.

Susan’s parents intervened. They offered to lend Su-
san and Simon up to $15,000 to buy the boat, but only if
they could come up with whatever else would be required
to fit it out and fund their voyage (Table 2-9).

After discussing every item in the budget and talk-
ing about where their priorities lay, Michael and Molly

Moderation decided they needed about $20,000 per year
to cruise comfortably with the kids. Molly also wanted to
set aside $20,000 for an emergency fund, so to finance
five years of cruising they would need $120,000 in their
cruising kitty. They agreed that they would not touch
their retirement savings to pay for their voyage, and they
planned to use whatever was left in the emergency fund
to bridge the gap while they were looking for jobs when
they returned.

They had $50,000 in nonretirement savings and
owned a nice house Molly had redesigned and they had
renovated in a gentrifying area of London. The house had
just begun to appreciate in value, so it made no sense to
sell it. But by refinancing the mortgage and selling their
cars and some other assets right before they left, they
could raise an additional $150,000. They started sav-

TABLE 2-9. FINANCING SIMPLICITY (U.S. DOLLARS)

Sources/Uses

of Funds Amount | Comments

Existing savings $4,000

Sale of assets $9,000 | Surfboards, cars, stereo, etc.
Additional savings $18,000 | $1,500/month for 1 year
Total Assets $31,000

Less cruising kitty ($16,000) | $8,000/year for2 years
Budget for Boat $15,000

Plus loan from parents $15,000 | To be repaid with interest
Total Budget $30,000

for Boat
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TABLE 2-10. FINANCING MODERATION (U.S. DOLLARS)

TABLE 2-11. FINANCING HIGHLIFE (U.S. DOLLARS)

ing and found they were putting aside $2,000 per month.
Given their five-year time frame, they would be able to
save an additional $120,000 before they left, for a total
of $320,000. That meant they could afford to spend about
$200,000 on buying and fitting out the boat (Table 2-10).

Hugh and Hilary Highlife had adequate retirement in-
come from their pension and Social Security to comfort-
ably cover the $5,000 they budgeted to spend monthly
while cruising. But they still needed to decide how much
of their assets they were willing to put into a boat.

They started by rearranging their assets. They had
wanted to sell their house for some time because it was

Sources/Uses Sources/Uses

of Funds Amount Comments of Funds Amount Comments

Existing savings $50,000 Sale of house $200,000 | Invested rest of money in land

Sale of assets $25,000 | Cars, efc. Sale of assets $100,000 | J/120, cars, household items

Refinancing mortgage $125,000 | In 5 years, just before leaving From savings $200,000 | Part of proceeds from sale of

company
Additional savings $120,000 | $2,000/month for 5 years
Budget for Boat $500,000

Total Assets $320,000

Less cruising kitty ($100,000) | $20,000/year for 5 years too large now that the children had left. They put their
house on the market and put half of what they got for its

SIS E AT 2OEOS) e Dl D] sale into a large piece of land in a growing area in New
Mexico. They plan to build a house there with the money

Budget for Boat $200,000 . . ..
from selling the boat when they have finished cruising.

The rest of the money from the sale of the house they put
toward the boat. They knew they would be able to get an
additional $100,000 from selling their J/120, their cars,
and some other household items. They were comfortable
spending up to $200,000 of what they got when they sold
their company, which gave them a budget of $500,000
(Table 2-11).

As different as these financing solutions are, they share
one feature: all three crews are debt free while cruising.
Though two of the crews used some form of debt in their
financing mix, they’re not making payments on that debt
out of their cruising budget. Most cruisers choose to leave
debt free and find it keeps life simpler and lessens the pos-
sibility of having to end the voyage unexpectedly.

REFIT COSTS: SOME ROUGH FIGURES

The following list will give you a rough idea of
what it can cost to upgrade the basic structure and
systems on a 20- to 30-year-old, 40-foot boat to a
level appropriate for offshore sailing and living
aboard. The labor-hour estimates are for profes-
sional labor experienced at the specific task with
no complications in the project.

 Replace spars and standing rigging: $15,000

plus 40 labor-hours

e Rebuild bow platform, add electric wind-

lass: $3,000 plus 40 labor-hours

 Replace hatches/ports: $500-$1,000 plus

8 labor-hours per opening

* Replace engine, transmission, prop shaft,
propeller: $15,000 plus 80-100 labor-
hours

e Rewire entire boat, replace all lights, re-
place electrical boxes and all fuses: $2,500
plus 80-100 labor-hours

e Replace all hoses, plumbing fittings, sea-
cocks, and through-hulls: $2,500 plus
80-100 labor-hours

e Replace toilet and sanitation hoses, install
holding tank: $1,000 plus 20 labor-hours

e Install propane stove, propane tanks, and
propane locker: $2,000 plus 20 labor-hours
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e Replace all cushions throughout boat:

$500 plus 40 labor-hours

Depending on exactly what needs to be done,
reinforcing the structure and upgrading the basic
systems on such a boat can easily cost $50,000
and take six months or more if the owners do ev-
erything themselves and work on the project full-
time. If a boatyard does the work, the total cost
will increase to $75,000 or more.

After that, a variety of equipment will need to
be purchased, from sails to refrigeration. The to-
tal cost will depend upon how much equipment
the crew chooses to bring along. But the following
list gives an order-of-magnitude idea of costs for
typical purchases for a 40-foot boat:

* Replace working sails: $8,000-$15,000

® Buy new self-tailing primary winches:

$3,500-$5,000

 Upgrade ground tackle: $800-$1,200

® Buy new inflatable dinghy and outboard:

$3,000-$5,000

* Buy new offshore life raft: $2,000-$6,000

e Install SSB: $2,500 plus 10 labor-hours

e Install radar: $1,500 plus 10 labor-hours
® Install watermaker: $4,000-$10,000 plus
20 labor-hours
e Install refrigeration: $3,000-$5,000 plus
20 labor-hours
® Install generator: $5,000-$10,000 plus 40
labor-hours
e Install new batteries, cables, boxes: $2,000
plus 20 labor-hours
To fully equip a 40-foot, 20- to 30-year-old
boat, then, could easily cost another $40,000 to
$60,000, in the same range as the cost of upgrad-
ing the basic structure and systems. If only the
essential equipment is purchased—sails, ground
tackle, batteries—then the total cost of refitting
and equipping the boat will be on the order of
$60,000 to $75,000 if the owners do all the work
themselves and more than $100,000 if they hire
a yard to do the work. The few people we know
who ended up with a basic 40- to 45-foot offshore
boat for less than $100,000 found a bargain hull
for $15,000 to $30,000 and did all the work them-

selves.
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A Bluewater-Capable Yacht

NARROWING THE FIELD

What Type of Boat Do You Want?
What Size Boat Will Svit You?

Steve Dashew’s Hybrid Designs
The “Average” Bluewater Voyager

Where Do You Intend to Cruise?
What Age Boat Will Suit Your Budget?

EVALUATING INDIVIDUAL BOATS

Screening Criteria: Stability and Durability

Bluewater Survey  Second Boats

Common Structural Problems in Older Boats
The Test Sail ~ One Couple’s Search

THE SEARCH PROCESS FOR THREE CREWS
Two Boats, Two Voyages

MARINE BOOKS AND magazines devote thousands of
pages and millions of words to describing the “perfect”
offshore yacht. Yet very few of us can afford the new boats
reviewed in the pages of the marine magazines. Those
of us with finite resources and a desire to do more than
dream have all had to compromise to find a capable, sea-
worthy boat that fits our budget. As much as most cruis-
ers love their boats, we’ve never met a crew who claimed
their boat was perfect.

When it comes to boats, the opinions of experienced
bluewater voyagers are often difficult to reconcile and are
sometimes even completely contradictory. Should you
buy a 30-foot, heavy-displacement, full-keel design like
Lin and Larry Pardey’s Taleisin; a 78-foot, light-displace-
ment, fin-keel design like Linda and Steve Dashew’s
Beowulf; or one of the thousands of designs in between?
Or should you consider one of the many production cruis-
ing multihulls now on the market? Where do you start
when figuring out what boat will be right for you?

At the end of Chapter 2 you took the first and most
important step by determining how much boat you can
afford to spend. Most people’s boat budget will narrow the
universe of available boats down to a mere galaxy.

You will be able to limit the options even further
when you decide what type and size of boat best suits
your needs and what age of boat best fits your budget.
From there, it’s a matter of legwork and perseverance.
You’ll need to evaluate individual boats against the
requirements for a competent offshore voyager until
you find the right boat for you—one you can afford
that not only meets your requirements for comfort and
safety but also touches your heart and captures your
imagination.
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NARROWING THE FIELD

Go to a place like Papeete in Tahiti or Las Palmas in the
Canaries at the height of the cruising season, and you will
find every conceivable combination of design, hull mate-
rial, keel configuration, rig, age, and size. Older, smaller,
less expensive boats allow people without much money to
live their dreams and keep company with those who can
afford the newest, biggest, and most modern bluewater
voyagers.

How do you go about finding a boat that will suit your
style of offshore voyaging from among so many options?
Four questions will help you focus your search:

1. What type of boat do you want?

2. Where do you intend to cruise?

3. What size boat will suit you?

4. What age boat will suit your budget?

By the time you get through reading this section, an
image of the boat that suits your needs should be emerg-
ing in your mind.

What Type of Boat Do You Want?

Even a cursory look at the variety of “expert” opinions out
there makes it clear that reasonable people can come to
very different conclusions when picking a boat for cruis-
ing. One key to finding a boat you will be happy with, one
you will trust and enjoy living aboard, is understanding
how your needs match up against the strengths and weak-
nesses of the various types of cruising boats.

Offshore monohull design has produced four major
cruising boat types as shown in Table 3-1 (for conver-



TABLE 3-1. DIFFERENT MONOHULL DESIGN TYPES

Traditional Voyagers | Performance Cruisers Racer/Cruisers Cruising Sleds

-, Lot ALY\ e — ]
v e A A —
— o—— S
full keel modified fin keel fin keel, spade rudder, fin keel, spade rudder,
round sections flat sections
Examples Bermuda 40, Bowman 36, | Valiant 40, Swan 46, X-402, Swan 45, Hunter HC50,
Westsail 32, Mason 43, Oyster 43, Island Packet 38, | J/160, Beneteau 50 Santa Cruz 52

Nicholson 40, Trintella 45 Baltic 38, Norseman 447

Displacement to length ratio (DLR)' > 300 200-300 100-200 <100

Sail area to wetted surface 2.3-25 2.3-2.6 2.6-2.9 >3.0
area ratio (SA/WSA)'

Sail area to displacement ratio 15-17 17-19 23-26 >25
(SA/D)'

Length to beam ratio (L/B)' 2.8-3 3-3.2 3.3-4.0 >4
Ballast ratio? 33%-35% 36%-39% 38%—42% > 43%
Motion comfort ratio 35-45 25-35 20-25 <25
Rated speed to theoretical 87%72% 70%~74% 73%78% 75%-80%

hull speed’

Profile of an “average” boat:

Length overall (LOA) (ft.) 40 40 44 54
IMS displacement (Ib.) 24,300 21,650 20,425 26,300
Length at waterline (LWL) (ft.) 31 33.5 38.4 48
Beam (ft.) 1.6 12.5 13 13.7
Draft (ft.) 5.5 6.4 7.7 9.8
Wetted surface area (sq. ft.) 350 350 380 533
Working sail area (sq. ft.) 850 858 1,100 1,800
Estimate of average miles per 120-125 130-135 140-145 175-180

day on passage

!Calculated using data from USSA’s Performance Characteristics Profile of the North American IMS Fleet (2004 edition) for comparability; see Appendix 3 for more information.
*Manufacturer’s ballast/displacement in IMS (International Measurement System) trim (see Appendix 3).
(Fritz Seegers illustrations)
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sions to metric measurements see Appendix 2; for for-
mulas and an explanation of what the ratios measure see
Appendix 3). Each new type has incorporated proven in-
novations in design and materials from offshore racing
yachts into offshore cruising boats. These types are not
discrete—they lie along a continuum, and many boats
straddle the borders between them. But they differ mark-
edly along all the major design parameters and make very
different trade-offs between comfort and speed.

Over the last half century, production yachts designed
for offshore sailing and bluewater cruising have become
lighter, more powerful, and more manageable. Boats at
the cutting edge have always pushed the limits of dura-
bility and comfort, and sometimes of safety. Each stage of
yacht design includes seaworthy, livable vessels that can
make excellent long-term, bluewater voyagers as well as
boats that lack the stability or durability to live up to the
sea’s exacting standards.

Traditional Voyagers

Early offshore cruising boats were made from wood and
incorporated the knowledge gained over generations to
create strong, safe, seaworthy boats. The lines were taken
from small vessels meant to brave the meanest of seas,
such as coastal trading and fishing boats, whaleboats,
and Scandinavian double-enders originally designed as
pilot boats and rescue craft. Spars were constructed from
wood; sails were made from canvas; line was made from
hemp. These materials limited design innovation. The
traditional voyager that resulted had been taken to the
highest level of design possible given the strengths and
weaknesses of the materials available.

When fiberglass began to replace wood as the material
of choice for boatbuilding in the late 1950s and early
1960s, many boatbuilders took proven wooden designs
and built them in the new material. Thus, most of the
earliest traditional voyagers have long full keels, often
with transom-hung rudders; most are relatively shallow
for their length, and many are double-enders. Examples
include the Bristol Channel Cutters, the Colin Archer de-
signs, and the Westsail 32. These are the types of boats
that sailing authors Lin and Larry Pardey advocate for off-
shore cruising (Figure 3-1). A few production boatbuild-
ers—such as Cape George and Sam L. Morse, builder of
the Bristol Channel Cutter—produce such boats.

Other builders—such as Pacific Seacraft, Cabo Rico,
and Mal6—Dbuild modified fin-keel boats with skeg-hung
rudders whose ratios put them in the traditional voyager
category. Sailing author Nigel Calder prefers these boats,
which combine some elements of modern design with the
strength and comfort of traditional voyagers.

As Table 3-1 shows, traditional voyagers can be char-
acterized as slow but safe and comfortable. By modern
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Figure 3-1.
Lin and Larry Pardey’s Taleisin has circled the globe and doubled the Horn.

standards, they displace a lot and don’t carry much sail
area for their displacement. They will rarely reach hull
speed and will exceed it only if caught running down-
wind under full sail by a 40-knot squall. The large keel
area and heavy displacement damp motion in a seaway,
allowing the crew to move around safely and sleep com-
fortably.

Traditional voyagers take care of their crews and are
comfortable even in a blow. They are easy to heave-to
and to control when running off in anything but extreme
breaking seas, and they can manage just about any con-
ditions as long as they have sea room. But their shallow
keels and low ballast ratios make for disappointing per-
formance to windward. They are sluggish under power,
difficult to maneuver in a marina, and all but impossible
to back up in a straight line. They’ll get even inexperi-
enced crews safely to port, but they may take a few days
longer to do it than more modern designs.

Performance Cruisers

In 1973, Bob Perry drew the lines for the Valiant 40,
which married a skeg-hung rudder and a modified fin
keel to the balsa-cored fiberglass decks and larger rig
becoming prevalent in the offshore racing fleets. With a
DLR around 250 and a SA/D ratio around 17, the Val-
iant 40 had more in common with the racy and highly
successful Cal 40 than the offshore cruising boats of the
time. The term “performance cruiser” was coined to de-
scribe this groundbreaking example of an entirely new
genre of bluewater cruising boats (Figure 3-2).



Figure 3-2.

Scott and Kitty Kuhner's Valiant 40, Tamure, has sailed more than 100,000 naufical
miles, complefing a circumnavigation and competing in numerous demanding offshore
races. (Billy Black photo)

Over the last three decades, dozens of production boats
have been built incorporating many of the elements of the
Valiant design philosophy. A number of these are still
being manufactured today and are considered by many
to represent the perfect marriage between performance
and comfort. These include the current range of Hall-
berg-Rassys, all but the newest Swan and Oyster designs,
Calibers, Passports, Shannons, Tayanas, Taswells, and,
of course, the Valiants, to name just a few. Some older
designs with modern underbodies originally intended for
coastal cruising or offshore racing—such as the Ericson,
Cal, Tartan, and IOR One Ton designs—have also joined
the ranks of offshore voyagers.

When we began our first circumnavigation in 1992,
most new charter and coastal boats carried fin keels and
spade rudders, but these had been incorporated into only
a few offshore production cruising boats. By the time we
left on our second voyage in 1999, more than a quarter
of the production boats being built for offshore cruising
had fin keels and spade rudders. Today it’s hard to find
a newly introduced bluewater design with a full skeg or
relatively long keel. In practice, this means that new
boats maneuver much more easily under power, but it
also means the occasional rudder failure as new mate-
rials such as carbon fiber are adapted to this high-load
application.

The vast majority of cruising boats sailing the world’s
oceans fall within the performance cruiser category. They
run the gamut from the Island Packets with their cut-
away full keels to middle-aged Swans with their fin keels
and spade rudders. Over the course of three decades,
new materials such as foam cores, S glass, and more re-
cently Kevlar and carbon fiber have been incorporated
into the newest generation of hulls. Lessons have had
to be learned about the shortcomings and limitations of

the new materials, and some production designs suffered
from osmotic blistering, core failures, and delamination.
Over time, boatbuilders have learned how to address
these issues to create lighter, stronger boats.

A number of well-known sailing writers have made
voyages in boats whose ratios put them into the perfor-
mance cruiser category, including Liza Copeland, John
Neal and Amanda Swan-Neal, Webb Chiles, and John
Gore-Grimes. Both of our boats have been performance
cruisers, though at opposite ends of the spectrum. Our
Shannon 37, Silk, fell near the border with traditional
voyagers, while our Van de Stadt 47, Hawk, lies near the
border with racer/cruisers. Their quite distinct sailing
characteristics help clarify the differences between the
various categories (see the Two Boats, Two Voyages side-
bar at the end of this chapter).

As Table 3-1 shows, although the performance cruis-
ers are still heavy enough to carry cruising loads with-
out sacrificing performance, they are large enough, light
enough, and have enough sail area to average an extra
10 to 15 miles per day on long passages. Their moderate
keel areas and displacements keep motion comfortable
even in large seas, while more efficient ballasting pro-
vides greater stability (and therefore sail-carrying ability)
than many traditional designs. Depending on keel config-
uration, these boats range from easy to all but impossible
to heave-to, but their greater stability means they need to
heave-to infrequently if at all in trade wind conditions.
Most run off very well, although those capable of surfing
may require some active management (such as trailing a
drogue) to remain in control. Performance cruisers sail
much better to windward than traditional voyagers and
are reasonably agile under power.

The performance cruisers also have more interior vol-
ume than traditional voyagers and are almost as comfort-
able and as hard to get into trouble with. In the most ex-
treme conditions, however, they are slightly less forgiving
and demand slightly more from their crews.

Racer/Cruisers

New, lighter, stronger materials—including carbon fiber
for hulls and spars, Kevlar for hulls and line, and Spec-
tra for line and sails—have been developed for use on
sailboats. In some cases they failed initially, but eventu-
ally they proved their usefulness aboard round-the-world
racing boats. These materials, along with aspects of high-
performance boat design, have slowly been adapted to
offshore cruising boats.

When the materials became light and strong enough to
build a durable, offshore-capable boat with a DLR of less
than 200, the bluewater racer/cruiser was born. Many of
these, such as the J/40 and J/120, were intended for rac-
ing first and foremost; others, like many of the Beneteaus
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and Jeanneaus, were designed for the burgeoning charter
market. As these designs have grown dated, boats like
the Beneteau First 40.7 and the larger Js have found their
way into the offshore cruising fleet. Others, such as the
J/160 and Farr Pilot House designs, were introduced as
high-performance offshore cruising boats capable of sail-
ing 200-mile days (Figure 3-3).

Figure 3-3.

Jim and Sue Corenman completed a circumnavigation on their Carl Schumacher—
designed, custom Concordia 50, Heart of Gold. (Jim Corenman photo)

N
:

Like the boats at the performance end of the perfor-
mance cruiser spectrum, racer/cruisers all have fin keels
and spade rudders. But their keels and rudders tend to
be deeper, and their hulls have flatter sections, have finer
entries, and carry their beam farther aft. Keel and rud-
der foils have improved in both hydrodynamic efficiency
and balance. Ballast is often concentrated in a bulb end-
plate attached to the bottom of the keel, which increases
the righting moment created by a given weight of bal-
last. Their lighter displacements allow them to carry less
sail area than a similarly sized traditional or performance
cruiser design, easing sail handling for a shorthanded
crew. In IMS trim, these boats sail faster on every point
of sail, point higher, and surf far more easily than perfor-
mance cruisers.

However, the current racer/cruisers have some draw-
backs as long-distance offshore voyagers when compared
with their heavier counterparts. Their flatter, fatter hull
shapes surf well and create spacious accommodations,
but their shallow bilges offer little in the way of stow-
age and don’t keep bilge water confined to the sump. To
maintain their performance edge, these boats need to
be kept reasonably light, which means they can’t carry
the same payload as heavier boats (see the Why Weight-
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Carrying Ability Matters sidebar in Chapter 10). While
modern sail handling techniques have made large sail
plans manageable for a shorthanded crew, cruiser/racers
can be unforgiving if caught with too much sail up in
a 40-knot squall. As a result, they take some skill and
forethought to manage. The speeds these boats are ca-
pable of reaching can lead to pounding in big seas. Many
crews we’ve met on racer/cruisers slow the boats down
in stronger winds to improve the motion, which reduces
their performance advantage.

Running downwind in heavy
weather and large waves, these
boats will surf at exhilarating
speeds even under bare poles.
Although most remain under
control if hand steered, some
will not look after themselves
under  self-steering  unless
slowed down. The forces gen-
erated when a boat falls off a
wave at 15 or 18 knots instead
of 6 or 7 put huge shock loads
on sails, rig, rudder, and hull;
as a result these boats need to
be significantly stronger than
heavier boats, in large part be-
cause they can sail faster. At the
same time, some extra material
here and there to add strength
makes little difference in a heavy boat, but a light boat
has to be engineered and built exceptionally well to stand
up to more than a few years of offshore cruising.

The difficulties of building strong, lightweight pro-
duction boats have led to a number of problems, includ-
ing broken rigs and rudders, bulkheads separating from
hulls, keels cracking, keel bolts breaking, and hulls flex-
ing and sagging. Boats marketed as offshore cruisers from
their inception are more likely to stand up to the rigors
of long-distance bluewater cruising than those originally
designed and built for racing and chartering.

As Table 3-1 shows, racer/cruisers deliver, on aver-
age, 10 to 15 miles more each day than performance
cruisers and 20-plus miles more than traditional voyag-
ers. To realize that potential, however, a boat must be
kept light, which normally means not taking along many
gadgets and goodies. It also means not carrying as much
in the way of stores, fuel, or water, which translates into
less self-sufficiency and a more limited cruising range.
And although passages may be faster, they’re likely to
be more uncomfortable in boisterous conditions. The
boat will need to be actively managed instead of left to
her own devices running before strong winds and big
seas.



On the other hand, even when slowed down, these
boats can easily and comfortably average 6 knots over
the course of a long offshore passage, more than respect-
able for any cruising boat. Racer/cruisers sail extremely
well on any point of sail, so they will be able to sail them-
selves out of just about any situation. They are agile and
efficient under power and easy to maneuver in a marina.
These boats need an experienced crew to keep them out
of trouble, but they’ll often be the first boats into port, and
their crews will be relaxing on deck drinking margaritas
when the rest of the fleet makes its way in.

(ruising Sleds

In the last decade, materials and building techniques
have improved to the point that the fastest monohulls in
the world now have DLRs of less than 100 and SA/D ra-
tios well over 30. Sometimes called ultralight-displace-
ment boats (ULDBs), these include maxi racers such as
Skandia, the 2004 winner of the Sydney-to-Hobart race,
and the Open 60s used in the Vendée Globe nonstop,
round-the-world race. It was only a matter of time before
someone translated this thinking to production cruising
boats, and today there are a few examples of what have
been dubbed “cruising sleds,” most notably the Santa
Cruz 52 (Figure 3-4).

All the attributes of racer/cruisers apply even more so
to cruising sleds. The boats can be very fast, and they do
manage 200-mile days, but they must be kept very light.
Hal Roth completed two BOC races in his Santa Cruz 50,
American Flag, which proves that at least some of these
boats can withstand Southern Ocean—style punishment.
However, production cruising sleds are too new to have a
proven cruising track record, so their long-term durabil-
ity remains to be demonstrated.

Figure 3-4.
Janet and Ken Slagle have cruised aboard their Santa Cruz 52, Aquila, for seven years
and 30,000 miles.

Many design innovations are occurring in this cate-
gory as naval architects try to adapt aspects of the maxi,
Vendée Globe, and Volvo race boats to cruising boats.
Designers have been experimenting with ways to reduce
keel depth, and the current approach uses hydraulically
lifting keels. These are complex and take up a lot of space
in the interior, but several newer cruising boat designs
have incorporated them. Other innovations from racing
boats, such as water ballast to make a boat sail flatter
and faster and twin rudders to prevent rudder stalling
and cavitation, have made their way into some of these
cruising designs.

Whether racer/cruisers and cruising sleds ever come to
dominate offshore cruising as performance cruisers have
done in the last two decades will depend upon how durable
and comfortable they prove to be. No matter what the ma-
jority decides, there will always be people willing to sacri-
fice comfort and cruising luxuries for sailing performance,
just as there will always be people willing to sacrifice sail-
ing performance for comfort and manageability.

Cruising Multihulls

Monohulls still make up the vast majority of the offshore
cruising fleet, but multihulls, particularly catamarans,
represent a small but growing percentage. In 2003, 9
percent of the boats participating in the Atlantic Rally
for Cruisers (ARC) were multihulls, and that percentage
is likely to continue to increase.

Most of the performance ratios used to evaluate mono-
hulls cannot be applied to multihulls, nor do multihulls
sort themselves into convenient groupings that can then
be compared. But multihulls sail and cruise differently
from monohulls. To decide if a multihull makes sense for
you, you'll need to weigh the advantages against the dis-
advantages, just as when trying to choose among different
types of monohulls.

We have met dozens of crews cruising in catamarans,
many of whom had cruised for a long period of time and ex-
perienced a wide variety of conditions. We have never met
anyone living aboard and cruising a trimaran. Even 50-
foot trimarans are too limited in space and weight-carrying
ability to function as comfortable, long-term homes. The
following comments, therefore, focus on modern cruising
catamarans and come from interviews with a half-dozen
experienced crews.

When most sailors think of catamarans they think of
speed, but speed is not one of the first advantages cited
by most experienced catamaran cruisers. Other things—
such as space, shoal draft, and sailing flat—usually get
mentioned first. When the discussion turns to speed and
sailing performance, many of the comments mirror what
we hear from those aboard racer/cruisers or cruising

sleds.
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STEVE DASHEW’S HYBRID DESIGNS

For three decades, Steve Dashew has been
creating bluewater voyagers that mix traits from
the various categories in Table 3-1. His goal is

Figure 3-5.
Beowulf blasts along under full sail. (Dashew Offshore photo)

to create an easily handled, easily driven, com-
fortable, potentially fast boat that can still carry
all the equipment cruisers want to carry and go
all the places cruisers want to go. His designs
include the Deerfoot and Sundeer lines and his
own cruising boats, Intermezzo Il and Beowulf
(Figure 3-5).

These boats resemble cruising sleds in having
DLRs under 100 and 1/B ratios over 4. But they
also have motion comfort ratios in the 30s, bal-
last ratios around 35 percent, SA/D ratios around
15, and drafts around 6 feet, numbers that fall
somewhere between performance cruisers and
traditional voyagers. Dashew’s design philosophy
produces large boats—from around 60 to over 80
feet—that rely on waterline length to absorb a
large enough displacement to give them a good
motion and carry a payload. He distributes sail
area among many smaller sails to keep the boat
manageable for a couple. Like racer/cruisers and
cruising sleds, these boats need to be built ex-
ceptionally strong for their weight if they are to
prove durable.

Dashew’s boats can now be found in remote
and not-so-remote anchorages the world over.
Sailing writers Colleen Ryan and Bryan Savage
cruised for several years aboard their Sundeer 64,
Theta Volantis. Dashew’s designs prove that com-
fortable, fast, light-displacement boats are pos-
sible, but only by trading off these factors against
size and complexity. Both matter. A 60- or 70-foot
boat with complicated systems has a dramatically
higher initial purchase price and significantly
higher running costs than a 45-footer.

If kept light, multihulls surf much more easily than
any monohull. But in practice, very few of those we know
aboard cruising catamarans under 45 feet in length man-
age to keep them light. Weight in the bows can be a par-
ticular problem, as the bows will bury going downwind,
limiting the cat’s ability to surf. On average, over long
passages, an overweight cruising cat won’t outperform a
monohull with a similar waterline length, and we’ve met
many cruisers who have been disappointed with their
cat’s performance in the real world.

On the other hand, like Dashew’s hybrids (see sidebar
above), bigger cats with enough waterline to absorb some
payload do manage to sail significantly faster than mono-
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hulls with similar waterline lengths. Steve and Dorothy
Darden on Adagio, a 52-foot Morrelli & Melvin—designed
catamaran, have averaged between 190 and 200 miles per
day on a half-dozen passages, including the slantwise run
from New Zealand to Alaska across all the weather zones
of the Pacific (Figure 3-6). The fastest cruising cat we’ve
encountered was a 55-footer designed in Australia. The
first 12 feet of each bow consisted of sealed, watertight
buoyancy compartments. This reduced interior space but
kept the boat light and the bows from burying in waves.
The family of four still had more room aboard than most
cruisers have on a 60-foot monohull, and they averaged
190 to 200 miles per day without any effort at all.



Figure 3-6.

Steve and Dorothy Darden's 52-foot Morrelli & Melvin—designed catamaran, Adagio,
averaged 190 to 200 miles per day while crossing the Pacific the “wrong way.”

But large cruising cats, like racer/cruisers and cruis-
ing sleds, are often not sailed to their full potential. Un-
der certain conditions, most catamarans will suffer wing
slams, waves that come up under the bottom of the boat
and crash into the bridgedeck or into one of the hulls.
The two conditions that cause this, either alone or in
combination, are sailing at high speeds, when the bow
waves interfere with one another, and sailing in con-
fused seas. If this “thunder down under” gets too violent,
the crew will often slow the cat down. Extra bridgedeck
clearance helps reduce slamming, but at the expense of
increased windage. Multihulls have the advantage over
similar-sized monohulls only when sailing off the wind
in light to moderate air, when their speed helps bring the
apparent wind forward, and their limited underbody pro-
file minimizes drag.

So although speed may play a part in the choice of a
catamaran, in all but the biggest cats it often turns out to
be less important in practice than in theory. Most multihull
cruisers we've interviewed rate space as the number one
advantage of catamarans over monohulls. When cruising
with children or guests, the separate hulls offer a degree
of privacy virtually unobtainable in a monohull less than
60 feet long. Mechanical and electrical equipment can be
completely isolated from living areas, eliminating noise,
vibration, and unpleasant odors. Most catamarans 40 feet
and over have plenty of room for a dedicated workshop or
a dedicated office, and often for both.

Shoal draft probably ranks second among the consid-
erations for picking a catamaran. Even relatively heavy
cats in the 50- to 60-foot range will have a draft of only
4% or 5 feet, a foot or more less than fixed-keel mono-
hulls of similar size. If the hull is designed properly, a
cat can be safely beached in order to paint the bottom or
repair damage.

Several other advantages become clear only after
you’ve spent some time aboard. The first time we entered
Adagio’s main saloon, Steve Darden greeted us with,
“Catamaran advantage number one—visibility.” We
were treated to a 360-degree view of the cliffs of 4,000-
foot-high Mount Wellington towering over the city of Ho-
bart in Tasmania. In addition to its aesthetic advantages,
360-degree visibility from a dry watchkeeping station
increases safety on passage.

Many experienced sailors value the redundancy a cat-
amaran provides. Dual rudders, dual autopilots, dual en-
gines, and dual tankage offer an added margin of safety
when things go wrong. The twin engines make a cata-
maran significantly more maneuverable than a monohull
without a bow thruster. They also provide redundancy in
power generation. Having two engines makes catamarans
excellent “powerboats,” especially if the engine rooms
are isolated from the living quarters. Of course, all that
redundancy also translates into higher costs and more
maintenance—nothing comes for free!

Sailing flat comes as a revelation to anyone who has
always sailed on a slant. You can leave the dock with-
out stowing the tomatoes sitting on the counter or the
computer sitting on the nav station. You can head off on
passage without putting up lee cloths, and you can move
around the boat without always having to have a hand
firmly on a handhold. When other boats are rolling gun-
wale to gunwale in an anchorage, a catamaran will do
little more than sway a bit from side to side.

Catamarans do have their disadvantages, but like the
advantages, these are not as obvious as they might appear.
The motion, which most people see as an advantage, can
be a problem for some. When the U.S. Navy was testing
hull forms for use on troop ships, the multihulls proved
more fatiguing than comparable monohulls. Anybody
who has sailed a monohull knows that the body learns to
anticipate what will happen next and compensate for it.
But the two hulls on a multihull often move to two differ-
ent waves, with no discernible pattern. When conditions
really deteriorate, some crewmembers may feel “like a
golf ball teed off in a bathroom” as one experienced off-
shore multihull sailor put it.

If you're like most sailors, you know how you react to
the motion from strong winds and big waves on a mono-
hull but have never experienced such conditions on a
multihull. If you're considering purchasing a multihull
and have never sailed one, charter a catamaran with your
crew for a few weeks and make sure to take it out in some
moderate waves to see how everybody responds.

Many people are put off by the fact that, with a cata-
maran, what goes down doesn’t necessarily come back
up. Monohulls depend upon weight in the keel for stabil-
ity; catamarans depend on their beam and overall size
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to stay upright. If a well-designed monohull capsizes, its
keel will help bring it back upright. But when a catamaran
capsizes, it won’t right itself. On the other hand, monohulls
sink, which properly designed catamarans shouldn’t do.
In the end, a well-built multihull over 40 feet in length is
about as likely to capsize as a well-built monohull is likely
to sink. Both events are rare. In our decade of offshore voy-
aging, we know firsthand of one case of a monohull sinking
and none of multihulls capsizing.

One serious disadvantage of a multihull can be finding
a place to “park.” In some cruising areas, few marinas
have slips large enough to accommodate the beam of a
catamaran over 40 feet in length. Where space is avail-
able, marinas may charge for two slips or by the square
meter, doubling marina costs. On the plus side, a cat can
easily carry a large dinghy with outboard motor on davits,
making anchoring and dinghying in to town more con-
venient than on many monohulls. Still, finding places to
take on fuel and water can be problematic in parts of the
North Atlantic, South Africa, Japan, and South America
where marinas were built to cater to 35-foot monohulls.

Like racer/cruisers and cruising sleds, cats need to be
built strong enough to withstand the forces they generate.
When a monohull heels, it dissipates much of the force
of the wind in the sails. Multihulls don’t heel, so their
rigging and sails must be significantly stronger than on a
similar-sized monohull.

As with racer/cruisers and cruising sleds, building a
strong, light, durable boat is much more difficult and ex-
pensive than building a strong, heavy one. Cruising cat
design is still in its early stages compared with monohull
design. Catamarans now 15 to 20 years old were built
very early in the design evolution, when many structural
issues had yet to be resolved. Rudder loads can be quite
high on a catamaran, and this is a common area of failure
in older cats. This is where duality makes a big differ-
ence—a cat that has lost one rudder can still be steered
with little difficulty until the rudder can be fixed.

Ten years ago, new catamarans could easily be double
the price of a new monohull of similar overall length.
Very few of the catamarans available are more than 15
years old, which means there aren’t many inexpensive
ones around. Prices are slowly coming more in line with
monohulls and are now almost comparable in the 40- to
50-foot range for 10- to 20-year-old cats. Given that a
40-foot catamaran has at least as much space as a 45- to
50-foot monohull, it can be argued that these catamarans
cost less than comparable monohulls. Table 3-2 summa-
rizes average prices for 81 offshore catamarans listed in
national sailing magazines in the same month.

Most of these catamarans have worked the charter
trade; these will have many hours of use on mechani-
cal equipment and may have suffered groundings. After
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TABLE 3-2. AVERAGE PRICES' FOR A RANDOM SAMPLE

OF 81 NAME-BRAND OFFSHORE CATAMARANS
BY AGE AND SIZE (U.S. DOLLARS)

Age 35-39 40-44 45-50 50-54
Feet Feet Feet Feet

>20years | $100,000 | N/A? N/A N/A

10-20 $150,000 | $185000 | $265000 | $420,000

years

<10years | $190,000 | $290000 | $410,000 | $550,000

'Average price is 90% of asking price.
?Too few boats available in size/age range to calculate a meaningful average.

five years in charter, many cats will have 3,000 hours or
more on their engines. Engines, transmission, refrigera-
tion, and charging systems may all need to be replaced.
Bottom repairs will be the most difficult to spot, since
they are often covered well with fiberglass and bottom
paint. Yet there are more good-quality catamarans avail-
able now than ever before, and prices should continue
to come down as more cats leave charter fleets and find
homes with voyaging crews.

As with the different types of monohulls, catamarans
suit the needs of a specific set of sailors. If your plans
call for a large crew (four or more), a catamaran will be
the least expensive way to get a boat with comfortable
accommodation for everyone. If you plan to sail in areas
with light winds, shallow waters, and good anchorages,
a catamaran will offer significant advantages over most
monohulls. But you’ll need to make sure to buy a strong,
structurally sound catamaran, and you may need to rein-
force key structural areas like the rudders and the rigging
(see the Revitalize the Rig section in Chapter 4).

Where Do You Intend fo Cruise?

Different cruising grounds offer different rewards and
present different challenges. A boat well suited to high-
latitude cruising may not perform as well in the tropics.
Knowing where you intend to go helps define which at-
tributes matter most when you’re evaluating boats.

For a tropical voyage with the prevailing trade winds,
a boat needs to sail well downwind. It should be stable
and easy to steer when running dead downwind and have
a variety of downwind sail combinations for everything
from light to gale-force winds. If the crew is to stay cool
in tropical heat and humidity, the boat needs to be well
ventilated, and at least part of the cockpit needs to be
protected from the sun. Shoal draft (less than 5 feet) is
a big advantage in a handful of cruising areas like the



Bahamas and the east coast of Australia. In general, in
the tropics a draft over 7 feet makes it difficult to read wa-
ter depths in coral lagoons and to explore poorly charted
areas without risking running aground.

A boat meant for voyaging in the high latitudes needs
to be able to sail to windward in 25 or 30 knots of wind
and the accompanying seas. You should be able to close
it up like a submarine in such conditions to keep things
dry down below. It also needs to motor efficiently into big
waves to reach a protected anchorage in the calm spells
that precede most serious blows. That means having a
large prop, low gearing on the transmission, and suffi-
cient horsepower (hp), preferably 1.5 to 2 hp per foot of
boat length. Good insulation will prevent condensation
below, and a protected watchkeeping station will keep
the crew out of the cold, rain, and sleet. Most high-lati-
tude sailors prefer rugged metal construction with colli-
sion bulkheads forward and aft to minimize damage from
a hard grounding on rocks or a close encounter with ice.

Shoal draft and a short rig will make transiting the
Intracoastal Waterway (ICW) on the East Coast of the
United States or the many canal systems in Europe much
easier. Bridges limit mast height to 63 feet in many parts
of the ICW, and a draft of less than 6 feet will mean going
aground on fewer mudbanks. For most of the European
canals, a maximum draft of 5 feet 10 inches and beam of
16 feet 4 inches is permitted. If the mast will be stowed
on the deck of the boat, a mast height that doesn’t exceed
the length of the boat by more than 10 or 15 feet is prefer-
able. A ketch rig with a centerboard that reduces draft to
less than 5 feet would work well in either the ICW or the
canals. A multihull would make a good ICW/Bahamas
boat.

What Size Boat Will Suit You?

An overly large boat can ruin a voyage. For each 10-foot
increase in boat length, the hours spent on maintenance
double and boat-related costs triple. Unless you can af-
ford full-time crew, cruising a monohull over 55 feet or a
catamaran over 50 feet will likely force you to pick up ex-
tra crew for passagemaking. In many places, a large boat
will limit the choice of marinas and make it harder to get
fuel and water. The larger the boat, the more likely it is to
sit for long periods of time once it has arrived somewhere.
Very few people take a boat over 55 feet out for a day sail.
All of that means more work and less pleasure.

But an overly small boat can cause just as many prob-
lems. A boat under 30 feet will be uncomfortable and wet
in anything but idyllic conditions. Limited space makes
it difficult to have friends aboard for more than a day or
so, or to take along the personal items and the comforts
and conveniences the crew might want. The lack of stow-

age space can result in a monotonous diet, and the boat
won’t be able to carry much in the way of water, tools, or
spares. Self-sufficiency and cruising range will be more
limited than on a larger boat. The lack of privacy can turn
minor annoyances into irreconcilable differences.

Everything aboard a cruising boat is a trade-off, and
size is no exception. During our circumnavigation aboard
37-foot Silk, she was about average in size for an offshore
cruising boat. At that time, the conventional wisdom was
to buy the biggest boat you could afford, and almost ev-
eryone we met wanted a bigger boat. Those we know who
went cruising a second time all went up 10 feet in length,
from an average of 33 feet to an average of 43 feet (see the
Second Boats sidebar below). We wanted a boat around
42 feet, but we couldn’t find one that met our require-
ments and included a well-integrated hard dodger. At 47
feet, Hawk is just a bit above the average among today’s
offshore boats. Now most of the long-term cruisers we
meet do not want a boat larger than the one they are on.
Instead of the biggest boat you can afford, T would say
that you should buy the smallest boat on which you can
live comfortably.

Our experiences in moving from Silk to Hawk help
clarify the trade-offs between different sizes. By going up
10 feet in boat size, we have gained stability, speed, and
space, but the benefits of these gains, while real, have not
always been exactly what we expected.

o Stability. As discussed in the next section, size does
matter when it comes to stability, but smaller boats

can be perfectly safe as long as their limits are

respected. In conditions where Hawk will hap-

pily keep sailing, we would have hove-to on Silk.

We might not have been making miles toward our

destination, but we would still have been perfectly

safe. Hawk’s stability and her ability to sail well

to windward keep us sailing in a lot of conditions

where she’s far happier than we are. But we have

depended upon that stability to keep us upright
several times in our seven years of high-latitude
cruising, particularly on the 9,000-nautical-mile

Southern Ocean passage eastabout from Cape

Horn to Fremantle, Australia.

* Speed. We've averaged 148 nautical miles per day

on Hawk compared with 117 on Silk, with part of

that increase coming from Hawk’s stability; that is,

her ability to keep going in heavy weather instead

of heaving-to. Yet what does that speed really buy

us? On a 1,500-nautical-mile passage it means

we spend ten days at sea instead of thirteen. That

may sound like a lot, but after the first week, once

we get into the thythm of a passage, a few days

doesn’t make any real difference to us. We still

cannot outrun fast-moving low-pressure systems.
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Our increased hull speed benefits us most where
we least expected it, by extending our coastal
cruising range during daylight hours. We can
now sail some 30 percent farther between ports
during the day, which has greatly reduced the
need to sail at night in reef-, rock-, or iceberg-
infested waters.

Space. Most of Hawk’s 10 feet of extra length have
been devoted to watertight compartments in the

bow and stern and a large sail locker forward. As

a result, we don’t have much more usable interior

length than we did on Silk, but we do have much

more space. Hawk’s 3 feet of extra beam translate
into a tremendous amount of interior volume (see

Table 3-3). The majority of that space is devoted

to stowage: twice as much water and fuel tankage

as Silk carried, three times as much clothing stor-

age, twice as many large compartments dedicated

to food, four times as many bookshelves, and five

times as many toolboxes. This in turn translates

into much greater self-sufficiency. Our extended
cruising range has allowed us to spend up to three
months in remote, uninhabited areas like the Chil-

ean channels.

We knew there would be downsides to a larger boat,
though for our high-latitude, liveaboard agenda, we didn’t
think they would begin to outweigh the benefits, and in-
deed they have not. None of what follows should have
surprised us, but as with the advantages we envisioned,
the reality hasn’t always matched the theory.

e Cost. Costs to buy, fit out, and maintain a boat
roughly triple with every 10-foot increase in size,
as shown in Table 3-3. We averaged about $5,000
per year in boat-related expenses for Silk, but
we've averaged over $15,000 per year for Hawk.
Both numbers are pretty typical for moderately
complex boats of their respective sizes insured at
least part of the time. The initial expenditure to
buy and outfit the boat also tends to triple with a
10-foot increase in boat length.

e Seamanship. Though Hawk is much more stable
than Silk and therefore much “safer” in extreme
conditions, Silk was much more forgiving. If we
misjudged a squall and didn’t get the chute off in
time, we could wrestle the sock down over it and
manhandle it to the deck. If we wrapped the jib
during a jibe, we could unwrap it by hand in light
air and with a winch in windy conditions. But brute
force gets us nowhere aboard Hawk. She requires
much greater forethought, because the forces she
generates quickly become unmanageable and
dangerous. Silk offered the perfect learning envi-
ronment while we made every mistake in the book;
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Hawk demands all the skills we’ve acquired to sail
safely and efficiently.

Fitness. Before we started sailing Hawk, I'd been
of the “bigger boat, bigger winches, no problem”

school. But we quickly discovered that bigger
winches won’t wrestle a larger, weightier anchor
out of a locker; won’t flake and tie down an over-
sized, ill-mannered mainsail; and won’t claw down
and secure a furling sail if the furler breaks. Only
after we moved up to Hawk did I start to notice the
direct correlation between the waterline length of
racing boats and the size of the crews’ necks and
biceps—and those boats have big winches!
o Reliance on mechanical aids. No matter how fit we are,
we still have to rely on mechanical aids to handle
the forces generated by Hawk’s sails and anchors.
Some sort of mechanical device needs to be be-
tween those forces and us at all times: a self-tailing
winch, rope clutch, furler, or windlass. We need
additional leverage from some sort of mechanical
advantage to adjust our checkstays, vangs, and
most of our halyards. We find ourselves constantly
walking a fine line between controlling the forces
on Hawk and becoming dependent on mechani-
cal aids. Adding in-mast or in-boom furling would
greatly facilitate handling our mainsail but would
leave us with few options if it broke.
Scale. On a bigger boat, everything is bigger. When
coiling lines, your hands need to be larger to hold
the loops. You need to be taller to reach the top of

the boom to put sail ties over the sail or to attach

the halyard to the headboard of the mainsail. You

need to be stronger to wrestle an anchor off the

bow or out of a locker. A bigger boat may mean that
smaller crewmembers can’t manage simple things
like putting the sail cover on by themselves.

In considering the pros and cons of moving up 10 feet,
we’ve come to four conclusions:

First, it would have been a mistake for us to have
started out on Hawk. Given our almost total lack of off-
shore sailing experience, we needed a boat that would
help us get out of trouble, not one that would help us get
into it.

Second, somewhere around 40 feet seems to be the
optimal length for a “first” offshore boat. This is large
enough to stow the basics and some luxuries, such as
spare light-air sails and extra fuel and water; to carry a
generator and a watermaker without making major com-
promises in other areas; and to offer guests some measure
of privacy without using the main saloon as a sleeping
area.

Third, it will be fairly obvious if you really need a boat
larger than that. If you have children, intend to have visi-



TABLE 3-3. PRODUCTION OFFSHORE BOAT SIZE AND COST COMPARISON

Boat length 25.0 ft. 35.0 ft. 450 ft. 55.0 f.
LWL at 0.8 LOA 20.0 ft. 28.0 ft. 36.0 ft. 44.0 f.
Beam 8.5 ft. 11.5 ft. 14.0 ft. 15.5 ft.
Displacement' 5,400 |b. 12,000 Ib. 24,000 |b. 42,000 |b.
Length—beam ratio 2.94 3.04 3.21 3.55
Displacement-length ratio 301 244 230 220

Cabin area? 120 sq. ft. 240 sq. ft. 360 sq. ft. 480 sq. ft.
Stowage volume? 120 cu. ft. 360 cu. ft. 720 cu. ft. 1,200 cu. ft.
Berths (singles, doubles) 3,1 2,2 2,2 2,3

Heads, separate shower 1,0 1,0 2,0 2,1
Tankage (fuel, water) 20, 40 gal. 40, 80 gal. 150, 100 gal. 200, 200 gal.
Engine size* 14 hp 30 hp 60 hp 105 hp
House battery bank 100 Ah® 200 Ah 400 Ah 800 Ah

Sail area—displacement ratio 17.15 18.31 19.23 19.86

Sail area (main and 130% genoa) 330 sq. ft. 600 sq. ft. 1,000 sq. ft. 1,500 sq. ft.
Mainsail area 132 sq. ft. 240 sq. ft. 400 sq. ft. 600 sq. ft.
Genoa area 198 sq. ft. 360 sq. ft. 600 sq. ft. 900 sq. ft.
Primary winch rating 16 40 53 66

Acquisition price for boat
without additional equipment:

Price (15-year-old used boat)? $25,000 $90,000 $230,000 $365,000
Minimum refit costs” $3,750 $13,500 $34,500 $54,750
Sail costs (main and genoa) $2,000 $5,000 $8,000 $12,000

$30,750 $108,500 $272,500 $431,750

Estimated annual boat expenses:

Insurance $308 $1,085 $2,725 $4,318
Annual maintenance® $1,538 $5,425 $13,625 $21,588
$1,845 $6,510 $16,350 $25,905

'Averages of published values for production cruising boats.

2Cabin area varies in proportion to length X beam.

3Space available for stowage and optional systems; actual values depend upon hull shape and can be significantly lower than shown.
“Sized at 2.5 hp per 1,000 Ib. displacement.

*Ah = amp-hours.

Average prices for quality offshore production boats; calculated based on data for Table 2-8.

Costs to upgrade basic boat structure for offshore (see Chapter 4), estimated at 15% of purchase price.

8Average annual expenditure for voyage of 5 years calculated at 5% of boat value per year.

Source: lllustration courtesy SAIL magazine and Kim Downing.
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THE “AVERAGE"” BLUEWATER VOYAGER

Despite the diversity of today’s cruising fleet,
analyzing large groups of offshore cruising boats
does yield an “average” bluewater voyager. Table
3-4 summarizes the characteristics of four diverse
collections of offshore boats.

The circumnavigator sample consists of the 55
boats we encountered during the course of our two
voyages that completed circumnavigations. Eight
finished their round-the-world trips prior to 1990;
these tended to be much smaller custom-built
boats, thus skewing the sample. For a more up-
to-date and larger selection, I drew the second set
of boats, the SSCA sample, from the Seven Seas
Cruising Association Commodores’ Bulletins. The
336 boats belong to the crews who submitted let-
ters to the bulletins over a two-year period.

Because cruising sailors tend to be conserva-
tive by nature and constrained financially, it takes

many years for innovations to work their way into
the cruising fleet. Neither the circumnavigator
nor SSCA sample generates many insights into
current trends in offshore boats. Competitors in
the Atlantic Rally for Cruisers (ARC) tend to be
both newer and more performance oriented, but
these are still by and large cruising boats. The
Bermuda Race includes a range of vessels that
run the gamut from pure cruising to pure racing;
this sample offers some perspective on where the
cruising fleet may be heading in the next decade.

What can we learn from these samples?

1. Diversity of offshore cruising boats. No single brand
dominates any of these samples. The circum-
navigators range from a 19-foot fiberglass con-
verted lifeboat to a 60-foot wooden schooner
and include 24 custom boats and 31 differ-
ent production boat designs. The SSCA boats

TABLE 3-4. STATISTICS FROM FOUR GROUPS OF OFFSHORE BOATS

Data Source

Group of 55
Circumnavigators

SSCA Commodores’
Bulletins from
12/2001-12/2003

Participants in 2003
ARC

Participants in 2004
Bermuda Race

Sample size

Fiberglass production

55

336

< 40 feet 34 35
40-49 feet 53 52
> 50 feet 13 13
Average length (feet) | 40 42

boats %6 89

Custom boats 44 11

Catamarans 2 2

Top 5 brands Valiant Tayana, Morgan, Island

Packet, Hans Christian,
Amel

191

17

Beneteau, Hallberg-Rassy,
Swan, Oyster, Jeanneau

134

Percentage of boats:

10

Percentage of:

Swan, J/Boat, Farr,
Nelson/Marek, Beneteau

'Minimum length requirements: 30 feet for the ARC; 35 feet for the Bermuda Race.

2Catamarans are not allowed to compete in the Bermuda Race.
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range from a Cal 25 to an 84-foot aluminum
Palmer Johnson ketch and include a stagger-
ing 143 different boat brands. The 191 ARC
participants in 2003 included 63 different
boat models. The most common brands across
all three samples were Tayana, Amel, Swan,
Oyster, Bavaria, Hallberg-Rassy, and Bene-
teau.

. Fiberglass sloops and cutters have become the norm. In
terms of hull material, fiberglass dominated
every sample at over 90 percent of the boats
represented—except among the circumnavi-
gators, where the percentage dropped to 60.
Just as fiberglass has become the dominant
hull material, sloops and cutters dominate the
sailing rigs. More than 85 percent of the boats
in every sample were sloop- or cutter-rigged.
. The offshore cruising fleet is gradually moving toward
more modern types. With the exception of a single
racer/cruiser and a single catamaran, about
two-thirds of the boats in the circumnaviga-
tor sample would be considered traditional
voyagers, with the other third falling into the
performance cruiser category. We have yet to
meet anyone who has completed a circum-
navigation on a cruising sled. This sample
includes the oldest boats, many of which
completed their circumnavigations prior to
1990. Performance cruisers increase to more
than half of the more up-to-date SSCA and
ARC samples, which also include a handful
of racer/cruisers and Dashew hybrids. The
SSCA sample includes 7 catamarans, while
12 catamarans, or 9 percent of the total, com-
peted in the 2003 ARC. Not surprisingly,
performance cruisers and racer/cruisers
dominate the Bermuda Race entrants; more
than half a dozen cruising sleds and all-out
maxi racers also competed. These samples il-
lustrate the gradual shift toward more modern
hull types throughout the offshore fleet.

. Average length is now between 40 and 50 feet. Boats
between 40 and 50 feet make up half to two-
thirds of every sample. Average lengths were
40 feet among the circumnavigators and 42
feet among the SSCA boats. The ARC and Ber-

muda Race entrants averaged 47 and 48 feet

respectively, though minimum length require-
ments bias both samples toward larger boats.
Even after removing the fully crewed, 60-plus-
foot maxi race boats from these two samples to
compensate, both groups still averaged 46 feet
in length. These data suggest that average off-
shore cruising boat length has been increas-
ing, which confirms our own observations.
What can we conclude from these analyses?

Based on these samples, if there were an
“average” voyaging boat, it would be a pro-
duction fiberglass performance cruiser be-
tween 40 and 50 feet long with a cutter or
sloop rig and a modified fin keel and skeg-
hung rudder or a fin keel and strong spade
rudder.

That average length has increased by 10 feet
in the decade we have been out cruising. Among
the circumnavigators, those boats that completed
their voyages before 1990 averaged 32 feet in
length, and none was over 50 feet. Those that fin-
ished in 1990 or later averaged 41 feet in length
and included 7 boats over 50 feet. There are still
a lot more boats under 40 feet voyaging than there
are boats over 50 feet, as can be seen in the cir-
cumnavigator and SSCA numbers, but the ARC
and Bermuda Race data confirm our sense that
somewhere around 45 feet will become the av-
erage for the offshore cruising fleet in the near
future.

Will this trend toward larger boats continue?

We may be approaching the optimum average
length for a shorthanded offshore voyager. After
moving up steadily through the 1990s, the aver-
age length of the boats in the ARC increased only
1 foot between 1999 and 2003. Average length
increased by 1 foot when comparing the circum-
navigators finishing their voyages between 1990
and 1995 and those completing their voyages af-
ter that.

What do these data suggest about future trends
in offshore yacht design? Although performance
cruisers dominate today’s fleet, the “average” boat
will continue to move toward the performance end
of the spectrum as more catamarans, racer/cruis-
ers, and cruising sleds join the offshore cruising
fleet.
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tors or crew aboard more than a third of the time, plan on
“expedition sailing” to remote places for extended peri-
ods, or want to pursue some activity, like scuba diving,
that requires a great deal of space, a larger boat may well
make sense—but only if you're certain you can afford it.

Fourth, boat size needs to be limited by the fitness and
strength of the regular crew. If a furler breaks, the crew
must be able to drop a jib in gale conditions and gather
it on deck. If the electric windlass fails, the crew still has
to be able to retrieve a storm anchor. Otherwise, overall
safety actually decreases in a larger boat. Most experi-
enced couples who don’t want to depend upon crew feel

comfortable with a maximum length somewhere around
50 feet.

What Age Boat Will Suit Your Budget?

Prices start around $300,000 to buy and fit out a new 40-
to 44-foot fiberglass production monohull designed and
built for offshore sailing. That increases to $400,000 for
an offshore-capable catamaran in the same size range. A
custom boat costs even more. Most new semicustom or

custom boats end up costing double what a similar-sized
production boat would have cost, and unless a name de-
signer and boatyard are involved, that difference won’t be
recovered when the boat is sold.

If these numbers shock you, don’t despair. Most cruis-
ers who have to live within a budget end up buying a used
boat and refitting it partially or completely. Assuming you
have settled on a boat type and size range that suits your
needs and is realistic given your budget, then the boat
budget you calculated in Chapter 2 will determine how
old a boat you buy as well as how much of that budget
goes into the boat and how much goes into the refit.

The dozen crews we know who spent less than $100,000
buying and fitting out their cruising boat fall into three
categories. A very few built the boats themselves; most of
them built steel or cold-molded boats around 40 feet long.
A larger group bought a 25-plus-year-old, 35- to 45-foot
boat, stripped it to a bare hull, and refitted it themselves.
In either of these cases, if any sort of monetary value were
put on the time the owners invested, the cost of the boat
would at least double. The half-dozen cruisers we know

who spent less than $50,000 all bought a 20-year-old or

TABLE 3-5. COMPARISON OF TRADE-OFFS IN BUYING BOATS OF DIFFERENT AGES

Nearly New (<10 years)

Middle-Aged (10-20 years old) | Senior (20+ years old)

Percent of purchase price 10-20
invested in refit

Percent of labor supplied by 20
owner

Average time spent refitting 3-6

boat (months)

Pros e All-but-new boat
e Up-to-date equipment
o Takes the least time
Cons * Paying for equipment you may not

want
* Won't be able to change basic boat
* Will have to fix someone else’s
mistakes

Purchase price for 40- to $265,000
44-foot boat'

Estimated refit costs? $40,000
Total Boat Budget $305,000

Sample budget:

30-50 50-100+
40 90
6-12 13-24

o Lowest investment of money
o Invest only in the equipment you want
e Can upgrade basic boat

 Much less expensive than “nearly
new”
o Takes much less time than “senior”

® Equipment may be dated o Takes the most time and effort
¢ Won't be able to change basic boat
* Will have to fix someone else’s

mistakes

$190,000 $115,000
$75,000 $85,000
$265,000 $200,000

"From Table 2-8.

ZBased on midpoint of ranges shown above; does not include owner’s labor.
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older boat under 35 feet long and did only what was ab-
solutely essential to get out cruising.

Most people lack the mechanical skills to build or out-
fit a boat themselves. Their time is far better spent earning
money at their jobs and using that money to pay others to do
the refit. These people may still come up with a bargain rela-
tive to the market value of the boat, but they’ll either have
to be very patient or very lucky. Bargain boats range from
almost new boats exhibited at a series of boat shows to “total
loss” hulls purchased from an insurance company after a
hurricane (see the “Bargain” Boats section in the resources
for this chapter in Appendix 1). Most cruisers end up paying
for what they get, and they get a boat of an age that fits their
budget. Table 3-5 illustrates the trade-offs.

It’s easy to underestimate how much you will need to
spend refitting and equipping the boat once you’ve pur-
chased it. The Refit Costs: Some Rough Figures sidebar
in Chapter 2 gives some ballpark estimates for refitting
and equipping a 40-foot, 20- to 30-year-old boat. Part 11
details the refits for Simplicity, Moderation, and Highlife
to illustrate the costs of equipping and refitting boats in
these three age groups.

If you don’t want to go with a “senior” boat, but your
budget won’t stretch to a “middle-aged” one, then you
should probably take another look at size. If you can find
a way to make do with a boat 5 feet shorter, you will be
able to afford one that isn’t quite so dated.

Whatever approach you take, the economic equation
won’t be complete unless you factor in the eventual re-
sale value of the boat. Boats are not investments: they
don’t appreciate in value. But some cruising boats hold
most of their value through a three- to five-year voyage,
while others will decline by well more than half their pur-
chase price in that period. If the boat will represent a
large fraction of your total assets, the money you get out
of it when you stop cruising has to be a key consideration
in your purchase decision. Cruising almost never means
a step up the economic ladder, but it shouldn’t push you
back down several rungs either.

Resale value is another reason so few cruisers leave
aboard a new boat. Just as cars lose a significant por-
tion of their value the minute they drive off the dealer’s
lot, boats depreciate substantially as soon as they leave
a builder’s yard. That value is lost forever no matter how
well the boat is taken care of over the course of its life.

Resale value can be maximized in one of two ways.
A “nearly new” brand-name boat designed by a name
designer and built by a reputable builder that is still in
business will cost significantly more to purchase but will
hold its value better than any other type of boat. Alter-
natively, a fully depreciated, 20-year-old or older boat
with a brand name respected in the cruising community
will cost much less to buy initially and will depreciate

little while you’re out. But if resale value is your primary
concern, don’t make the mistake of investing too much in
refitting such a boat, for these boats tend to have an up-
per price limit beyond which the market will not go.

EVALUATING INDIVIDUAL BOATS

As should be clear from the last section, boats of almost ev-
ery conceivable type, keel configuration, rig, hull material,
and length make successful voyages. While these character-
istics can help define the boat that best suits you, they don’t
matter much in determining the general success or failure of
a specific boat for offshore sailing and liveaboard cruising.
The things that really do matter are less straightforward and
harder to quantify than the depth of the keel or the number
of masts. They include the boat’s stability, its durability, its
design and layout, and its sailing ability.

Screening Criteria: Stability and Durability

In an ideal world, you would do nothing over the course
of the next year but look at boats in order to figure out
what you really want. You would spend several days go-
ing over every detail of each candidate’s construction and
then take each one on a passage and evaluate its sail-
ing performance and layout in everything from calms to
gales. But in the real world, you’ll be lucky if you thor-
oughly inspect a dozen boats sitting on the hard and get
out sailing for a couple of hours on the boat you end up
buying. That means making sure the few boats you do
examine and the one or two boats you sail are the right
boats. A set of screening criteria can help identify boats
of interest and eliminate others.

The attributes discussed in the Narrowing the Field
section above will all become screening criteria. The val-
ues shown in Table 3-1 for the various ratios can be used
to identify boats of a specific type. Appendix 3 explains
how to calculate these values. Your budget and the age
range of the boats you have decided to consider will also
be used to screen out boats, as will any special require-
ments related to where you intend to cruise or how you
intend to use the boat.

This section attempts to come to grips with something
far less tangible than size or age but at least as important:
seaworthiness. This concept includes stability (the ability
to stay upright when the sea would have it otherwise) and
durability (the ability to take the constant punishment
the sea delivers). Though both are difficult to evaluate, I
give you some objective measurements for each to use as
a further screen in your boat selection.

Taken together, the screening criteria should help you
narrow your search to a couple dozen specific boat brands
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that meet all your requirements. If you have access to the
Internet, you can reach this list without leaving your desk
chair. Many brokerage sites, like those listed in the Boat
Brokerage Websites section in the resources for Chap-
ter 2 in Appendix 1, provide most of the information you
need to work through your screening criteria, including
walk-through photo tours that let you evaluate a boat’s
layout against your needs.

But most people prefer to get a feel for boats in per-
son. They start their search by opening the net wide and
learning everything they can about as many different
boats as possible. They go to boat shows and stand in
line for hours to see a variety of interiors and to listen
to the questions experienced voyagers ask salespeople.
They order brochures for dozens of new boats and spend
hours comparing ratios and specifications. They read all
the boat reviews in all the sailing magazines and surf
the Internet looking for owner’s groups, sailing bulletin
boards, and searchable databases of brokerage listings.
They compile exhaustive lists of everything the boat must
have, then scratch out the entries and start again after
talking to another expert or reading another book. If all
this sounds familiar, then you’re already well launched
into your search.

Make as much use as possible of the wealth of infor-
mation within the cruising community. Most sailors love
to talk about their boats and are flattered to be asked.
If you see a boat with scuffed topsides and a battered
dinghy, ask the people aboard where they’ve been, and
the conversation will almost certainly take off from there.
You won't fully appreciate the willingness of cruisers to
help those who'd like to join their ranks until you experi-
ence it for yourself. And you’ll remember it when you get
out on your own boat and someone stops by and shyly
asks how it has performed for you.

Even if you’ve already decided you want a name-brand
fiberglass performance cruiser built for offshore sailing be-
tween 40 and 43 feet long and less than 15 years old with
shoal draft and a two-cabin layout, you still have a vast
array of cruising boats to choose from. At first, it can seem
impossible to sort out opinion from fact, entrenched dogma
from valuable experience. But the more boats you see—
and the more you actually manage to sail—the clearer the
picture of your ideal boat will become. Eventually you’ll be
ready to look seriously at a short list of boats.

Stability

Stability—a boat’s ability to stay upright despite a sud-
den squall or large seas combined with its willingness
to come back upright if knocked down—is the ultimate
measure of seaworthiness. Almost as much has been writ-
ten about stability as about boats in general, and even
less of it is helpful in picking one boat over another.
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An incredible variety of boats have successfully com-
pleted long voyages; many of these craft would barely be
considered seaworthy by most cruisers today. In our trav-
els, we have met sailors who have crossed oceans in open
boats, some little more than dugout canoes; in 20-foot cat-
amarans affording only a bit more shelter than a beachcat
or Hobie Cat; in converted lifeboats less than 20 feet long;
and in a huge variety of small, homemade boats under 25
feet long, some of which weighed little more than a couple
of tons. A few minutes spent considering any of these boats
keeps me from getting dogmatic about that elusive quality
called “seaworthiness.” They remind me that just about
any boat can successfully sail offshore, as long as its crew
respects its limits and sails it wisely.

That’s not to negate the seriousness of the question
of picking a boat to which you will entrust your life. As
poorly understood as it is, stability represents one of the
only measures of how well a boat will stand up to extreme
conditions. Coastal sailors encounter stability issues
when they don’t put enough weight on the rail during a
heavy-weather race or when they broach while carrying
a chute. Inshore, such events are exciting; offshore, they
are terrifying and potentially life-threatening.

An offshore boat needs to stay upright. If it is rolled by
an exceptionally large wave, a monohull needs to come
back upright within less than 2 minutes, the length of
time most of us can hold our breath. In theory, a boat’s
stability is determined by her size, hull shape, center of
gravity, buoyancy, and a host of other factors. In prac-
tice, many dynamic factors affect stability, including the
shape and speed of the waves and the inertia created by
the mast and keel in a roll.

Figure 3-7.
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Designers use various measures to describe a boat’s
stability. The righting moment or stability curve shows
how much additional force is necessary to heel the boat
through each degree of a 180-degree roll (Figures 3-7
and 3-8). The amount of force required to make it heel
the first degree is called its initial stability. Each addi-
tional degree of heel requires more force, so the curve
slopes steeply upward for the first 50 or 60 degrees of
heel.

The curve levels off where the greatest force is re-
quired to roll the boat one more degree. This is called
the boat’s angle of maximum stability—just under 70
degrees for the Malo 45. After that, it takes less and less
force to make the boat heel another degree. As the boat
continues rolling, it reaches a point where it will con-
tinue over rather than come back upright, even if no more
force is applied. This occurs where the curve crosses the
X-axis and is called the limit of positive stability (LPS) or
the angle of vanishing stability (AVS), about 132 degrees
for the Malo 45.

Note how much difference size makes in Figure 3-7
and Table 3-6. On average, the absolute force required
to heel a boat 1 degree and keep heeling it through each
additional degree doubles with each 5-foot increase in
length for boats with similar DLRs. The same is true
for catamarans, which explains why cruising boats of
any type over 50 feet so rarely get capsized or knocked
down beyond the horizontal. Also note how much more
force it takes to capsize a modern catamaran versus a
modern monohull of the same overall length (Figure
3-8). Catamarans are inherently much more stable than
monohulls—whether right side up or upside down.

The governing bodies of offshore racing agree that a
40-foot monohull should have an LPS of at least 120 de-
grees, meaning that it can withstand a knockdown 30 de-
grees beyond the horizontal without capsizing. This num-
ber is considered the minimum because, if inverted, such
a boat will right itself in under 2 minutes, before any crew

TABLE 3-6. COMPARISON OF STABILITY MEASURES'

FOR DIFFERENT-SIZED BOATS WITH SIMILAR DLRs

Boat DLR Initial Stability | Stability Ratio
Contessa 35 238 881 ft. Ib. 4.2
Valiant 40 253 1,382 ft. |b. 3.0
Stevens 47 250 2,831 f. Ib. 2.6

"From USSAs Performance Characteristics Profile of the North American IMS
Fleet (2004 edition); averages for all measured boats of that type.
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Figure 3-8.

Stability curve for a 35-foot mulfihull versus a 35-foot monohull.

trapped under the boat can drown. For offshore sailing,
smaller boats require a higher limit because their lighter
displacement means the absolute magnitude of the forces
necessary to capsize them are lower (Figure 3-7, Table
3-6). The minimum recommended LPS for traditional de-
signs under 40 feet can be approximated by 160 degrees
minus the waterline length of the boat in feet.

Once a boat is completely upside down, at 180 de-
grees in Figure 3-7, it is again stable. What matters at
that point is how much force is required to bring it back
upright. A catamaran is at least as stable upside down as
right side up; while it takes more to capsize it initially,
once capsized it’s going to stay that way (Figure 3-8).
A cruising monohull is designed to be unstable upside
down; a small amount of force will get it to return to its
proper orientation. In righting itself from 180 degrees, it
needs only to reach its LPS before the forces will carry
it back around. In a good design, the weight of the keel
acts like a pendulum when the boat’s inverted. If a wave
rolls the boat just a little bit, the keel helps carry the boat
through the LPS and back upright.

The stability ratio measures how easily the boat will
come back upright once it has reached an inverted posi-
tion. It is calculated by dividing the area of positive sta-
bility (the area under the curve and above the X-axis) by
the area of negative stability (the area over the curve and
below the X-axis). The higher the number, the faster the
boat will return upright once rolled to 180 degrees.

On well-designed monohulls, the area under the curve
is much larger than the area over the curve (Figure 3-7).
Monohull stability ratios range from just over 1 to as high
as 10 and vary a great deal even among boats of similar
DLRs (Table 3-6). In Figure 3-7, the ratio for the Malo
36 comes out to 5.7 (3.76 + 0.663); for the Malo 45, it’s
over 8 (9.358 + 1.158). An offshore boat should have a

ratio over 2.
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Stability curves contain a wealth of information and
would be exceptionally useful in evaluating offshore
boats if they were readily available and if the way the
measurements and calculations were performed could
be standardized. Since no one actually rolls their boats
through 180 degrees to measure the forces required (ex-
cept participants in some single-handed offshore races),
the curve comes from a few objective measurements and
a lot of theoretical calculations. Very few manufacturers
put together stability curves for their boats, and when
they do the calculation methodologies vary widely, mak-
ing them almost impossible to compare.

There have been moves to create a uniform standard
for generating stability curves, and in Europe the Inter-
national Standards Organization (ISO) has been working
on a sophisticated stability index they’ve dubbed STIX.
The process is highly political. It will be many years be-
fore the industry comes to agreement and comparable
curves become available for all new production boats.
Even then, reliable, standardized data will continue to be
difficult to obtain for used boats.

Given this lack of data, how do you go about deter-
mining whether a boat youre interested in has sufficient
stability to be trusted offshore?

The easiest way is to find out how sister ships have
actually performed. The manufacturer, owner’s groups,
Internet cruising websites, and boat show seminars all
offer opportunities to meet and “chat” with people who
have cruised aboard the make and model of boat you are
considering. A dozen or so sister ships that have success-
fully circumnavigated or completed long voyages do not
certify that model as Southern Ocean—capable, but they
almost certainly indicate the vessel has sufficient stabil-
ity for offshore sailing. If you're considering a multihull,
this will be about the best information you can get in con-
junction with any stability curves the manufacturer has
created, but if you're considering a monohull there are
other ways to assess stability.

The second easiest way to determine monohull sta-
bility is to calculate the boat’s capsize screening value
(CSV). This ratio was created following the disastrous
1979 Fastnet Race, when a Force 10 gale went through a
fleet of 303 boats, sinking 5, rolling 18, and killing fifteen
sailors. In the race’s aftermath, the United States Yacht
Racing Union (now the U.S. Sailing Association—USSA)
and the Society of Naval Architects and Marine Engi-
neers developed the capsize screening value to quantify
the “risk of being unduly easily capsized and the risk of
sticking in the inverted position for an extended period
of time.” The CSV is calculated by dividing the cube root
of the boat’s displacement volume (in cubic feet) into its
maximum beam: CSV = MB + (D + 64)"*. The lower
the value, the less likely it is that the boat will be prone
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to capsize, with 2 considered a maximum value for an
offshore boat.

This formula offers a quick and easy way to get some
feel for a boat’s stability; however, the ratio does not take
into account the distribution of weight in a boat, and it
penalizes beam quite heavily. It will give two boats of
the same beam and displacement the same rating even
if, in one boat, the weight is above the waterline, and in
another boat, half the weight is in a bulb at the bottom of
a 10-foot keel. As a result, the CSV should not be con-
sidered a definitive measure, especially with respect to
more modern, beamier hull types like racer/cruisers and
cruising sleds.

Beyond this, the only source of consistent, useful sta-
bility data for used boats is fleet data from rating agencies
such as the U.S. Sailing Association and the Royal Ocean
Racing Club (RORC). If the boat you are considering or
a sister ship has ever been measured for racing by one of
these organizations, you can purchase a rating certificate
that will include basic stability information.

To examine the stability characteristics of a wide va-
riety of boats in order to narrow your choices, purchase
USSA’s Sailmakers’ Listing of IMS Yachts (see the Per-
formance Information section in the resources for this
chapter in Appendix 1; the RORC used to offer similar
data for their fleets but unfortunately no longer does so).
While the calculation methodologies can always be de-
bated, fleet statistics offer comparable data for evaluating
many boats on consistent though static measurements.
As USSA itself cautions, “No account is made for any of
the dynamic factors which accompany capsizes.”

Based on all these data, we should be able to identify
specific design features that increase stability. But char-
acteristics that increase stability are complex and not al-
ways consistent. A deep hull increases the angle of maxi-
mum stability but decreases the amount of force the boat
can withstand at that angle. A wide beam increases ini-
tial stability but makes the boat less likely to right itself
after a capsize. Lowering the center of gravity by putting
much of the ballast at the bottom of the keel would seem
an obvious way to increase stability, yet some researchers
claim that this can create a flywheel effect that carries
the boat past its limit of positive stability and contributes
to capsize. Potential long-distance cruisers end up with
few clear rules to follow when selecting a boat.

Only size seems to correlate consistently with stability,
as the earlier righting moment curves demonstrated. This
is not surprising given that the kinetic energy to capsize
a boat will vary as the fourth power of boat length. That
means that a 60-foot sailboat can absorb sixteen times as
much kinetic energy from a wave crest without capsizing
as a 30-foot boat. The exact relationship between size and
stability has been demonstrated for monohulls using tank



testing, the results of which are discussed in the Break-
ing Waves and Rogue Waves section in Chapter 22.

But small boats can meet minimum stability require-
ments given adequate displacement. Table 3-7 shows the
stability characteristics of two groups of boats, the first
around 35 feet long and the second around 50 feet long.
Boats in bold do not meet some or all the recommended
stability criteria for offshore sailing. As this table illus-
trates, traditional boats (with DLRs over 300) around 35
feet long are more likely to meet the criteria than those
with lower DLRs. Fifty-foot boats can rely on length to
give them adequate stability even with DLRs less than
100. Very few cruising boats with waterlines of 50 feet
or more fail to meet the minimal requirements shown in
Table 3-7. Stability is probably the single biggest rea-
son why the ULDBs now starting to infiltrate the cruising
ranks tend to be at least 50 feet long.

Thus, length and displacement seem to be the only two
design factors that correlate unequivocally with stabil-
ity, and it is possible to make up for a lack of one with
the other. Heavy, small boats and light, large boats can
both be stable enough to weather extreme conditions off-
shore.

Many boats that do not meet the stability criteria
shown in Table 3-7 have successfully completed long
voyages. On an average trade wind circumnavigation
timed to avoid both tropical cyclones and winter gales,
only a handful of people will be unlucky enough to test
their boat’s limits. This is not true in the high latitudes.
Of the 18 boats we know that completed Southern Ocean
passages, more than half were knocked down past the
horizontal at least once during their voyage. Given the
consequences of not staying upright, most cruisers will
want to add these basic stability guidelines to their search

TABLE 3-7. COMPARISON OF STABILITY MEASURES FOR SIMILAR-SIZED BOATS

Boat DLR’ Righting Moment at

1 Degree of Heel'

IMS Stability Index? | Stability Ratio’ csv

Recommended value

Crealock 34 344 707
Tartan 34 332 641
Bristol 355 326 792
Catalina 34 252 885
Contessa 35 238 881
Hunter 34 236 822
Baltic 35 211 737
J/34 210 588

Around 50 feet:

Hood 50 320 2,197
Beneteau 51 210 2,997
1/160 130 3,355
Santa Cruz 50 82 1,500

Around 35 feet:

> 120° >2 <2

128.5° 4.0 1.68
120.9° 2.5 1.77
126.7° 3.3 1.76
113.9° 2.1 1.95
127.5° 4.2 1.87
117.0° 2.4 1.97
110.3° 1.8 2.07
106.7° 2.0 2.29

131.7° 3.1 1.63
126.9° 3.2 1.86
124.9° 2.6 1.78
124.1° 2.6 1.84

"From USSA’s Performance Characteristics Profile of the North American IMS Fleet (2004 edition); averages for all measured boats of that type.
IMS limit of positive stability adjusted for the boat’s size and beaminess relative to displacement.
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criteria. For a high-latitude voyage, stability should be
close to the top of the list.

Durability

An offshore boat needs to be rugged enough to stand up
to the constant punishment of sailing 5,000 to 12,000
miles per year, year after year. Even boats with good
track records designed and built for offshore sailing re-
quire constant maintenance and attention to keep them
up to the task. Taking a production offshore boat voyag-
ing, no matter how well built, is like taking a stock Jeep
in the Paris-to-Dakar rally. Taking a coastal boat is like
trying to do the rally in an economy car.

A well-built offshore boat should get you through a cir-
cumnavigation without needing serious structural work
halfway around the globe. What you want to avoid are
major failures that require you to remove half the interior
or to sit on the hard for six months or more—bulkheads
pulling away from the hull, compression around the mast
step, a failed hull-to-deck joint, extensive delamination,
large-scale osmotic blistering, and so on (see the Com-
mon Structural Problems in Older Boats sidebar oppo-
site). These are the kinds of things that can easily ruin a
voyage or end it altogether when the money runs out.

The best way to avoid these problems is to invest in a
really good marine surveyor who can evaluate the boat’s
suitability for the voyage you plan to take. Even if you are
buying a new boat, you should hire a surveyor to inspect
it before it leaves the factory. We have seen brand-new
boats in which a mast was off center by almost 4 inches,
an improperly wired electrical system caused a fire within
a few months of purchase, and missing structural string-
ers around a keel caused leaking through the keel bolts
on the first offshore passage. Organizations that can help
you find a qualified marine surveyor are listed in the Ma-
rine Surveyors section in the resources for this chapter in
Appendix 1.

If you’re buying a wood or metal boat, you’ll need to
hire a surveyor who specializes in these materials. For any
boat, you’ll want to check references and ask around to
be sure you’re getting someone competent. Your friendly
neighborhood boatyard manager will probably have opin-
ions on local surveyors. Ask surveyors about their past
experience, areas of expertise, and what boat brands they
are most familiar with. Also ask them for a sample of a
past survey (with the owner’s information blacked out)
so you can evaluate their professionalism and thorough-
ness.

A good survey costs from $12 to $15 per foot in the
United States. Most of us can only afford to survey the
boat we really believe we’re going to buy, which means
we hope to have eliminated any boats with major prob-
lems before a surveyor ever sees them. Information from
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others having experience with the model of boat under
consideration is the best way to do this.

As with stability, a half-dozen boats of a specific model
that have completed long offshore voyages can be taken
as necessary—but not sufficient—proof of the boat’s du-
rability. Here’s where it really pays to get on the Internet
and track down other owners. Just “eavesdropping” on an
owner’s group will offer a wealth of information on how
many boats have actually done extensive offshore voyag-
ing and the problems they encountered. It will also put
you way ahead on figuring out what you’ll need to do after
you buy the boat by giving you firsthand knowledge of
how other people have refitted the same model for off-
shore, what kind of work other owners have needed to do
after two or three years of voyaging, and typical structural
problems among older boats and how to fix them.

Major yachting magazines, including Cruising World
and Yachting Monthly, offer services to put you in touch
with owners willing to talk about their experiences.
Contact the manufacturer as well—if a sister ship has
completed a circumnavigation, the manufacturer will
probably be using that fact in its advertising. See if the
company will give you contact information for people
who have done major voyages on the boat model you’re
considering. The Information on Specific Boat Brands
section in the resources for this chapter in Appendix 1
offers some other ideas on where to start looking for more
information.

When you find anyone who has cruised the boat for
several years, ask the owners the following questions:

e How old was the boat when they bought it? What

did they do to refit it before they left?

e Did they do a refit while cruising? What did they
do?

e If they were to refit the boat for another long voy-
age now, what would they do?

¢ Did they have any problems with osmotic blister-
ing? Delamination? Galvanic corrosion? Rust?

Electrolysis? Leaking through the toe rail or hull-

to-deck joint? Compression under the mast? Keel

attachment? Rig failure?

Finally, before you start looking at individual boats,
read Chapter 4, which examines the most common up-
grades that need to be made to older boats and provides
a basic checklist for evaluating the durability and struc-
tural integrity of any boat.

Bear in mind that no boat is ever trouble free; every
boat has minor issues you will need to address during the
refit. The goal is to find any major structural problems
that would undermine durability. But also, you want to
know about any specific weaknesses you’ll have to deal
with on that boat, to weigh those against the weaknesses
of other boats you’re considering, and, if you buy that



COMMON STRUCTURAL PROBLEMS IN OLDER BOATS

mid-1970s, will not have core problems. In
the last decade or so, high-quality produc-
tion boatbuilders have learned to replace
the core with solid fiberglass where fit-
tings pass through the decks. These boats

A good surveyor should uncover any of these
structural problems common on many older boats.
Most of them can be fixed for a price, but you’ll
want to take into account the cost of the repair
when you’re purchasing the boat.

e Osmofic blistering. Many older fiberglass boats
develop blisters under the waterline where
water has penetrated the fiberglass. The
problem can range from a few large blis-
ters to a “pox” of smaller blisters cover-
ing the entire hull. To fix blistering, the
affected area has to be stripped back to
dry fiberglass and new layers of fiberglass
applied. A few large blisters will not be
costly to repair, but a full peel job on the
entire underbody can cost tens of thou-
sands of dollars. It can take up to a year for
the hull to dry out completely, so the proj-
ect will need to be undertaken in a heated

shed in colder climes. A badly blistered

should have problems only if a previous
owner added a fitting through a cored area
without properly sealing the core.

Bulkheads adrift. The bonding attaching bulk-
heads to the hull on older boats will of-
ten have broken down, leaving the bulk-
head floating free and not supporting the
structure of the boat. These bulkheads
will need to be rebonded to the hull. The
bonding itself is not particularly complex
or expensive, but removing the interior to
get to the edges of the bulkhead turns this

boat can be a bargain for someone with the Flgure g o L
time and money to fix it, but it will be a fi- w;:fgllr:lgssblr)z\gin fluid indicates balsa core failure in the bows of a 30-year-old

nancial nightmare for anyone who did not
realize what they were buying.

e (ore domage. Most fiberglass boats built
since the mid- to late 1970s use a sand-
wich of fiberglass on either side of a light-
weight core for the decks and, in some
cases, for the hull. Balsa was a common
coring material in the early years; later,
foam became popular. If water penetrates
a balsa core, it will rot (Figure 3-9); if it
penetrates a foam core, the foam will turn
to mush. The result will be soft, spongy
places in the hull or deck, often accompa-
nied by a bump or blister in the fiberglass.
Most core failures occur where a deck fit-
ting passes through a cored area that has
been improperly sealed, allowing water to
penetrate the core. Almost all older cored
boats will have a few small areas of core
failure, generally around deck fittings.
The damaged core needs to be removed
and replaced with chopped fiber and ep-
oxy resin. This is time consuming and will
be costly if a yard does it for you. In the
worst case, the core can become so satu-
rated that entire areas of the hull and deck
have to be replaced. Solid fiberglass boats,
which include most boats built before the
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Chapter 3 A BLUEWATER-CAPABLE YACHT

67



into a major project. Be prepared to find
structural problems or rot in bulkheads on
boats over 20 years old. Small areas can
probably be patched with new wood and
fiberglass, but if the whole bulkhead is
compromised, it will need to be replaced.

e leaking hull-to-deck joint. Most sealants are
designed for a working life of only ten to
fifteen years, so many hull-to-deck joints
begin to leak around that time. The least
expensive way to fix this problem is to
glass over the entire thing. If this is not
possible, a leaking hull-to-deck joint could
be quite costly to remedy.

e Chainplate problems. On most good offshore
boats, the chainplates pass through the
decks and are through-bolted to a solid
piece of stainless steel, which is in turn
bolted to a reinforced structural member
called a knee. Any rot in the knees or any
corrosion or cracking in the stainless steel
at the knee or the chainplate can lead to a
failure of the chainplate, which could bring
down the mast. As with bulkheads, fixing
the problem is a good deal easier than ac-
cessing the area in the first place. If a good
part of the interior has to be removed to
reach the knees, this could be a costly fix.

boat, to learn ways to reinforce and upgrade these areas
before you head offshore.

Bluewater Survey

Once you narrow the field to specific boats, you will
want to do your own inspection of the boat to see how
it matches up to your expectations. The bluewater sur-
vey that follows pinpoints critical differences between a
successful offshore voyager and a coastal cruiser. These
details make for a safe, workable, comfortable cruising
home; most apply to any monohull or multihull from less
than 30 feet to more than 60 feet long. If your current
boat meets the general requirements for stability and du-
rability, see how it fares against the criteria below.

The survey that follows will not help you assess the
construction quality of a boat or allow you to identify po-
tential defects. That needs to be left to a qualified sur-
veyor performing a professional structural and mechani-
cal survey after you've decided to make an offer. But it
will help you evaluate how the boat at hand will meet the
demands of offshore voyaging and liveaboard cruising.

Whenever you look at a boat, ask for the owner’s man-
ual, all maintenance records, and the most recent survey
available. The existence of an owner’s manual and main-
tenance records suggests that the owner cares about the
boat. The condition of the maintenance records and their
content will give you a good feel for how well the boat
has been cared for over the course of its life. If nothing
else, it should tell you how many hours are on the engine
and how well it has been serviced, at least by the current
owner.

Although you cannot implicitly trust a survey that a
buyer has in hand, its age and the comments in it can
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give you some useful information. If the survey is more
than five years old, you should probably discount it com-
pletely except to see if the surveyor’s recommendations,
if any, were carried out by the owner. Any survey for off-
shore insurance purposes that is less than two years old
will provide useful information.

Given a seaworthy, structurally sound hull capable
of accommodating you and your proposed crew, almost
everything else can be upgraded, changed, or fixed. But
if the boat lacks most of the items in the bluewater sur-
vey that follows, the cost to make it offshore capable may
prove prohibitive.

Sea-Safe Deck Layout

The boat’s decks become your entire world at sea. They
must offer a safe, comfortable environment even when
chaos reigns just beyond. Each area needs to be well de-
signed to meet its function: the cockpit must keep crew-
members secure and comfortable, the side decks must al-
low free movement forward and aft, and the bow platform
must facilitate anchoring.

Secure cockpit. The cockpit gets used constantly, at
sea and in port. In port you might like to have a comfort-
able cockpit that holds a small crowd. But at sea, you
must have a small cockpit that drains quickly. With a
boat between 35 and 40 feet, a properly sized cockpit
seats up to seven people comfortably without using the
coamings or coach roof as auxiliary seating.

A good offshore cockpit on a monohull has a bridgedeck
or high sill to prevent a boarding wave from going be-
low (Figure 3-10). The first or second hatchboard should
come level with the top of the coamings to prevent down-
flooding into the interior, and you should be able to enter
the cabin without removing those boards.



Figure 3-10.

The cockpit on this Cal 39 is properly sized for offshore work yet large enough for
entertaining.

Cockpit drainage matters on every boat, but it matters
most on smaller monohulls with poorly protected cock-
pits. Larger boats have enough buoyancy to support the
weight of water their cockpits can hold, but smaller boats
lose responsiveness and buoyancy if their cockpits are
filled with water and may end up being rolled or flooded
by a subsequent wave. Cockpit drains need to be large
enough to empty the cockpit in 2 minutes or less after
it has been filled to the level of the coamings by a large
wave.

If there’s a wheel, there should be at least 18 inches
of standing room behind it and a way to brace your feet
when the boat is heeled. On a catamaran, the helm should
be positioned so the helmsman can see the bows and side
of the boat for ease of docking. There should be a seat for
the helmsman as well as comfortable watch positions un-
der the dodger. On a monohull, the cockpit seats should
be long enough to allow an adult to lie down on them and
close enough together to brace your feet against one when

sitting on the other. That means the seats should be about
6 feet long and a bit over 2 feet apart.

On most boats, the single biggest openings through the
deck are for the cockpit lockers. Locker hatches should
be watertight, reasonably sized, well secured, and fully
protected by the coamings. Ideally, the lockers should
not communicate directly with spaces below and should
drain overboard. Otherwise, a lost locker hatch could
lead to a sinking in heavy weather.

On a daytime watch in the tropics, your primary con-
cern will be shade. Many voyagers’ second offshore boat
includes a well-ventilated hard dodger or pilothouse (see
the Second Boats sidebar below). Short of a permanent
structure, the cockpit must include some provision for
rigging a canvas shade that can be securely stowed in
storm conditions.

Safe decks. A safe deck is one that keeps crew from
going overboard in any ordinary circumstances at sea.
The single most important element in helping crew stay
on deck is not lifelines, stanchions, handholds, or foot-
holds—since none of these will help a crewmember who
loses his or her footing—but nonskid. A good nonskid
pattern molded into the deck of the boat is ideal. Other
types of nonskid will need to be revitalized on older boats
as discussed in the On Deck section in Chapter 4.

After good nonskid, deck safety depends upon a de-
sign that will keep crew aboard at sea as shown in Fig-
ures 3-11 and 3-12. Both of these side decks include all
of the following:

e Wide, unobstructed deck from bow to stern. A good off-
shore side deck measures at least 18 inches wide
and is unobstructed from bow to stern. Boats with
high coach roofs and steep cabin sides will need
even wider decks to allow a person to pass along
them when the boat is heeled. To test the side
decks, try walking the length of the lee side deck
with the boat heeled 20 to 30 degrees.

o Strong handholds always within reach. A person should
be able to reach a handhold strong enough to take
his or her entire weight from any position on the
deck. Acceptable handholds include dedicated
handgrips along the coach roof, stays, stainless
steel bars near the mast, or stainless steel cages
over dorade vents (which also keep sheets from
fouling the cowl). Lifelines should never be used
as handholds because of the chance of their break-
ing. Walk around the boat and consider the com-
mon problem areas: stepping onto the side deck
over the coaming, between the coach roof and the
staysail stay, and at the mast.

* High toe rail or bulwark that does not trap water. When a
monohull is heeled, footholds become as necessary
as handholds. That means a toe rail or bulwark at

Chapter 3 A BLUEWATER-CAPABLE YACHT 69



g8

Figure 3-11.
Silk's side deck.

least 4 inches high and strong enough to support
several hundred pounds of weight. To keep the toe
rail from trapping water and increasing the likeli-
hood of leaks aboard, an open toe rail with holes
every few inches (as on Hawk) works best. If the
toe rail or bulwark is solid, as on Silk, the side
deck should have several scuppers to drain water
off the deck.

High lifelines with strong stanchions. Lifelines provide
the last defense against going overboard, not the
first. When the full weight of a person hits wires
and stanchions, they all too often fail. However,
they can help you regain your balance if you still
have one good handhold or foothold to support
most of your weight. To be of any use, lifelines
should be at least 28 inches high, well above knee
level. Otherwise, they’re more likely to assist a fall
overboard than to prevent it. Stanchions should be
strong enough that they won’t bend if hit by the
full weight of a person.
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Figure 3-12.
Hawk's side deck.

The side deck shown in Figure 3-13 would not make
a good platform at sea. Getting by the main stays and rat-
lines would be difficult, especially with the boat heeled
over. The handholds stop just before the stays and do not
continue to the front of the coach roof. The bulwark will
trap a lot of water on the side deck, and there are too few
scuppers to drain it adequately. The tapered stanchions are
undersized, though they are well secured to the bulwark.

All too often, designers seem to treat mid-deck spring-
line cleats as an afterthought. On many boats, they prove
too small to be of any use, with no way to make a line lead
fair to them without chafing on the toe rail. Or they get left
off entirely, as on older Swans. Given that, when in use,
spring cleats hold two lines while other cleats hold one,
they should be just as big as if not bigger than the bow
and stern cleats—a minimum of 8 inches long; 12 inches
is not excessive on a 45-foot boat (all Hawk’s cleats are
16 inches). Chocks or hawseholes in the bulwarks need
to be oriented to allow lines to reach spring cleats from
almost any angle (Figure 3-14).



Figure 3-13.

The side deck on this 40-foot boat would prove problematic at sea.

Figure 3-14.

Sill's spring cleat could hold two oversized lines in proper figure eights and had a solid
chock that led lines fair from any angle.

Well-designed anchoring platform. One of the
easiest ways to distinguish an offshore cruising boat from
its coastal counterpart is to look at the anchoring ar-

Figure 3-15.
Anchoring platform on a Hood 50, a 50-foot fiberglass boat used for coastal sailing and
racing.

Figure 3-16.
Anchoring platform on a Waterline 48, a 48-foot steel boat that has completed two
Pacific circles.

rangements (Figures 3-15 and 3-16). Coastal and racing
boats spend most of their time tied up in marinas, and
their crews rarely if ever actually set an anchor. Cruis-
ing boats spend most of their time at anchor, and their
crews deploy and retrieve heavy anchors and hundreds
of feet of chain on a daily basis. A properly constructed,
well-thought-out anchoring platform makes handling that
equipment straightforward (Figures 3-16 and 3-17).
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Figure 3-17.
Anchoring platform on a 52-foot custom Morrelli & Melvin catamaran.

To be fully functional an anchoring platform must be
set up to allow two large anchors to be deployed or re-
trieved and should include all of the following:

e Two large, properly designed anchor mounts. On mono-
hulls, the anchor mounts should be far enough for-
ward of the stem of the boat so that anchors cannot
swing into the topsides. A boat with a plumb bow
will require a bowsprit. Bow rollers should be at
least 3 inches wide, turn easily under pressure, fit
snugly in the anchor mount without binding, and
be strong enough not to compress or deform un-
der large loads. The cheeks on either side of the
roller should be well rounded and flared outward
to prevent chafe when the rode is at an angle to
the boat. Welded pipe makes excellent, chafe-free
cheek plates. To keep the rode from jumping out of
the mount, the cheeks need to be at least 2 inches
higher than the top of the bow roller, and there
must be provision to secure the rode or anchor in
the mount.

* Two or more big, stout cleats with proper fairleads. Cleats
should be large enough to hold at least two dock-
lines cleated in proper figure eights. A line or rode
passing over the bow rollers should lead fair to
the bow cleats. A chock through the toe rail or a
hawsehole through the bulwark (as shown in Fig-
ure 3-16) should be designed to create a chafe-
free lead to each cleat for docklines. Cleats should
be strong enough to hold up to two-thirds the dis-
placement of the boat, as they may be called upon
to do just that if the boat ever lies to a parachute
in a storm.

* Large windlass with both rope and chain gypsies. Boats
over 35 feet long should be equipped with a wind-
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lass, which should have both rope and chain gyp-

sies so it can be used to retrieve a mixed rode as

well as to take someone up the mast. Powered
windlasses must be equipped with a manual over-
ride system that generates sufficient power to re-
trieve the boat’s normal ground tackle.

® Solid bow pulpit. The bow pulpit is used as a plat-
form for trying to read coral waters and as a ladder

to reach the jib. It should be strong enough to take

the weight of a large adult without flexing.

In comparison, on the coastal boat (Figure 3-15), the
stemhead fitting contains a single anchor mount for a
45-pound anchor with a small bow roller and no cheek
plates. The cleats are small and not adequately secured
to the deck, and the chocks are poorly placed and too
small to handle multiple docklines. The decades-old
windlass does not have a manual override and lacks the
power to lift a big anchor and all-chain rode.

On many modern production boats, the windlass is
installed in a recessed deck locker and the chain falls
into a small, self-draining chain locker below it. This
creates far more problems than it solves. Such lockers
are too small to hold adequate chain for an offshore boat.
They are situated high in the front of the boat, the worst
possible place to store heavy chain. But worse, when a
bow wave rises up around the bow, the waterline rises
as well, submerging the drain on many of these boats
and causing water to flow into the locker to the level of
the waterline when underway. This additional weight in
the bow—along with the weight of the chain itself—will
make the boat pitch much more than it should, slowing
progress to windward.

In addition, it is virtually impossible to use a recessed
windlass for the second anchor, for taking someone up
the mast, or for winching the boat into a dock using a bow
line. The location of the cleats almost always means that
the snubber runs across the locker, blocking the doors,
and the small drain holes in the locker often get clogged
with seaweed or mud, leaving the windlass submerged.
Try to avoid buying a boat with this arrangement, or look
for ways to reconfigure the bow platform to overcome
some of these deficiencies.

Seaworthy Interior

All interiors that are safe and comfortable offshore share
certain attributes. These include a well-laid-out seagoing
galley, enough seaworthy bunks, and adequate handholds
and footholds. We also prefer a light, bright interior to
keep things from getting gloomy when sitting out a gale.
Seagoing galley. Figures 3-18, 3-19, and 3-20 show
three galleys on boats ranging from 34 feet to 52 feet
long. All three possess the essential attributes to make
them not only usable but also safe at sea. Unless you are



Figure 3-18.
S&S (Tartan) 34 galley.

planning to remodel the galley entirely, make sure you
buy a boat with a layout that meets these basic param-
eters. Galley design is much less critical on a multihull,

though the basic points still apply.

e U-, G- or disleway galley layout. Almost every task in
the galley requires two hands, which means the
combination of body bracing and footholds must
be enough to hold the cook in position even when
the boat is heeled to 30 degrees or rolling hard
from side to side. A U- or G-shaped galley lay-
out gives the cook plenty of options for wedging
in securely while doing normal galley tasks. Such
a galley can be fitted even on very small boats,
though there will only be one position for the cook
to work in. On larger boats, a galley that lies along
either side of the passage leading to the aft cabin
creates much more workspace, allowing more than
one person to work in the galley at a time.

e Gimballed propane stove that can be locked in place. A
proper liveaboard stove should have three or four

Figure 3-19.
Cal 39 galley.

Figure 3-20.

Custom 52-foot catamaran galley.

burners, should have an oven large enough to roast
a Christmas turkey, and should run on propane.
A proper seagoing stove on a monohull should be
gimballed and able to swing freely to a 30-degree
angle in either direction. It should also be fitted
with a stout lock to secure it in rolly conditions
in port or at sea. A crash bar should be mounted
across the front of the stove to provide a strong
point for the cook to lean against when working
over the stovetop and to help prevent anyone from
being thrown into an open flame.

Deep double sinks as close to the centerline as possible.
For offshore work on a monohull, the sinks need
to be a minimum of 8 inches deep so you can
keep enough water in them to wash dishes when
heeled over. They should be located as close to
the centerline as possible to ensure that they
will drain and not backfill at any angle of heel.
The sinks will provide one of your few secure
places to put dishes, bowls, and ingredients
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when cooking at sea. Two are much better than
one, though on a boat under 35 feet it may be
difficult to find the room without sacrificing all
counter space.
e Adequate footholds and bracing. When working in the
galley, there’s no way to adhere to the old adage
“One hand for the boat, one hand for yourself.”
Picture yourself getting something out of the
hot oven while it swings in a rolly sea. You'll be
crouched in front of the stove, making a safety belt
useless, with both hands poised to catch whatever
delicacy you’ve managed to create. To remain in
position, you’ll need solid footholds or something
to brace your back against. The cabin sole needs
to have a good nonskid surface—olive oil spilled
on a varnished sole can turn a galley into a skating
rink.
Accessible lockers with high fiddles. From the safety-
belted position in front of the stove, the cook
should be able to reach the back of every galley
locker and the far corners of the icebox. Lockers
located behind the gimballed stove should not
jeopardize important parts of the cook’s anatomy,
especially when the burners are lit. Lockers need
high fiddles to prevent everything from falling
out when opened. Sliding doors are preferable to
hinged ones, as they will allow you to retrieve fre-
quently used items without spilling the lot. Posi-
tive latches on all doors will keep them secure
during gales.

Seaworthy bunks. No boat can become a permanent
home without good, comfortable sleeping areas for use in
port and on passage. To sleep well, you need to be able to
stretch out completely. All berths should be at least 6 feet
long and, ideally, 4 inches longer than the tallest person.
Single berths for use in port should be a minimum of 24
inches wide; sea berths should be narrower to prevent the
sleeper from being thrown around in rolly conditions—a
minimum of 20 inches to a maximum of 24 inches. To com-
fortably sleep two, double berths need to be at least 4% to
5 feet wide at the shoulders and 22 feet wide at the foot.

Boat manufacturers tout how many people their boats
can sleep, but they’re only talking about sleeping when
the boat is at rest. All too often, they overlook the need
for berths that are usable when a boat is running down-
wind in a trade wind sea or close-reaching in heavy
weather. Many large, modern boats with designer inte-
riors—curved settees and separate seating nooks in the
saloon and a walkaround double bed in the forward or aft
cabin—have no workable sea berths at all. Sea berths are
vital equipment: they determine how well you sleep at
sea, which in turn determines your level of alertness and
ultimately your safety.
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While “hot bunking”—sharing a berth with another
crewmember on a different watch—works fine on racing
boats for short periods of time, it leaves crewmembers
without any personal space and is not a viable solution for
longer passages. Further, when becalmed, hove-to wait-
ing to enter a remote port, or in the most severe Weather,
all crewmembers are likely to be below and in sea berths
at least part of the time. Therefore, each regular crew-
member needs a good sea berth, and if you ever intend
to take on extra crew, you will need enough sea berths to
accommodate them as well.

The forepeak berth cannot be considered a usable sea
berth on most monohulls. Trying to sleep forward of the
mast on any boat under 60 feet or so in trade wind condi-
tions will mean spending half your time in the air—not an
arrangement you’ll want to live with for the long term.

To minimize motion at sea, good sea berths are paral-
lel with the boat’s centerline and as close to amidships
as possible. On many boats, the settee seating doubles
as sea berths with the addition of a lee cloth. Curved set-
tee seats do not work as sea berths; the settees need to
be straight and long enough to accommodate a tall crew-
member. Although the settee location may be the most
comfortable, this puts the off-watch right in the middle
of any on-watch activity and limits the usefulness of the
saloon for other crewmembers.

On monohulls, pilot berths—Dberths located above and
outboard of settee seating, against the hull sides—pro-
vide a private space out of the main traffic flow. They
allow the main saloon to be used for its primary purpose
rather than becoming a tent camp during a passage, and
they make excellent sea berths on any boat that’s large
enough not to require that space for stowage.

Larger boats will generally have an aft cabin with a
single or double berth, and many smaller boats will have
a small quarter berth. While the motion aft is a bit more
pronounced than in the middle of the boat, the aft cabin
or quarter-berth solution gives the off-watch real privacy
and takes up less prime stowage area than pilot berths.

Adequate handholds and footholds. Nonskid, hand-
holds, and footholds are just as critical to safety below as
they are on deck. The cabin sole needs to be made from a
good nonskid material like teak and holly or cork, or it needs
to be finished with a nonskid coating. You should be able to
reach a good handhold from any point in the interior even
when the boat is heeled over. A good handgrip provides a
full-fisted grip, not a finger hold. Short crewmembers may
have difficulty reaching handgrips mounted overhead when
the boat is heeled over. Vertical posts at counter or table
corners make much better all-weather grips. Handholds and
footholds are inexpensive and easy to install.

Many catamarans lack handholds completely, and this
is a mistake. Although you won’t use them while coastal



cruising or in calm offshore conditions, when things start
to get boisterous they become just as essential as on a
monohull.

Many traditional, all-wood interiors are so dark they
can be claustrophobic. A white roof liner of molded plas-
tic, or white paint on the cabin trunk, can change the en-
tire feel of a boat (see the A Real World Example: Rein-
venting Ginny section in Chapter 10). Beyond that, every
area needs good lights for reading and working. Modern
LED lights stay cooler, last longer, and use less electric-
ity than fluorescent or incandescent bulbs.

Seaworthy Design and Construction Details

A boat can get the layout above and below right and still
be wrong for offshore voyaging. To make sure a boat will
prove to be a comfortable and practical long-distance
voyager, you need to look also at design and construction
details hidden inside lockers and behind ceilings. These
include adequate stowage, accessible spaces, a high-
quality engine installation, weatherproof ventilation, and
watertight design and construction.

Adequate stowage. Most offshore boats carry an av-
erage of 2,000 pounds of personal belongings, food, fuel,
water, and other things per crewmember (see the Why
Weight-Carrying Ability Matters sidebar in Chapter 10).
For that reason, an offshore boat needs much more of its
interior volume devoted to stowage than a coastal cruiser
of similar size.

To be most useful, that stowage should be divided into
small compartments. Locker doors and drawers must all
lock securely in place so they don’t spill their contents at
sea. Drawers should be notched on the bottom of the front
edge so they must be lifted up before they will open. They
should also have a small block on the bottom of the back
edge that will stop the drawer from pulling out entirely.
When comparing several boats, take a good look at the
amount, location, and accessibility of stowage.

Accessible spaces. To fix anything, you first have to
be able to get to it. Down below, that means complete
access to the engine, every part of the bilge, every tank,
every deck fitting, and every piece of equipment.

Good engine access means you can easily reach the oil
dipstick; fuel and oil filters; air filter; water, fuel, and oil
pumps; injectors; starter motor; and gearbox. Good plumb-
ing access means you can reach every tank, through-hull,
and seacock. Good electrical access means you can find and
inspect every bus bar, terminal, and switch. At some point
you will also need to reach the steering system, autopilot
ram, and windlass motor. Good access to mechanical equip-
ment is near the top of the list for experienced voyagers buy-
ing second boats (see the Second Boats sidebar below).

Bilge access is almost as critical. Can you access the
entire bilge from bow to stern? Pull up floorboards and

open the chain locker and the area under the forepeak
bunk and uncover as much of the bilge as possible. You
should be able to access every area of the bilge along the
centerline of the boat—if not with your hand, then with a
short length of wire rod. You should be able to reach all
seacocks within 1 minute.

In addition to being accessible, a well-constructed
bilge channels water to a deep sump and keeps it there
until it is pumped overboard. Many flatter-bottom modern
designs have small sumps, and water tends to overflow
into the rest of the bilge and onto the cabin sole.

Limber holes should be drilled in all structural mem-
bers that might otherwise trap water, and you need to
be able to inspect those limber holes and clear them of
trapped silt and sand. If the head has its own shower pan
and a separate drain overboard, you still need to be able
to access the bilge underneath. If not, you will have to
find another way to clear the limber holes under the head
pan liner.

The bilge needs to drain from bow to stern without trap-
ping water anywhere along the way. Take several buckets
or a hose and pour water down the hawsepipe. Start from
the chain locker and work back to the sump, tracing the
path the water takes and noting where it pools and sits.
Mold and mildew will grow in any area that traps water,
eventually resulting in rot and unpleasant odors.

Bilge drainage has to work when the boat is at an angle,
not just when it is flat. When you take a boat sailing, turn
off the bilge pump and fill the sump. While beating on
either tack, go below and figure out where the water has
gone. It won’t be in the sump! On most boats, water will
pool amidships under settee berths or aft under the galley
stove or nav station. Don’t worry if a small amount of wa-
ter is involved and returns to the sump quickly when you
come back upright. But if more than a few gallons find
their way out of the sump and don’t return when the boat
comes upright, you will have to locate and drain the area
that is retaining the water as part of your refit.

Dirty tanks are an occupational hazard of offshore voy-
aging. Often, you cannot be certain of the quality of wa-
ter and fuel. Some minerals cause scaling, and on older
boats, the tanks will probably need to be cleaned as part
of a refit. Removable hatches allow tank access for in-
spection and cleaning; these hatches should be acces-
sible without dismantling the interior.

Deck fittings should be easily accessible from below
so that they can be rebedded. If fittings are not acces-
sible, you may have to add access panels through bulk-
heads, ceiling liners, or locker trim pieces. Boats with no
interior trim or moldings will be simpler to work on, but
they may not be as aesthetically appealing. You will need
to find a balance between appearance and convenience
that works for you.
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TABLE 3-8. IDEAL VENTILATION BY AREA

FOR THE TROPICS
Location Hatches Portlights Dorades
Main living area | Two to four large, | Two to four on Four
adjustable each side of boat
Galley One One One

Heads At least two of any type plus louvered door

Sleeping cabins | At least two of any type plus louvered door

High-quality engine installation. Proper engine in-
stallation and diesel tank construction will save untold
heartaches down the line. To keep oil and diesel out of
the bilge, the engine should be mounted over a solid fiber-
glass or metal engine pan. It should be bolted to mounts,
which are in turn bolted and glassed to structural frames.
In the event of a capsize, there must be no chance of the
engine breaking loose.

Contaminated fuel causes most engine problems. The
diesel tank needs to have a sump—an indentation in the
bottom of the tank where the dirt and water that settle
out of the fuel can pool. The outflow from the diesel tank
should be located above this level. This sump must be
drainable, even at sea. Otherwise, a fuel problem could
result in an engineless passage, or you could ruin your
engine with seawater or dirt.

Weatherproof ventilation. Many production boats
lack sufficient ventilation for the heat and humidity of the
tropics. Poor ventilation contributes to the growth of mold
and mildew and makes for damp, uncomfortable berths at
sea. In high latitudes, it leads to condensation. Offshore
boats need large opening hatches, ideally one for each
major living space aboard (Table 3-8). High-quality
opening ports should be located throughout the boat,
but at a minimum in the head and galley. Catamarans
with large saloon windows should have louvers or mesh
screens fitted to keep the area from becoming a sauna in
the tropics.

Ports and hatches cannot be used for ventilation on
monohulls in boisterous conditions at sea. On most boats,
dorade vents are the only source of ventilation in heavy
weather. Four large dorades should be considered the
minimum on a 35-foot boat. All ventilation, including do-
rades, must be watertight in extreme conditions. Crews on
boats with all the ventilation options shown in Table 3-8
will never have difficulty keeping cool whether hove-to in
a gale at sea or tied up in a windless marina. Most produc-
tion boats will need to have their ventilation upgraded to
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be comfortable in the tropics as discussed in the Improve
Your Boat’s Ventilation section in Chapter 4.

Watertight construction. A watertight boat starts
with a strong, rigid, well-built hull that isn’t prone to flex-
ing and working. Older teak decks can be a major source
of leaks, and replacing or removing them will involve a
significant investment. On many newer boats, teak decks
are vacuum-bagged in place without mechanical fasten-
ings, making them much less prone to leaks. However,
teak is heavy, hot in the tropics, expensive, environmen-
tally unfriendly, and increasingly difficult to obtain, and
works no better as nonskid than various types of paint.
Unless your taste runs to classic boats, you’ll be better off
avoiding teak decks all together if you have the choice.

Beyond that, the following construction details all
contribute to a dry boat:

e Strong, commercial, ocean-rated hatches with
structural crosspieces supporting the Lexan or
acrylic and either set on plinths above deck level
or protected by wavebreaks (Figure 3-21).

e Ocean-rated opening portlights installed so they
drain onto side decks instead of pooling water at
the bottom of the port; no portlights located below
the waterline at normal angles of heel.

e A properly constructed companionway, which
on monohulls includes a watertight seahood sur-
rounded by drainage channels (Figure 3-22).

e A fully weatherproof door (see Figure 4-5) or
strong, easy-to-use hatchboards that can be fixed
in place at sea.

e Strong, positively locking hatches for deck and
cockpit lockers with channels around them to
drain seawater (Figure 3-23).

¢ A hull-to-deck joint built with overlapping flanges
or completely glassed over with several layers of
fiberglass.

Figure 3-21.

Hawk's wavebreaks protect the hatch seal from taking the full impact of a wave.




Figure 3-22.

Seahood with drainage channels protecting the hatch.

Figure 3-23.

Strong, positively locking cockpit locker with drainage channels.

e Stanchion bases mounted on a solid toe rail or on
solid fiberglass pads raised above deck level to
keep them out of water pooling on the deck (Figure
3-24).

e Solid stainless steel backing plates installed wher-
ever bolts go through the deck.

e A watertight way to seal the hawsehole at sea.

e Ultra-high-molecular-weight polyethylene (ULHMWPE)
rudder bearings.

e Dripless stuffing box.

e High-quality bronze (Marelon for metal boats)
seacocks.

e Double stainless steel hose clamps on all drain-
age, engine, and plumbing hoses.

Finally, make sure that diesel tank and water tank
breathers are protected from flooding to prevent salt
water from siphoning into your tanks. Silk’s diesel tank

Figure 3-24.

Stanchion bases mounted on the foe rail.

breather was located in the cockpit, below the level of the
cockpit seats. On one occasion, a breaking wave filled
the cockpit, and salt water siphoned through the breather
into the diesel tank. It took us half a day in rolly seas to
pump out the diesel tank sump and bleed the engine.

Very few boats will have all of these construction de-
tails, and some boats that have successfully completed
long voyages haven’t had most of them. But the more of
these items you can check off for the boat you eventually
buy, the drier and safer it will be.

Smell offers the very best proof of a dry boat. Any hint
of mildew or dampness in the air when you first open the
boat up should make you dig deeper. But if it smells fresh
and sweet after being shut up for several days or weeks,
you can be almost sure that it will be watertight.

Satisfying Aesthefics

No matter what this chapter suggests, acquiring a boat
is not a linear process. You bring to it all sorts of pre-
conceptions, experiences, prejudices, and knowledge.
It often begins before the idea of going cruising has
even been voiced aloud. At some point while walking
along a dock in some marina, a boat caught your eye,
and for an instant you could picture yourself at her helm
approaching a distant landfall with her sails bellied out
by trade wind breezes. That moment will come back to
mind when you make the decision to go cruising and
begin actively searching for the right boat. Whatever
boat you eventually decide upon should touch you in
just that way.

Feeling good about your boat and finding it pleasing to
the eye do matter. When asked about picking a boat for
offshore cruising, many experienced voyagers put aes-
thetics at the top of the list. That’s because loving your
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SECOND BOATS

When it comes to boats, experienced sailors
quip that it’s best to do a “quick” circumnavi-
gation, and then, when you’ve figured out your
cruising style and where you like to sail, buy your
ideal boat and spend the next decade exploring
the world. But for those trying to get the boat right
the first time around, knowing what attributes
these second boats share provides some valuable
insights.

We have met thirteen couples who completed
a long voyage and sold their boat, only to buy
another boat a few months, a few years, or a few
decades later and head off again. All of them
bought a larger boat, on average 10 feet longer. Most
of them wanted to buy a metal boat, though not
all of them found a metal boat that met their stan-
dards and that they could afford. Their first boats
averaged 33 feet long, with the longest measuring
44 feet; 9 were fiberglass and the rest wood.
Their second boats averaged 43 feet long, with
the longest measuring 62 feet; 6 were metal,
5 fiberglass, and 2 wood. Six of the second boats
were production boats (2 of them Hallberg-
Rassys); 7 were custom or semicustom boats,
3 of those purchased used. Three of the 4 new
custom or semicustom boats were partially or
completely built by their owners.

Everyone had their own “must-haves” for their
second boat, and although some of these were
unique to the crew’s needs or cruising plans, a
surprising number of attributes ended up on al-
most every list. More than half of the second boats
had the following in common:

e Hard dodger or pilothouse

® No wood on the exterior

e Watertight bulkheads in bow and stern

* 2to 3 inches of insulation above the water-

line

e Wet locker or head near the companion-

way for shedding foul-weather gear

* Spacious engine room/workroom to keep

noise and dirt out of the main living area

e Total engine accessibility

e Extra fuel and water tankage to extend

the cruising range (200 gallons of each on
many second boats)

e Spacious sail locker with direct access to

the deck through a large hatch

e Dedicated sea berths

* Separate guest cabin

But second boats have more in common than
their layouts. Most of the couples who wanted
metal boats were not primarily concerned with
strength. Rather, they were interested in making
the boat truly watertight. On Hawk, as on most
of the other second boats that are metal, we have
tried to eliminate any holes through the deck.
Cleats, stanchion bases, handgrips, and dorade
vents have all been welded to the deck, and ge-
noa tracks have been bolted to a piece of flat bar
welded to the deck. Wavebreaks divert water
away from the hatch seals, and the hard dodger
protects the companionway from waves washing
down the deck.

The second boats, though bigger, all have well-
thought-out sail handling arrangements so that
one person can easily raise, reef, and douse all
working sails. Their anchoring platforms make it
easy for one person to handle large anchors and
all-chain rodes, and cleats and winches are po-
sitioned to allow maximum flexibility when tying
up. Most of the boats have multiple self-steer-
ing options and a way to control the self-steering
while staying protected from the elements. These
attributes make a boat safe and easy to sail short-
handed, a high priority for experienced couples.

boat will help you overlook her faults, and every boat
has faults. If you get a thrill motoring up to your boat in
the dinghy and think she’s the best-looking yacht in a
crowded tropical anchorage, you'll resent it less when the
head clogs or the generator breaks down.

Some old salt likened finding the right boat to finding
the right spouse: no matter how rational you try to be about
it, at some point you may just fall head over heels in love.
Hopefully it will be with a sturdy, seaworthy, well-built
boat, and the rest of your crew will feel the same way.
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The Test Sail

A boat that sails well requires less fuel, puts less wear
and tear on its equipment, keeps its crew safer, and gives
them a greater sense of satisfaction than one that does
not. In a perfect world, no one would buy a boat for blue-
water voyaging without first sailing it or a sister ship on a
long offshore passage. In the real world, most of us have
to make a judgment about a boat’s sailing capabilities
from an hour or so of coastal sailing.



You can learn a great deal about how a boat sails even
before you step aboard if you can obtain a polar diagram
for the boat. Like the stability curve, this diagram cap-
tures in one neat summary page a tremendous amount of
detail about how the boat should act in the real world.
The polar diagram summarizes the boat’s predicted sail-
ing speed in flat water for each angle of true and apparent
wind in true wind speeds ranging from less than 5 to over
25 knots.

Figure 3-25 shows the polar diagram supplied by the
designer for our current boat, Hawk. In the diagram, the
circle represents various wind angles, with true wind
angles from 0 to 180 degrees around the left half of the
circle and apparent wind angles over the same range in
the right half of the circle. The concentric circles moving
out from the center represent boat speed. The scales for
wind angle and boat speed create a sort of bull’s-eye upon
which the performance of the boat can be graphed.

The curved lines that begin at about 31 degrees on the
true wind side and continue around counterclockwise to
about 28 degrees on the apparent wind side chart the
boat’s expected performance in a given amount of true
wind (as shown by the numbers just above these curves
running outward from the center, just to the left of the boat

Figure 3-25.
Polar diagram for Van de Stadt 47 Samoa design constructed in aluminum. (Courtesy
Van de Stadt Design)
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speed numbers). The places where the curves overlap
represent headsail changes that reflect the boat’s normal
sail inventory. Thus, in 18.4 knots of true wind running
close to dead downwind (160 degrees apparent), Hawk
should sail at just over 8 knots under a 1,700-square-foot
spinnaker (A on Figure 3-25); in 6.5 knots of true wind,
Hawk should be able to sail at 5 knots 28 degrees to the
apparent wind (B on Figure 3-25) under her blade jib.

Many manufacturers provide polar diagrams for the
boats they build. As with stability curves and perfor-
mance ratios, these are subject to manipulation, and they
can be difficult to compare across manufacturers. Rating
agencies like the RORC and the U.S. Sailing Association
create comparable sailing performance data for all rated
boat models (see the Performance Information section in
the resources for this chapter in Appendix 1). The USSA’s
IMS certificate, for example, includes enough informa-
tion to construct a rough polar diagram for a given boat.
These can be purchased from USSA for a modest fee.
More sophisticated information is provided by some rat-
ing agencies for a higher fee.

Polar diagrams show a boat’s theoretical best speed
in flat water in racing trim, which will be considerably
faster than what a given boat will actually manage fully
loaded in large waves offshore. They are most helpful in
comparing the sailing performance of several boats. But
polar diagrams tell you nothing about how a boat feels
while sailing (whether she pounds or pitches, yaws or
rolls) or how balanced she is (how much helm it takes to
keep her on course).

Reliable self-steering depends upon a well-balanced
boat. A well-balanced boat requires little rudder to hold
her on course and little force to apply that rudder. In a
perfectly balanced hull, the amount of helm required to
hold the boat on course does not change with the angle of
heel. A poorly balanced boat will round up or fall off as
the wind gusts and the angle of heel changes. The amount
of force required to hold such a boat on course increases
with wind speed; the crew will be constantly adjusting
the steering or the sails to stay on course. The boat will
have to be reefed early for the self-steering to operate.

The only way to find out how a boat balances and sails
in cruising trim in moderate waves is to go out and sail it.
Assuming you can’t take the boat on an offshore passage,
you should try to sail the boat or a sister ship at least
twice, once in a strong breeze and once in light air. Take
the boat out and sail it on all points of sail. If you have a
polar diagram for the boat, you want to see how close the
boat’s actual performance comes to the optimum, which
will tell you something about how much the boat’s true
weight and windage affect performance.

To get a feel for a boat’s ability in a strong breeze, take
the boat out on a day with wind speeds of 15 to 18 knots
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ONE COUPLE’S SEARCH

Tom and Christine Harper are Kiwis who were
living and working in the United States when they
began their boat search. They have now been sailing
their Peterson 44, Mahurangt, for five years (Figure
3-26). Tom told us how they found their boat:

“When we first went looking for a cruising
yacht we had no cruising experience, just
coastal sailing in other people’s boats (the
cheapest option). | was looking for a stout
Westerly 43 or Crealock 37 that could sail
anywhere in any conditions. Having been
vicariously educated by reading Hiscock,
Chichester, and others, I was sure we needed
a boat that could take on the North Atlantic.

“But when we looked at such boats, Chris-
tine said, ‘They look like sewer pipes in-
side’—cramped and claustrophobic. She
wanted a boat that would be a home and
could be lived in comfortably. Her ideal
was along the lines of a Hans Christian
43. But I looked at these and thought they
would sail poorly. My ideal was a fast, safe

Figure 3-26.

Tom and Christine Harper on their Peterson 44, Mahurangi, in New Zealand.
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passagemaker, and hers was a comfortable
liveaboard cruiser. It hadn’t occurred to me
that we would be living on the same boat!

“Unfortunately, not many boats end their
cruises in Seattle, as it is hard to get up
the west coast from Panama, so we didn’t
have many boats to pick from. We got our-
selves a good broker who showed us a lot
of boats, but none seemed to do the trick
except those way beyond our means. Even-
tually we found a Spindrift 46—the per-
fect boat. We both remember the log being
open to the page where the boat entered
Papeete, Tahiti—a seductive thought. We
would have said yes, but our business
was headed into a slowdown, and it didn’t
seem like the right time to be spending a
large amount.

“So on to more boat shows. These are use-
ful, and we came home armed with lots of
brochures and neat ideas, but the price
tags were scary. We had decided that
a boat in the 39- to 45-foot range could
satisfy all our ideals of safety and com-
fort and accommodate family visits with-
out overcrowding. But new boats in this
length range were up in the $300,000 to
$450,000 price range, and we needed to fit
into the $100,000 to $150,000 range.

“So back to pre-loved boats. From Seattle we
took trips to San Francisco and Fort Lau-
derdale to see a greater range of boats. We
saw a Peterson 44 in San Francisco, and
although it was in poor shape we liked the
practicality and layout. Back in Seattle after
several weeks of absence, we caught up on
the local magazines and found a Peterson
44 for sale and still available. We looked,
and it was the one, and here we are.

“All in all, it was a two-year process. But
most important, the search gave both
persons involved the chance to look at a
range of options, get educated, talk to a lot
of people (not just brokers), and figure out
what was important. If you do all that, and
agreement can be found, then you’ll select
the right boat.”
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minimum, strong enough so that close-hauled the boat
will need at least one reef. You’ll learn more with more
wind—20 to 22 knots ideally—and seas of at least 3 to
4 feet. Under appropriate canvas, the boat should be ca-
pable of maintaining at least 4 knots and making forward
headway tacking into the wind and waves at 2-minute
intervals for ten tacks. If the boat comes to a standstill in
the middle of a tack, it will not be able to tack in larger
seas.

Sailing close-hauled, it should heel no more than 30
degrees in these conditions, and preferably around 20.
You should be able to steer the boat with one hand on all
points of sail. The autopilot should be able to steer the
boat dead downwind without jibing the main. The boat’s
motion should not be excessive on any point of sail; it
should not pitch, pound, or slam going to windward or
yaw or roll going downwind.

If the boat has any vices, it will become ill-mannered
under a bit too much canvas. Shake out a reef and over-
press the boat. Though the lee deck may be awash going
to windward and the boat may yaw more going downwind,
it should remain manageable and in control on all points
of sail. You may no longer be able to control the helm
with one hand, but you should be able to do it with two
hands without using more than moderate force. If the rud-
der is properly sized for the boat, you should also be able
to bear off from a close reach without easing the sails. If
you can’t do so in these wind speeds, you may well find
yourself in serious trouble some dark night when a squall
hits, and the boat rounds up and won’t bear off.

If you’re still not worn out, put the reef plus another
back in. See how the boat sails when slightly undercan-
vased on all points of sail. How much speed does it lose?
Does it start to wallow or hobbyhorse? Can the wind vane
and autopilot still steer the boat? If it’s able to handle
both a little extra and not quite enough sail, you’ll spend
a lot less of your time reefing and raising sails in squally
tropical conditions where 30-knot blasts alternate with
nearly windless periods.

Are you managing to do all this sail handling with just
two people? Would it be possible to do it single-handed?
If not, you’ll need to carefully consider whether or not
the boat can be retrofitted so one person could handle it
alone.

In evaluating all of this, take into consideration the
quality of the sails and how well tuned the rig is. If the
boat hasn’t had any attention in five or ten years, you can
expect to gain as much as 5 degrees in pointing ability
and lose up to 5 degrees of heel when close-hauled with
new sails and a well-tuned rig.

Although not, strictly speaking, part of sailing per-
formance, you will want to test the boat’s abilities under
power while you’re out. The boat needs to be able to push

its way through the waves at cruising rpm if it is to be able
to stand out to sea over a river bar into an onshore breeze.
It must power up from a standstill into those waves in
less than 30 seconds if it’s not to get carried into shallow
water before it gets way on.

On a trade wind circumnavigation, you will spend
more of your time in apparent winds under 10 knots than
over 20 knots. To get a feel for a boat’s ability in light air,
take the boat out on a day with true wind speeds of no
more than 5 to 8 knots, preferably with a large swell left
over from a dying breeze or in an area with a lot of motor-
boat wakes. Then sail the boat on all points of sail and try
to discover when it loses steerageway. To get an accurate
sense of the boat’s abilities, be patient; ease the sheets
beyond what you normally would, and give the boat 10
minutes or more to settle in on any course.

Lee helm and excessive helm movement both destroy
light-air performance by increasing rudder drag. A well-
designed boat will have a totally neutral helm in light air
and need almost no rudder movement to stay on course
dead downwind. In less than 8 knots of true wind and a
slight swell, a boat capable of maintaining steerageway
downwind and of sailing close-hauled at 4 knots or more
while tacking through less than 110 degrees will do very
well in light, offshore conditions.

We buy our boats to sail offshore, so it only makes
sense to learn as much as we can about sailing perfor-
mance before we buy. Yet all too often, people purchase
offshore boats without ever having sailed them. If you
manage to do everything I've suggested in this section,
you shouldn’t uncover any major surprises when you start
sailing your boat offshore.

THE SEARCH PROCESS FOR THREE CREWS

When each of our crews began their search, they all
wanted a safe, seaworthy boat with a proven record off-
shore that was within their budget. Beyond that their key
priorities were quite different, as shown in Table 3-9.

After several months of learning about boats, going to
boat shows, wandering marina docks, and reading any-
thing boat-related they could get their hands on, each
couple had developed screening criteria and narrowed
their search to a dozen or so brands that met their re-
quirements. Table 3-10 shows the criteria each had se-
lected, based on their budgets and their priorities.

To find a boat within their budget, Susan and Simon
Simplicity knew they would have to look at older boats
under 35 feet long. To make sure the boat would be sea-
worthy, they considered only boats with an LPS of at least
130 degrees that met the other screening values for sta-
bility. That requirement determined boat type—that kind
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TABLE 3-9. PRIORITIES IN ORDER OF IMPORTANCE

FOR EACH COUPLE

Simplicitys Moderations Highlifes

Sufficient room for family
and friends

Lowest possible fotal cost | Separate cabin for each
for seaworthy boat child

Easily handled by two
people

As simple as possible to | No more than 45 ft. long

minimize costs

Close to new to minimize
maintenance during
voyage

Excellent stability Good resale value

Fully equipped with all
the luxuries

of stability would be easiest to find in an older traditional
voyager.

It took Susan and Simon six months to find Simplicity.
They realized after less than two weeks that their boat
was not going to be listed by a yacht broker and was not
going to be on any of the brokerage databases they had
spent hours searching. Instead they started haunting ma-
rinas and boatyards, looking for boats that had been all
but abandoned. They followed up on a dozen, only to find
that half were out of their price range and half were not
for sale.

Simon found Simplicity sitting on the hard in a run-
down boatyard he stopped to visit on a trip to Perth for
his postdoc. It took him several days to trace the owner,

TABLE 3-10. OFFSHORE CRUISING BOAT SEARCH CRITERIA

FOR THREE COUPLES

Simplicitys Moderations | Highlifes

Type Traditional Catamaran Performance
cruiser

Size (ft.) ~30 38-42 ~50
Age Senior Middle-aged Nearly new
Particular High stability: LPS | Three-cabin Ketch for ease of
preferences >130° layout sail handling
pudget for $15,000 $120,000 $425,000
f;ﬁge' for $15,000 $80,000 $75,000
Total Budget $30,000 $200,000 $500,000
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but in the end, they purchased the 30-year-old, 33-foot,
heavy-displacement boat for $16,000, leaving them
$14.,000 to refit the boat and purchase equipment. The
survey found some minor osmotic blistering and a bulk-
head that needed to be rebonded, but otherwise the boat
seemed in fine shape. They were certain that when the
time came to sell the boat, they would be able to recover
the $15,000 they had borrowed from Susan’s parents in
order to pay off the loan.

Michael and Molly Moderation were planning to put
more than half their total assets into a boat, so they were
concerned about resale value. After much discussion
with Max and Mindy, they decided they needed a sepa-
rate cabin for each child. They started out looking exclu-
sively at monohulls. They went to several boat shows, but
sticker shock quickly discouraged them. They turned to
the used boat market and started looking at 10- to 20-
year-old boats. Though quite a few boats met their other
criteria for a price they could afford, they found that not
many monohulls of that age had a workable cabin ar-
rangement for a family.

Gradually they started to consider the advantages of
a catamaran, but the only older cats on the market had
been chartered, and they had already decided they would
not buy an ex-charter boat. Eventually they found sev-
eral cats in their price range under 40 feet long, but al-
though these had space enough for all four of them, they
all preferred the layouts on several 40-foot catamarans.
They were in no hurry; it would be five years before they
had saved enough money to make the break, and they as-
sumed something would come along sooner or later.

They had been working closely with a yacht broker
who had taken an interest in their search. Three years
after they had first started looking, he called them to say
that a 13-year-old, 40-foot, brand-name catamaran had
just been listed for $160,000 by a “motivated” seller.
The boat had never been chartered. It had done exten-
sive coastal cruising around the UK and had most of the
equipment they would need for offshore sailing, though
some of it was dated. They offered $135,000 and the
owner countered with $150,000. Eventually they settled
on $145,000, leaving them $55,000 to refit the boat. They
had the cat thoroughly surveyed by a well-respected sur-
veyor, who uncovered no structural defects.

Hugh and Hilary Highlife wanted a large, comfortable
boat that could be easily handled by two aging crew-
members. They traveled extensively, looking at a huge
variety of boats and sailing about a dozen. They decided
they wanted a ketch to make sail handling easier, which
greatly limited the number of boats available. They were
never able to find a boat that incorporated everything
they wanted in 50 feet, and ended up buying an 8-year-
old, 52-foot, production fiberglass ketch.



The boat had been manufactured in Europe and sailed
to the United States, where it had been purchased by a
couple very similar to them. That couple had refitted it
completely. But a sudden heart attack had scuppered
the other couple’s cruising plans, and the boat had been
put back on the market. The survey showed the boat had

no structural defects, was well built, and had been well
maintained. They paid $430,000 to buy the boat, which
left them $70,000 for upgrading equipment. Because the
boat is a brand well recognized in Europe, they were con-
fident they would be able to recover most of their invest-
ment at the end of the voyage.

TWO BOATS, TWO VOYAGES

We have now sailed two very different boats
over 35,000 nautical miles each on two very dif-
ferent voyages (Table 3-11). When we were look-
ing for our first boat, we had virtually no offshore
sailing experience and no firsthand knowledge
of what type of boat would suit our needs. We were
planning a standard trade wind circumnavigation and
knew that would entail mostly downwind sailing.

TABLE 3-11. SILK AND HAWK COMPARED: BASIC MEASUREMENTS

Westabout trade wind circumnavigation by way

Silk
Voyage
of Panama and South Africa
Design Shannon 37
Material Fiberglass, cored decks
Underbody Modified fin keel with centerboard, skeg-hung
rudder
Rig Double-headsail ketch
LOA (ft.) 37.75
LWL (1) 30.8
Maximum beam (ft.) 1.5
Working sail area (sq. ft.) 750
Draft (ft.) 4.3/7.5
Ballast (Ib.) 7,000
Published displ it (Ib.) 17,500
Half-load displacement as cruised (lb.) | 21,500

We built our second boat to cruise the high
latitudes. During our tropical circumnavigation,
we had figured out what was important to our
cruising style. Based on that, we had developed
a shortlist of attributes for the “next” boat (see
the Second Boats sidebar above). According
to experienced high-latitude cruisers, the boat
needed to be capable of going to windward in

Hawk

Eastabout high-latitude circumnavigation by way
of Iceland, Chile, and Australia

Van de Stadt 47 Samoa
Aluminum

Fin keel with bulb, spade rudder

Fractional sloop with inner stay
46.92

39.42

14.75

1,277

6.9

14,000

30,000!

37,000

'Published displacement less estimated 2,000 pounds for weight savings as built.

(continued on next page)
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30 knots and the accompanying seas, or we would
spend a lot of time hove-to waiting for weather;
it also needed to be easily driven and to sail
exceptionally well in light air, or we would end
up motoring a large percentage of the time. But
we couldn’t sacrifice strength to get this sailing
performance. The boat had to be strong, simple,
and durable to stand up to cruising in rugged,
remote areas with almost no repair facilities.

The two boats we ended up with turned out to
be quite different along just about every measur-
able parameter (Tables 3-11 and 3-12). Calculat-
ing the ratios based on published displacement
numbers puts our Shannon 37, Silk, right on the
border between traditional voyagers and perfor-
mance cruisers. Her underbody, with its modified
fin keel and skeg-hung rudder, closely resembles
the Valiant 40’s, and her DLR of 267 is only a bit
heavier. But most of her other ratios put her in the
traditional category.

Our Van de Stadt Samoa, Hawk, is an early
IOR design dating from 1978, and her ratios
straddle the border between performance cruis-
ers and racer/cruisers. Though her fractional rig,
fin keel, spade rudder, and relatively wide beam
look similar to many of the racer/cruisers being
built today, she displaces more, carrying much
of her ballast in a bulb at the end of a fin keel.
Thanks to that extra displacement, her DLR and
motion comfort ratios fall within the performance
cruiser category, but the rest of her ratios fall
within the racer/cruiser group. Her overall dis-

TABLE 3-12. SILK AND HAWK COMPARED:

THE RATIOS
Ratios Published Values
Silk Hawk

DLR 267 219
SA/WSA ~2.5 ~2.7
SA/D 17.8 21.2
L/B 2.9 3.0
Ballast ratio 34% 45%
Motion comfort 30.9 28.8

placement gives her good weight-carrying ability
and makes her comfortable at sea, while her bal-
last ratio allows her to carry plenty of sail area.

The two boats are very different to sail, handle
very differently in heavy weather, and behave
very differently under power. While some of this
difference is due to size, most of it reflects their
types—a double-headsail ketch with modified
fin keel and ratios close to a traditional voyager
versus a fractionally rigged sloop with a modern
underbody and ratios close to a racer/cruiser.
The differences between them may help you
decide which type of boat makes sense for you.

As Table 3-13 shows, Hawk is a much more
capable boat to windward than Silk. Hawk ac-

TABLE 3-13. SILK AND HAWK COMPARED: SAILING
PERFORMANCE AT HALF-LOAD DISPLACEMENT

_

Close-hauled best apparent wind

angle/speed:
Flat water (degrees/knots) 38/5.5 28/7.5
Big seas (degrees/knots) 45/4.0 32/7.0

Tacking angle including leeway:

Flat water (degrees) 100 87
Big seas (degrees) 120 98
Degrees of heel close-hauled 30+ ~20
Theoretical hull speed (knots) 7.3 8.4
Miles per day/knots 117.7/4.9 | 148/6.2
As percentage of hull speed 66.9 738
Best day’s run without current (mi.) | 168 200
Best as a percentage of hull 95.5 98.1
speed

Maximum speed ever attained 9.4 16.9
(knots)

'After more than 35,000 nautical miles sailed in each boat.
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celerates more quickly and is more easily driven
through the water than Silk. But to get the most
out of her, we work harder trimming, reefing, and
raising sails, and the self-steering works harder
keeping her on course. Whereas we could trust
Silk to average things out in shifty conditions and
to handle just about anything for 15 minutes until
we got some sail off, aboard Hawk we have to pay
more attention to when the weather might change
so we're not caught with full sail up in a sudden
squall. We keep much better watches on Hawk;
we got a lot more sleep on Silk.

Although Silk was livelier than Hawk due to
her smaller size, her motion can be described as
softer and slower. Her relatively low ballast ratio
combined with its relatively high placement in the
hull meant she tended to roll back up from a wave
about as quickly as she went down. Hawk’s much
lower and heavier ballasting means she fights
getting pushed over in the first place, then snaps
back when the pressure comes off. For the most
part, that translates into less motion on Hawk, but
when she does get knocked, the recovery is more
likely to toss things around (including us).

In heavy weather, Silk could almost always be
left to her own devices. Because of her size and
stability, it takes much more serious weather be-
fore we start worrying about tactics on Hawk, but
then we have to manage her more actively than
we did Silk (the heavy-weather performance of
the two boats is discussed in the Hawk vs. Silk
sidebar in Chapter 22).

Silk powered well, but when backing up in
close quarters we never had any idea which way
she was going to turn. Her large skeg prevented
the prop wash from having any noticeable effect
on her direction. Hawk’s fin keel and spade rud-
der make her able to turn around within a little
over her own length, and in a strong wind, she
backs up better than she goes forward.

For all their differences, both boats proved well
suited to the voyages we undertook with them. Even
more important, each boat suited our skill level at
the time. Silk took care of us and forgave us our
many mistakes. To sail Hawk well demands all the
skills we have gained, but in return we have a boat
better able to cope with the more extreme sailing
we have done on our second voyage.
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Refitting and Equipping the Yacht
for Bluewater Voyaging

ACCORDING TO AN old saying, the two happiest
days in all sailors’ lives are the day they purchase
their boat—and the day they sell it. Obtaining a vessel
suitable for bluewater cruising ends one long, time-
consuming process, but it begins another. Before you
can sail away and start living your dream, you will need
to turn whatever boat you have bought into a comfort-
able liveaboard home and set it up for offshore sailing.
Most people take years to get a boat ready to cruise; a
very few take months.

The next seven chapters look in detail at this pro-
cess, starting with upgrading and updating the basic
systems and ending with detailed refit plans and bud-
gets for three boats. Though it comes last in this part,
the refit plan comes first in real life. A good refit plan
will make the process as time and cost efficient as pos-
sible.

Two other old sayings claim that “boat” stands for
“break out another thousand” and that a boat is “a
hole in the water into which you pour money.” To help
you avoid pouring money into the wrong things, this
part focuses on deciding what improvements to make



and what gear to carry. With very few exceptions, spe-
cific brands of equipment will not be discussed. Sail-
ing magazines, websites, and boat shows will provide
you with up-to-date information on brands and models
(see the Part Il resources in Appendix 1 for some good
sources of information on specific brands).

Your refit budget—what’s left in your boat budget
after buying the boat—determines how much you can
spend. Every boat, even a brand-new custom one, re-
quires an investment of time and money before you
can head over the horizon. As with buying the boat,
it’s very easy to spend too much on the refit and end
up with too little in the cruising kitty. Yet most over-
spending occurs on equipment that isn’t essential to
the safety of the voyage. The chapters that follow will
help you prioritize your wish list and balance your
budget limitations against the crew’s desires.




Upgrading for Offshore

COMMON UPGRADES TO OLDER PRODUCTION BOATS

Make Your Boat Watertight
Revitalize the Rig
Modify Your Boat’s Interior

Improve Your Boat’s Ventilation

The Ins and Quts of Stainless Steel
Preventing Corrosion between Dissimilar Metals
Common Electrical and Plumbing System Upgrades

Improve the Anchoring Arrangements
Problem-Proof the Engine and Propulsion System
Increase Safety Above- and Belowdecks

UPGRADING THREE OFFSHORE VOYAGERS

Most PEOPLE WHO buy a cruising boat are well aware
that they will need to invest additional money in equip-
ment such as sails and refrigeration, and by the time the
deal closes they have drawn up an extensive list of items
to be purchased. But before investing in a watermaker,
take a step back and make sure the plumbing system
doesn’t need to be upgraded. Getting the basic features
and systems right before adding new equipment will save
money, time, and energy correcting problems after the
fact.

This chapter considers the range of upgrades most
cruisers make to the basic structure and fittings of a fi-
berglass boat to prepare it for the rigors of offshore voy-
aging. Every boat, no matter how new or recently refit,
will need some modifications to make it suitable for liv-
ing aboard and sailing thousands of offshore miles every
year. The upgrades required may be as simple as adding
a few handgrips and a dodger on a brand-new custom
boat or as extensive as rebonding bulkheads to the hull
or replacing the core around every deck fitting on a 20-
year-old production boat. Many people underestimate the
investment required to upgrade the hull, deck, and basic

either before they leave or within the first few years of
their voyage. In a few places, it discusses techniques
that will help make your refit a success, such as properly
bedding deck hardware to prevent leaks. But overall this
chapter is designed to help you figure out what needs to
be done, not how to do it. Once you know the “whats” for
your boat, you can choose from among dozens of books
on various aspects of refitting a boat to help you with the
“hows.” The Refit Resources section in the resources for
this chapter in Appendix 1 will give you a place to start.

We know people who have stripped a 20- to 30-year-
old, 40-foot boat back to a bare hull—rebuilding every
bulkhead, rebonding the hull-to-deck joint, replacing ev-
ery wire and every plumbing bit—in the process spend-
ing as little as $70,000 or as much as $250,000. Most
would-be cruisers lack the confidence, if not the skills,
to undertake such a project, and the details are beyond
the scope of this chapter. If you’re contemplating this
alternative, however, Appendix 4 sets out the range of
improvements that may be necessary for boats of differ-
ent ages.

systems. If they buy the goodies and gadgets before they Make Your Boat Wuierﬁghf

realize the extent of necessary structural upgrades, they
will almost certainly run short of money before the refit
is complete.

COMMON UPGRADES TO OLDER PRODUCTION BOATS

This section focuses on those things almost all cruisers
end up modifying or upgrading on older fiberglass boats

In constructing a fiberglass boat, builders start with a
watertight hull and deck and then cut holes through it.
No fiberglass boat will ever be totally watertight again.
New materials and techniques like carbon fiber chain-
plates bonded to the hull and deck hardware mounted on
solid fiberglass pads set above the level of the deck have
brought us a step or two closer to leakproof fiberglass
boats, but for now we have to live with the reality: any
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TABLE 4-1. MAKING THE BOAT WATERTIGHT

Boat Age Watertight Projects

® Replace/remove teak decks

® Replace/rebuild hatches

® Replace/rebuild ports

® Replace glazing in fixed hatches

20+ years

10-20 years ® Replace/reseal deck locker lids
e Rebuild companionway hatch

e Repair any core damage

® Reglaze, recoat, rebed hatches
® Reglaze, recoat, rebed ports

o Rebed all deck hardware

5-10 years

® Reseal mast base

e Upgrade/strengthen stanchions

* Make deck pipe watertight

 Upgrade backing plates on deck hardware

New-5 years

fiberglass boat over 10 years old will have a few leaks.
Take that same boat out and cross an ocean with it, and
before you’re done it will have a lot of leaks.

Table 4-1 lists the things that may need to be done to
eliminate leaks in boats of different ages. In this table
and the others in this chapter, the projects for boats of
a specific age include everything listed for that age and
everything shown for younger boats. Thus, on a boat more
than 20 years old, you should work through the entire
list shown in Table 4-1. Once you’ve gotten the boat wa-
tertight, keeping it that way will require regular mainte-
nance.

One key to minimizing leaks is to fit hardware bolted
through the deck with proper backing plates—stainless
steel or aluminum plates slightly larger than the footprint
of the deck hardware. The bolts that hold the hardware
in place pass through the deck and into these plates and
then through nuts that hold the bolt in place. Backing
plates are meant to spread the forces on the deck hard-
ware and prevent the bolts from being pulled out of the
deck. But they also provide rigidity and help keep the
hull from flexing around the fitting, breaking the sealant,
and enlarging bolt holes. Adding backing plates to deck
hardware that shows signs of leaking will make it more
likely you can get a long-lasting seal.

Finding Leaks

Finding leaks can be just as hard as fixing them. Water
coming in around a portlight or hatch will often run along
the inside of the headliner and emerge half a boat away
from where it entered. A piecemeal approach will only
prove frustrating. Just when you think you’ve cured that
drip into your galley lockers, a little rough weather will
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show that you cured something but not that leak. System-
atically locating and fixing all problem areas at once will
prevent frustration in the long run.

To come up with a complete list of necessary water-
tight fixes, start with a thorough examination of every
hole through the deck from both the inside and outside
of the boat. Don’t ignore even the smallest sign of water
intrusion (see Figure 4-4), for a tiny drip in port will turn
into a major leak on your first passage. Carefully inspect
the following areas:

® Deck hardware and chainplates. Start on deck at the
bow and examine every deck fitting and each
chainplate, including not just cleats and stanchion
bases but also pad eyes, sail tracks, winch bases,
and rope clutches. Look for small rust spots weep-
ing from bolts, rusty bolt heads, and worn caulk-
ing. Localized rust around a specific bolt head al-
most always indicates a leaking deck fitting. If you
scrape at caulking around the base of a deck fitting
and it comes up wet or dirty, you have a leak. On
the interior, inspect the fitting for rust on the under-
side, rust marks or weeping from underneath, and
water trails below. Salt water leaves visible marks
on most surfaces even after it dries. With deck fills
and scupper drains, check for a loose hose clamp
before you assume the fitting itself is leaking.

* Hatches. If your hatches are the older wood-and-
acrylic type (Figure 4-1), look for rust, dirt, or cor-
rosion around screw heads. Examine the wood-to-
plastic and wood-to-wood seams for any signs of
dirt or dampness. On commercially made alumi-
num hatches, look for any misalignment between
the hatch and its base, any gaps or dirt in the caulk-
ing below the hatch, and any white powder on the

Figure 4-1.

Older wood and acrylic hatches may need 1o be replaced if they show evidence of
leaking. (Note the solid dinghy chocks in the foreground and background as discussed
in Chapter 7.)




Figures 4-2 and 4-3.

Leaks through hatches typically leave obvious areas of warped and discolored wood on
the hatch surround.

aluminum, which indicates aluminum corrosion.
On all hatches, inspect the gasket for deterioration.
Press up on the glazing around the edges of the
hatch from below. This will reveal gaps where the
sealant holding the glazing to the frame has failed.
Any problems in these areas means the hatch will
need to be rebuilt or replaced. If the hatch seems
fine but you find dirt or water trails, mold, warping,
darkened or discolored wood, or any other signs
of water damage on the surround below the hatch
(Figures 4-2 and 4-3), find out if the boat has ever
been heated in cold weather. Dripping water from
condensation can cause signs of water damage un-
related to hatch leaks. If the boat has never been
heated, the hatch will need to be rebedded.

Opening ports. Look for water marks or dirt in the
port surround or on the cabin trunk below the port.
Scrape out a little caulking from around the port
on both the inside and the outside. Any dirt or vis-

Figure 4-4.
A much smaller leak may leave only a discolored line, like the one starting at the top
center of the photo and running down the corner between the bulkhead and the drip

rail under the portlight.

ible gaps in the caulk mean the port should be
rebedded. Press on the glazing and make sure it
doesn’t flex or separate from the frame. Check the
gasket for cracking, wear, or other signs of deterio-
ration. Any problems with the glazing or the frame
mean the port will need to be rebuilt or replaced.
Fixed ports. If the boat has nonopening ports, these
should be inspected in exactly the same way as
opening ports and hatches. If you can flex the glaz-
ing with your hand, it’s not strong enough. Replace
it with something thicker. Polycarbonate (Lexan)
glazing expands and contracts with temperature
changes. If you’re planning on cruising in cold
weather, replacing it with tempered glass will pre-
vent leaks down the line.

Companionway. Look for any of the signs of water
damage or leakage already discussed around the
companionway. Most companionway leaks occur
through the hatch slides or under the front edge
of the hatch. If the companionway does not have a
full seahood covering the sliding hatch, you’ll want
to add one (refer back to Figure 3-22). If a seahood
is present, you may need to rebed it and replace
the gasketing in the slides. Washboards are rarely
completely watertight in a direct wave impact but
should keep rain and waves out in all other condi-
tions. If they do not, they need to be modified or
replaced. Some new boats have watertight door-
ways instead of a hatch on the companionway. On
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the chain locker, and it has proven to be one of the
best investments we made in fitting out the boat.

* Mast hoot and mast collar. Mast boots need to be re-
sealed regularly to keep both salt water and rain-
water out. Check the mast where it enters the boat
for signs of weeping, rust, or dirt. If the mast boot
has not been resealed in the last few years, assume
you will need to do so before setting off. Bolts in
mast collars may leak as well, especially if the col-
lar is not designed to distribute the load correctly.
Check the interior side of the bolts for signs of
weeping, rust, or dirt. Leaks in this area are more
than a simple annoyance, as they can lead to seri-
ous mast corrosion.

e Mystery leaks. A boat’s history always comes back
to haunt you in the form of leaks. If the original
bolt holes weren’t filled when the genoa track was
replaced or the deck fitting for the holding tank
pumpout was installed through an area of cored
fiberglass that wasn’t sealed with epoxy, then you
will have a mystery leak. The best way to locate
these is by following the faint traces of water and
dirt to their source, but it can be a frustrating pro-
cess. The key is to not ignore any sign of water
intrusion, no matter how slight. The faint discolor-
ation in the wood shown in Figure 4-4 was caused

Figure 4-5. b . reri here the wiri d bini
This aluminum Dutch door on Hawk bolted into the original frame for the hatchboards y water entering where e witing and piping
hut was significantly sironger and more watertight. from an on-deck propane tank penetrated the

coach roof. The water migrated inside the head-

some boats, it may be possible to retrofit a water-
tight door that slides into the companionway frame
as we have done on Hawk (Figure 4-5). Figure 4-6.
o Deck hatches/locker lids. Deck hatches and external T!1ese rust marks in a stern locker indicate a serious leak through the hatch shown in
locker lids should be inspected in exactly the Flgurfe“tl-S.
same way as the hatches that open into the inte- |y
rior of the boat. Look for signs of water intrusion
around cockpit lockers, the anchor locker, the sail
locker, the propane locker, and any other space
accessed from the deck. Pay particular attention
to the gaskets on these lockers, as they are often
not up to the task and will need to be reinforced.
These areas are rarely as clean and dry as the in-
terior of the boat even without a leaking hatch,
but you’ll still be able to spot problems. The rust
marks in the stern locker in Figure 4-6 were below
the hatch shown in Figure 4-3 and indicate a se-
rious enough leak to warrant replacing the hatch
completely. Freeman Marine (see the Other sec-
tion in the resources for this chapter in Appendix
1) makes a variety of absolutely watertight hatches
for use on Coast Guard and commercial vessels.
We installed one on Hawk’s foredeck for accessing
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liner before exiting at the corner of the bulkhead

and the cabin top.

Once you’ve finished the initial inspection, the next
step is to test the hatches and ports to find additional
leaks. The only effective way to do this is to sail to wind-
ward in big waves with water breaking over the decks
for at least an hour. This is a useful test for other compo-
nents of the boat in any case. A high-pressure water hose
makes a poor substitute because it does not saturate a
large enough area, and the water does not pool and sit on
deck while the boat is working.

To prepare for the test, open each hatch or port, includ-
ing all deck hatches, and clean the gasket thoroughly.
Then cover the gasket with talcum powder. After the test
sail, open any hatches or ports that have leaked and see if
the ring of talcum powder has been broken. If so, the gas-
ket needs to be replaced. If not, take a close look at the
edges of the glazing, which may have lifted and allowed
water through. If the gasket and glazing appear intact, the
hatch or port itself might be warped and need replacing,
or it may just need rebedding.

Finally, if your boat has cored decks, remove a port-
light and a couple of deck fittings from different parts
of the boat. (Pick ones you’ve already decided need to
be rebedded.) Then probe into the bolt holes and around
the edges of any openings to see if the core is mushy or
wet. Scrape at the core with a bent nail or an awl. If you
find anything but solid fiberglass or epoxy, then you have

some water intrusion into the core. Unless the fitting was
installed by an owner who didn’t replace the core with
solid fiberglass, even one questionable area around one
portlight or fitting signals the potential for a major prob-
lem. Your refit list just expanded to include pulling every
deck fitting, hatch, and portlight, fixing any damage to
the core, and rebedding everything. This is a lot of work,
but it may well save you from having to deal with large
areas of serious core failure and delamination in a few
years’ time.

Fixing Leaks

Any boat older than 5 years will need to have at least
some of the through-deck hardware rebedded. To suc-
cessfully keep water out, the hardware has to be rebed-
ded properly, which means using the right sealant and
applying it the right way.

Four types of sealant are commonly used in the ma-
rine industry, each having its strengths and its best uses.
Table 4-2 compares the four. For bedding acrylic (Plexi-
glas) or polycarbonate (Lexan), use silicone. For the rest
of your bedding needs, polyurethane adhesive-sealants
(like 3M 5200) offer the highest adhesion, while poly-
sulfides will create a longer-lasting, more flexible bond.
Polyethers combine the ease of use and rapid cure rates
of silicones with stronger adhesion. Don’t use a polyure-
thane adhesive-sealant if you think you may ever want to
remove the fitting.

TABLE 4-2. COMPARISON OF MARINE SEALANTS

Sealant Uses Properties Best Uses Limitations
Polyurethane To form @ ¢ Highest adhesion * Metal to fiberglass ® Incompatible with acrylic and
permanent ® 10-year life * Wood to wood, metal, or fiberglass polycarbonate
bond ® Tack-free in 24-48 hours, cures * Do not use if bonded items might ever
completely in 3-7 days' need to be separated
® Not very chemical resistant
Polysulfide To form @ ® Two-part, medium adhesion; one-part, | ® Two-part for teak decks e Incompatible with polycarbonate and
flexible, low adhesion ® One-part only to reinforce mechanically | acrylic
removable ® 20-year life fastened joints e Two-part messy and slow curing; one-
bond ® Most chemical resistant * Where bonded surface needs to be part not as adhesive
e Cures to sandable hardness in 24-48 sanded, pqinted, or chemical resistant
hours, completely in 10-20 days
Polyethers To form @ * Medium adhesion * Bonding fiberglass, wood, glass, or ® Incompatible with some acrylics and
flexible bond ® 20-year life metal polycarbonates
with minimal e Tack-free in 1-2 hours; cures completely | ® Where bonded surface needs to be
cure fime in 2 days sanded, painted
Silicone To form a e Lowest adhesion ¢ With plastic, even acrylic and ® Not for heavy-duty structural or
flexible gasket | ® Most flexible polycarbonate underwater use
with relatively |  20-year life o Where flexibility is key
low adhesion | @ Cures completely in 24 hours ¢ Good for isolating dissimilar metals

'Quick-cure versions are tack-free in 1-2 hours and cure completely in 2-3 days.
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Figure 4-7.
The finished product: an epoxy-filled area around the bolt hole and a gasket of sealant
around the bolt itself. (Fritz Seegers illustration)

Figure 4-7):

1. Remove hardware. Leaky deck fittings usually

present few problems to remove. If the head of
a recalcitrant bolt or screw becomes mangled,
use a Dremel tool to shape the bolt head into a
hex or to create a new slot to facilitate removal
by a wrench or a large screwdriver. Hatches and
portlights bedded using polyurethane cause
the biggest problems. A heat gun may help, or
you may be able to work a thin wire into the
bond and saw it back and forth. Some specially
formulated solvents (like JWB Environmental’s
Anti-Bond 2015 for removing 3M 5200) may
also do the trick.

absolutely dry, skip to step 6. Otherwise, drill out the
bolt holes and the core around the holes. Drill out the
bolt holes to get rid of any dirt or old caulking.
Remove at least an inch of core from around
the circumference of the bolt hole to create a

/

.

Once you have determined the appropriate sealant,
follow these eight steps to create a watertight seal (as in

attached to a drill to clear the core from the
area around the bolt holes. For portlights and
hatches on cored hulls, use an oversized router
bit to dig out the coring from between the fi-
berglass layers for at least an inch all the way
around the cutout.

. Seal the core and fill the hole with thickened epoxy.

Tape the bottom of the hole. Fill to deck level
with epoxy and allow it to sit for a few minutes,
then remove the tape and allow it to drain into
a cup. This coats the far reaches of the drilled
holes with a thin layer of epoxy. Retape the bot-
tom of the hole, and thicken some epoxy with
high-density filler. Fill to deck level once again
and let cure completely. This creates a solid
core of epoxy into which to sink the bolt. For
portlights and hatches, sand the edge of the
cutout, clean it with acetone, and seal it with
thickened epoxy to prevent water from migrat-
ing into the core.

. Drill and tap new bolt holes. Once the epoxy has

hardened, use the fitting to mark the exact loca-
tion for each bolt. Carefully drill each bolt hole,
making sure the hole is absolutely vertical.

. Dry-fit hardware and tape. Trace around the hard-

ware, and then tape along your traced lines.
Put tape on the top of the fitting. This makes
cleanup easier. If the hardware did not have a
proper backing plate, you should have had one
made, preferably in stainless, but alternatively

2. Sand all surfaces and clean thoroughly with solvent. in thick (8 mm or thicker) aluminum.
Even the best caulks do not bond to surfaces . Apply sealant liberally to create gasket. This is no
that have dirt or leftover sealant on them. Af- place to economize. Apply sealant to the fit-
ter you have removed the hardware, sand off ting and the deck. Spread evenly with a putty
any dirt, old sealant, corrosion, or rust until knife. Apply sealant liberally around the head
the metal surface is bright and shiny. Scrape of each bolt, insert into the hole, put the nut
away the old caulking on deck and sand with on the bolt, and tighten. Do not overtighten!
fine-grit sandpaper. Wipe down the hardware While some sealant should be forced out from
and the deck with acetone, mineral spirits, or all sides, enough should remain to form a gas-
kerosene. Do the same with the backing plate, ket between the metal and the deck. Allow the
bolts, and the underside of the deck where the sealant to cure fully before tightening the bolts
backing plate is attached. Replace any bolts further.
that are bent, stripped, or otherwise compro- . Clean up. Before the sealant dries, scrape off any
mised. excess with a wooden wedge. Before it cures,

3. If the bolt holes were properly sealed and the core is clean up any sealant on the deck. For silicone,

use soap and water; for polysulfide, polyure-
thane, and polyether, use mineral spirits (paint
thinner) or kerosene. Be careful to keep sol-
vents away from your newly sealed fitting.

Leaks through chainplate covers can sometimes be
eliminated by inserting a piece of neoprene between the
deck and the cover when rebedding the cover. We've had
mixed luck with this solution for other deck hardware,

barrier to the passage of moisture and a rigid
tube of epoxy that will resist bending and com-
pression. Use a nail bent at a right angle and
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though some cruisers swear by it for all their deck fittings
including cleats, sail tracks, and stanchion bases.

When rebedding portlights, you will greatly increase
their strength by through-bolting the inside and outside
halves of the frame together. Make sure to seal all previ-
ous screw holes with thickened epoxy if you need to drill
any new holes.

Many older boats have original hatches made from
wood and fiberglass (Figure 4-1), and these tend to be a
primary source of leaks. The best alternative may be to
replace these with new, high-quality aluminum or stain-
less steel hatches, available from several manufacturers.
If you cannot afford to do that, or if the aesthetics of your
boat depend upon the old style of hatches, several modi-
fications can reduce leaking substantially.

These older hatches tend to leak along the coaming lip
even when the hatch is well dogged. To fix this problem,
replace the gasket material with 10- to 12-pound hollow
neoprene, such as 3M’s professional-quality, neoprene
weather stripping. Add a second gasket along the top
edge of the hatch coaming. Though you may need to have
someone stand on the hatch to dog it, once dogged the
seal should be watertight. High-quality weather stripping
can also be used to keep water out of cockpit lockers and
eliminate leaks through companionway hatches.

If you found any sign of leaking around the mast, re-
move the mast boot and whatever seal is underneath it,
and carefully examine the mast collar. In some cases, the
collar is not designed to distribute the load correctly, or
mast wedges have caused unequal loading. If you find any
signs of rubbing, corrosion, or cracks on the mast, get some
advice from a rigger. The vast majority of mast failures we
are aware of on larger boats with highly loaded masts have
occurred at the partners. If your mast collar shows signs of
leaking from such stresses, you will need to reengineer it
to eliminate these stresses before rebedding the collar and
resealing the mast boot.

Leaks around the bases of stanchions are endemic on
many boats. Everything from fender boards to sailboards
gets tied to lifelines. When hit by a wave, these items
place a tremendous force on stanchion bases. Fenders
tied to lifelines lever against stanchion bases when they
get dragged along a pier. Keeping your lifelines unen-
cumbered and tying fenders to cleats or through the toe
rail will go a long way toward preventing leaks through
most stanchion bases.

But even that won’t help when it comes to lifeline
stanchion gates. When getting on and off the boat, most
people pull on the gates; the constant levering will loosen
even well-bedded bolts. Lifeline gates may also be the
least well engineered piece of equipment on the aver-
age boat. Whatever bracing exists on most gates does not
offset the levering loads (Figure 4-8). They tend to be

Figure 4-8.

The bracing on most lifeline gate stanchions does nothing to offset the forces the gate
experiences. (Fritz Seegers illustration)

located in areas of the deck that trap water, so their bases
are often submerged in a heavy sea or a hard rain. On
many boats, these bases leak into such critical areas as
the navigation station, the pilot berth, or the galley.

If any of your stanchion bases sit in water much of the
time, consider mounting them on the toe rail (refer back
to Figure 3-24) or on a fiberglass pad to raise them above
the water. If your stanchion base is poorly engineered,
add additional bracing to increase its rigidity. An angled
brace installed from the top of the gate to the top of the
toe rail (Figure 4-9, left) or braces that bolt into the side
of the toe rail (Figure 4-9, right) will protect the stan-
chion base from being levered when people board.

Finally, the amount of water that can come in through
the anchor chain pipe on a rough weather passage can eas-
ily make it look as if the boat is sinking. Modeling clay,
plastic bags, canvas covers, and duct tape, along with doz-
ens of other solutions we’ve heard about, won’t make a wa-
tertight deck pipe. Only three alternatives seem to work.

The first is an old-fashioned teak plug about 6 inches
long and the circumference of the deck pipe, with an eye
on the bottom for attaching the chain after taking it off
the anchor and a loop on the top for pulling it out again.
When the teak gets wet, it will swell, and it does a won-
derful job of sealing the hole completely after a day or so
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Figure 4-9.

Reengineering stanchions can make them much less likely to leak. (Fritz Seegers
illustration)

on passage. If the plug gets too tightly wedged, it can be
removed with a halyard. If you cannot find a large enough
piece of teak, as has been the case for us on Hawk, you
can use some sort of plastic (we used Delrin) and bed it
in place with silicone (Figure 4-10).

Alternatively, several people we know have had good
luck with the spray-on expanding-foam insulation avail-
able at hardware stores. They leave the chain attached
to the anchor and spray in enough foam to seal the hole.
When they drop the anchor the foam plug usually comes
out in a couple of large chunks, but sometimes it can be
a bit messy to remove. If all else fails, Steve Dashew rec-
ommends stuffing a large Nerf ball down the hawsepipe,
a solution we have also used with good results.

It takes persistence and commitment to keep a fiber-
glass boat that regularly completes offshore passages dry
and watertight. But if you do most of what is discussed
in this section before setting off, and then rebed fittings
on a regular rotation as part of your routine maintenance

Figure 4-10.
Our Delrin plug ready to be installed before a passage.
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schedule, you can almost count on finding a dry bed
down below.

Improve Your Boat's Ventilation

Most boats built in temperate latitudes lack proper ven-
tilation for the tropics. Any shortcomings in a boat’s ven-
tilation will become apparent on the first passage with
strong winds forward of the beam or in the first tropical
downpour in 90° heat and 90 percent humidity. On most
boats, getting organized to meet the ventilation chal-
lenges of the tropics will be one of the least costly things
you do before you go, but it will dramatically improve the
quality of your life afloat.

Airflow Basics

Managing ventilation starts with understanding how air
moves through a boat. First, air needs a way to get into
the boat and a way to get out again, and the openings let-
ting air in need to be balanced by those exhausting it, or
the flow will stall. Second, an open hatch or dorade vent
facing into the prevailing breeze interrupts the airflow
over the deck and deflects air downward, into the boat.
Third, an open hatch or dorade vent facing away from
the prevailing breeze will deflect air upward, creating a
partial vacuum in its lee. This negative pressure will pull
air out through a dorade or hatch. Given these basic con-
cepts, airflow can be manipulated.

For example, when the boat is pointing into the wind
and several forward-facing hatches are open, the com-
panionway acts as a large exhaust vent, especially if a
dodger covers the companionway, creating negative pres-
sure behind it. There are times when strong trade winds
cause too much air to flow through the boat this way, but
choking off the airflow by closing the hatches most of the
way makes the boat too hot. Reversing the airflow will
often produce a comfortable breeze. Opening any aft-
facing hatches and orienting any dorades opposite the
prevailing wind will exhaust air out the front of the boat.
To replace it, air will be drawn in through the companion-
way, and that airflow will increase if any forward-facing
hatches or panels on the dodger are opened.

Airflows can work against one another, resulting in
less air moving through the boat though more portlights
and hatches are open. For instance, if the companionway
is exhausting air from the rest of the boat using negative
pressure, opening hatches on a hard dodger or unzipping
the window in the front of a soft dodger will introduce
positive pressure into that area. The result will be a con-
fused flow of air under the dodger and less air moving
through the boat.

All of this demonstrates the value of flexibility in the
ventilation system. A broad range of intake and exhaust



THE INS AND OUTS OF STAINLESS STEEL

Steel alloyed with chromium and other metals
like molybdenum or nickel rusts less than normal
steel and has been designated “stainless.” In the
presence of oxygen, the chromium forms an inert
skin that resists corrosion. There are some 500
grades of stainless steel available, and when add-
ing stainless fittings to the boat, remember that
stainless means just that—it stains less, but it is
not stain free. That means it is not completely rust
free, and in the corrosive marine environment,
lower grades of stainless will rust copiously af-
ter a few months. More important, they will lose
strength and eventually fail.

Most marine-grade stainless steel is austenitic
stainless, meaning the alloy contains nickel. It
just so happens that nickel renders the steel non-
magnetic, so if you're ever trying to buy fittings in
a household plumbing or hardware store, take a
magnet along. If the sink drain you’re contemplat-
ing is labeled stainless but attracts the magnet, it
won’t hold up in the marine environment.

Much of the stainless sold in chandleries is
designated 304 and contains 18 percent chromi-
um and 8 percent nickel. The 316 stainless alloys
have higher nickel content and also include about
2 percent molybdenum, which makes them sig-
nificantly more resistant to corrosion and surface
oxidation than 304. Always buy 316-grade stain-

less for any potentially high-load application like
chainplates, lifeline stanchions, pulpits, backing
plates, and so on. If you can afford it, you’ll spend
a lot less of your time polishing rust off your stain-
less if you buy 316 for every stainless application
aboard.

Note that 316 stainless steel’s ability to resist
corrosion depends upon the presence of oxygen
to bond with the chromium. Problems arise with
most stainless alloys in a deoxygenated environ-
ment. Stainless that passes through the deck or
underwater fittings in poorly aerated areas like a
centerboard trunk or rudder shaft may be subject
to corrosion, and the problem will be virtually
invisible until something fails. Failures can also
occur where water works its way into microscopic
cracks or scratches on a fitting like a shackle. The
lack of oxygen in the crack will lead to crevice
corrosion, which can be severe enough to cause a
sudden failure of the fitting.

Avoid using 316 stainless for underwater ap-
plications or where there might be a problem with
oxygen circulation. Where stainless chainplates
pass through the deck, they should be pulled out
and inspected regularly for any signs of crack-
ing or corrosion. Other stainless steel fittings like
shackles should be regularly inspected for small
cracks developing along load lines.

options—including ports, hatches, and dorades for each
area of the boat—will keep air circulating even in tropi-
cal downpours. Table 3-8 in the previous chapter sum-
marizes the ideal ventilation by area for a boat that will
spend much of its time in the tropics.

Any boat should have good airflow in the main liv-
ing areas in dry, windy conditions at anchor with the
hatches and companionway open. But even in the
breeziest conditions, airflow stagnates in some areas
for lack of an adequate number of openings to handle
both intake and exhaust. To find ventilation problems,
set up a good breeze through most of the boat and then
light a candle and investigate every cabin, looking for
any place where the flame stands upright, undisturbed
by any draft. The larger the boat and the more com-
partmentalized the interior, the more areas of stagnant
airflow it will have.

Quarter berths and aft cabins often pose the biggest
airflow challenge, especially if they have doors that are

kept closed for privacy. Portlights are only useful for ex-
hausting air at anchor, so another type of opening will be
required for air intake. Deck structures often block the
wind and keep it from reaching deck hatches or dorades
located on the aft deck. The best solution is to add a deck
hatch on the forward end of the aft cabin, positioned so
it’s clear of a soft dodger or so that the dodger can be
opened to allow air to reach the hatch (Figure 4-11).

A couple of other solutions will improve airflow in
otherwise enclosed spaces. For large aft cabins, wind-
scoops can reach above deck structures to direct air
down through an open hatch. For smaller cabins or quar-
ter berths without any deck openings, it may be possible
to install a portlight into the cockpit footwell (Figure
4-12). If the boat does not have a watertight stern bulk-
head, installing a louvered access hatch through the par-
tition between the quarter berth and the cockpit locker or
lazarette and leaving the locker or lazarette hatch open
will also create some air circulation. On boats without
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Figure 4-11.

A hatch placed on the aft edge of the coach roof just in front of the dodger makes the
best air intake for an aft cabin or quarter berth.

much deck structure and with forward-facing lazarette
hatches, this can pull a great deal of air into the boat.

As a last resort, a fan in the cabin combined with a few
discreet, decorative holes cut through the top of a bulk-
head, or louvers or cane in the door, will draw air into
the cabin, where it can be exhausted through a portlight.
Some combination of these options may be necessary to
upgrade the ventilation in an enclosed area to acceptable
levels for the tropics.

The extensive glass surface area in deck saloons and
pilothouses makes them hotter than other parts of the
boat, so they need more ventilation but often have less.
UV coatings, double-paned glass, tinted glass, reflective
screens, and exterior covers or louvers (Figure 4-13) all
reduce the solar gain, though they also reduce visibility,
especially at night. Some combination of these in addi-
tion to two to four large opening hatches (Figure 4-14)
will be necessary to keep these areas livable in the trop-

Figure 4-12.

A portlight can be installed in the cockpit footwell to ventilate an otherwise enclosed
aft cabin.
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Figure 4-13.
This catamaran uses a combination of finted windows and venefian blinds to cut solar
gain, and has ports through the fixed forward windows for ventilation.

ics. Otherwise, the only way to keep large deck saloons or
pilothouses cool will be with air-conditioning.

Most screens reduce airflow by about 75 percent, so
they should be avoided if possible. In areas where mos-
quitoes, sand fleas, or biting flies are a problem, anchor-
ing in a good breeze a half-mile or so away from shore
will keep the critters from reaching you. Mosquitoes are
most active at dusk, so putting screens in for an hour or
so before sunset and taking them out again when it is
dark will keep the insects from boarding the boat without
restricting ventilation too much.

Airflow Challenges

The ventilation situation changes completely when wa-
ter from rain or spray starts to enter the boat along with

Figure 4-14.
Opening deck saloon hatches, like those in the Oyster deck saloon designs, allow
adequate ventilation to offset solar gain from the large window areas.




Figure 4-15.

A simple, easy-to-set-up harbor awning will keep the boat cool and well ventilated in
hot, windless weather and in squalls that bring little wind.

the air. Good ventilation becomes a matter of getting air
into the boat while keeping water out. A waterproof, well-
made dodger that covers the entire companionway and
extends aft for an additional 3 feet or more will protect
the companionway and any portlights in the cockpit foot-
well, allowing them to remain open through squalls. With
the wind anywhere forward of the beam, this provides
plenty of exhaust capability. The trick is getting air into
the boat.

A full-length harbor awning can shelter all the hatches
aft of the mast, so they can be kept open during squalls.
The awning should start from the mast and extend back to
the bimini, if the boat has one, or all the way to the stern
if it doesn’t. This awning will also prove valuable in hot,
light-wind conditions by shading the deck and keeping it
cooler while funneling any breeze into open hatches.

A number of companies make fully battened awnings
designed to allow a person to walk down the side deck
under cover, and others make complicated awnings with

Figure 4-16.

A small sprayhood on an aft-facing hatch.

Figure 4-17.
A small tarp secured over a hatch to prevent rain from entering.

side curtains that roll down and with various systems for
collecting rainwater. In the real world these features are
rarely used, and most of these awnings are expensive,
difficult to stow, and too cumbersome to put up. Any good
canvas maker can make a simple, inexpensive harbor
awning with just a few long battens to stow, but it will
probably only be chest-high along the side decks (Figure
4-15). Though a bit inconvenient, this does keep the rain
out of the hatches better than a higher awning, even when
the wind comes up a bit.

When rain is accompanied by strong winds, harbor
awnings will need to come down, or they’ll make the
boat sail at anchor and “jig” at a dock, straining ground
tackle or mooring lines. In these conditions, sprayhoods
designed to cover an aft-facing hatch (Figure 4-16) or a
small tarp suspended from a halyard over a hatch and
secured at the corners (Figure 4-17) will keep rain out
while still letting in a good deal of air. The tarp has the
advantage of flexibility, as it can be rigged over the most
useful hatch and oriented to keep the rain out even when
the wind is not over the bow of the boat.

A good tarp that can serve a variety of useful purposes
from awning to drop cloth can be made out of a 4-foot
square of heavy canvas. The edges should be hemmed
and grommets installed in each corner and halfway along
each edge. A webbing loop sewn into the middle of the
square can be used to attach a halyard to position it over
a hatch.

When the wind gets too strong and the rain too tor-
rential, all hatches need to be closed. At this point, air
can be exhausted from areas that must stay dry but must
be taken in only through openings where water can be
isolated and drained without getting into the rest of the
boat. A portlight located in the cockpit footwell and pro-
tected by the dodger will be useful when the wind is over
the bow even in torrential rain. A small hatch or portlight
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located in an area where water won’t do any damage, like
the head or, better yet, a shower stall, can also be used to
bring air into the boat in wet conditions and will greatly
improve air circulation.

For getting air into the boat and keeping water out,
nothing beats Olin Stephens’s wondrous dorade ventila-
tors, named for the first boat to carry them. The airflow
through a dorade vent increases with the square of half
the diameter of the through-deck pipe. To be most effec-
tive, through-deck pipes need to be as large as possible.
A 4-inch-diameter pipe should be considered the mini-
mum, but 5 or 6 inches is preferable. The higher off the
deck the cowl of the vent, the more airflow it will receive.
To be useful, cowls should be at least 12 inches above
deck level; more is better.

Dorades need to be properly engineered. The through-
deck pipe should terminate at least 3 inches above the
deck (Figure 4-18), and there should be at least 2 inches
between the top of the pipe and the top of the dorade box.
The bottom of the intake pipe and the top of the exhaust
pipe should overlap slightly, and there should be at least
2 horizontal inches between the two pipes. A baffle placed
between the pipes and extending down from the top of the
box to a level just below the pipe openings keeps water
from entering the through-deck pipe. The cowls need to be
as large as possible—at least the diameter of the through-
deck pipe. You should be able to rotate the cowls, and
1-inch-square drainage holes should be cut into the cor-
ners of the box. The vent should be equipped with a re-
movable screen for use in mosquito-infested ports. For
extreme conditions, when the dorades could flood the boat
in a capsize, the dorades must be able to be closed off com-
pletely. A plate that screws into the bottom of the through-
deck pipe inside the boat or into the top of the box on the
outside of the boat when the cowl has been removed will
make a dorade virtually watertight.

Solar vents and mushroom vents just don’t measure up
to the dorade vent for tropical use. Both are too close to the
deck to get a clean flow of air, and mushroom vents don’t
create the necessary pressure differential to move air into
or out of the boat. Solar vents rely on a fan to move the air,
but combining electrical and mechanical parts with salt-
water exposure limits longevity and reliability.

When a hard rain and strong wind restrict exhaust and
intake options, airflow will necessarily be reduced, but
fans can help make up for that by keeping air circulating.
Every berth should have a fan set up to direct air across
it, with variable settings that allow the amount of air to be
controlled. A fan in the galley will keep the cook cool and
help prevent seasickness on passage.

The problem at sea is similar to the problem in a tropi-
cal rainstorm, and the solutions are also similar. In calm
conditions on passage, many people leave hatches and
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Figure 4-18.

Attributes of a well-designed dorade ventilator. (Lyanne Schuster illustration)

portlights open to get extra ventilation, but all too often
they end up closing them only afier a wave has thrown
itself down below. That happened to us a couple of times
with unpleasant results, and then we made a rule that all
hatches and portlights have to be closed and dogged when
we start seeing whitecaps. The only exceptions are those
that open into “wet” areas of the boat, such as the head,
or those that are fully protected from spray, such as the
portlights in the footwell of the cockpit. On a downwind
passage, these footwell portlights bring a nice breeze into
the aft cabin where sea berths are often located.

The dodger itself needs to have good airflow so the
person on watch won’t get overheated or seasick from a
lack of ventilation. Hard dodgers and pilothouses should
have at least two small hatches, and soft dodgers should
have zip-away panels that allow air to flow through part
of the front of the dodger. Ideally these panels will be
located on either side of the companionway, so that the
companionway remains protected while the on-watch
crew gets good airflow.

When conditions get a bit rougher, the last hatches
and portlights need to be closed. Maintaining adequate
ventilation then becomes much tougher on most boats.
With a good dodger, the top hatchboard can be left out
of the companionway in all but the worst conditions. The
companionway will continue to function in an exhaust ca-
pacity upwind and an intake capacity downwind but will
require the assistance of dorade vents oriented in the ap-
propriate direction to provide any noticeable movement
of air. Boats with too few or poorly designed dorades will
be all but impossible to keep properly ventilated on a
rough-weather tropical passage.

We know of two alternatives for keeping a small
amount of air moving through a boat in ultimate storm
conditions. The first is to design an overlapping lip that
creates a small windscoop between the hatchboards (Fig-
ure 4-19). If running downwind, a surprising volume of



Figure 4-19.

A small windscoop designed into Silk’s Lexan hatchboards hrought some air into the
galley in rough weather. (Lyanne Schuster illustration)

air will find its way through this tiny opening and, if the
galley lies near the companionway, may mean the differ-
ence between a hot meal for the crew and a cold meal or
none at all.

Second, Rolf Shapiro and Deborah Bjelke—who have
sailed the high latitudes aboard their steel boat Northern
Light for the last three decades—recommend attaching a
hose to the bottom of the dorade through-deck pipe and
running it into the bilge. The hose needs to be the same
diameter as the through-deck pipe and must be attached
in a watertight and very secure fashion. This means the
dorades do not need to be closed off, and it allows air
to come into the boat in the worst of weather. If a wave
breaks into the dorade, it is directed into the bilge, and if
the boat is capsized, the dorade vents cannot flood it. In
conjunction with a few fans, either one of these solutions
will keep the air from becoming totally stale below.

Good ventilation on a liveaboard boat matters not just
every day but every minute, and not just to crew comfort
but also to the longevity and structural integrity of the
boat. Getting ventilation right takes little more than some
innovative thinking and a small investment in canvas

and fans, but it pays big dividends.

Improve the Anchoring Arrangements

A boat either has a good anchoring platform or it doesn’t,
regardless of age and size. A boat like the Tartan 34 (S&S

Figure 4-20.
The anchoring platform on this 34-foot hoat meets all the requirements outlined in
Chapter 3.

34 in Australia) has a much better anchoring platform
(Figure 4-20) than the one on the 50-foot boat shown in
Figure 3-15. If your boat does not have a good anchoring
platform, make upgrading it a priority.

If your boat lacks foredeck space, consider adding
a bowsprit. Figure 4-21 shows a rugged stainless steel
bowsprit that could be retrofitted to many boats. A boat
that is sensitive to weight in her ends would not do well
with such a large platform; the approach shown in Figure
4-22 would be more appropriate.

Many chain boxes are located high in the bows, which
is not a problem on a coastal boat carrying a few feet of
chain and a rope rode. But an offshore boat needs to carry
a minimum of 75 feet of chain in the chain locker; most
carry 300 feet. That kind of weight will impair the per-
formance of almost any boat, causing it to pitch and hob-
byhorse excessively, unless it can be moved well down
and aft. There are several ways to go about doing this,
the most common of which is to run a PVC pipe from the
deck pipe down to a chain box under the forepeak bunk.
To minimize the likelihood of the chain jamming, the
pipe should be led as far aft and as high above the bot-
tom of the locker as possible (Figure 4-23). Otherwise,
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Figure 4-21.
A solid stainless steel bow platform that could be fabricated for most offshore boats.

the chain will stack into a cone and jam the pipe every
time the anchor is retrieved.

The deck pipe can let in a huge amount of water
when sailing hard on the wind. Although this should be
plugged on passage, safety demands that an anchor be
ready to run when sailing coastwise. That means that the
chain locker must be set up to remove any water that gets
into it. Self-draining chain lockers sound great in theory,
but as discussed in the Sea-Safe Deck Layout section in
Chapter 3, they often don’t work well in practice. Most
people we have met with boats under 45 feet have had to
seal a self-draining locker, move the chain box aft, and
create some other way to drain the water that comes in
through the deck pipe.

On older boats, the chain locker communicates with
the bilge, and anything that comes in through the deck
pipe will find its way to the sump if the bilge drainage is
set up well. This solution has the advantage of simplicity

Figure 4-22.

A similar platform offers most of the same advantages but is considerably lighter.

102 PART II. Refitting and Equipping the Yacht for Bluewater Voyaging

Figure 4-23.
The PVC pipe could be led farther aft in Hawk's chain locker for better weight

distribution; however, it is high enough that the chain never pyramids and jams under
the pipe.

and uses the boat’s existing systems to remove any water.
But it has the disadvantage of bringing a great deal of wa-
ter below in certain situations, and with it mud and dirt
that can easily clog smaller bilge pumps. Unfortunately,
there is no single, optimal solution to getting rid of water
that finds its way into the chain locker.

If the boat has a watertight bulkhead and the chain
locker lies below the waterline, a pump will have to be
used to remove any water that gets into the locker. This is
the situation on Hawk. A small pipe welded into the base
of the watertight bulkhead on the centerline of the boat
was designed to drain water from the chain locker into the
bilge. We have plumbed that to our electric bilge pump us-
ing a T-fitting so we can switch between pumping the bilge
and pumping the chain locker. Most experienced cruisers
we know have come to some sort of similar solution.

I consider pressure water optional; we don’t have it on
Hawk and rarely miss it. But I would not be willing to do
without our deck washdown pump. Not only does this keep
sand and mud out of the anchor locker, but it also allows
us to rinse the boat before collecting rainwater and to clean
up after we’ve been engaged in a major project on deck.

Bear in mind two final points in organizing your an-
choring platform. First, anchors need to be secured at
sea so that they cannot break loose and damage the
boat. They should be fastened both at the shank and at
the crown. On Hawk, we secure the crown using a line
through holes in the cheek plates, and we lash the shank
against a U-bolt in the deck (Figure 4-24).

Second, both asymmetrical spinnakers and Code Ze-
ros (reachers set on removable furlers as described in the
Upwind Sail Combinations and Sail Handling section in
Chapter 5) need to be fixed to a strong point at the stemhead



Figure 4-24.
Hawk's primary anchor secured for sailing.

in front of the headstay. If you plan to outfit your boat with
either of these sails, you will need to build an attachment
point into the stemhead fitting. Asymmetrical spinnakers
create large shock loads when they collapse and fill in an
ocean swell; Code Zeros will produce loads as large as those
the headstay must withstand. Therefore, the stemhead fit-
ting will need to be as strong as a chainplate, and you’ll want
to factor that into your anchoring platform design. On Hawk,
the headstay chainplate extends beyond the bow roller. We
attach our Code Zero and our asymmetrical spinnaker to the
Spectra pendant spliced to the shackle at the forward end
of the chainplate (just visible in front of the headstay turn-
buckle in Figure 4-24).

Revitalize the Rig

If you do nothing else before you set sail, make sure the
spars and standing rigging are sound. Any problems with
either should be clearly stated in the survey, along with
recommendations for upgrading them. If you are taking
your current boat and have not had a survey done, take
the mast out of the boat and hire a good rigger to go over
every inch of the rig and make recommendations for up-
grading it to offshore standards. Find a rigger who has
worked on offshore racing yachts, not round-the-buoys
racers and coastal boats.

Table 4-3 itemizes the things that may need to be done
to upgrade the mast and rigging on boats of different ages.
Most catamarans depend upon only three stays to keep the
rig up. The loss of any one will drop the mast. Karl and
Jill Matzke sailed a Kennex 445 around the world. They
ended up adding an inner forestay and running backstays
after losing their mast off the Costa Rican coast when
the forestay parted at the top swaged fitting. Karl says,

TABLE 4-3. REVITALIZING THE MAST

AND STANDING RIGGING

Boat Age Mast and Standing Rigging
20+ years ® Replace entire rig
10-20 years ® Replace standing rigging
o Reinforce mast
® Rebuild/repaint mast
® Replace mast wiring
® Replace navigation lights
5-10 years ® Replace any suspect rigging

® Reinforce goosenecks
® Reinforce boom at vang fitting

® Inspect mast/rig

o Add staysail stay

o Add running bockstoys/ checksiays
o Install spreader lights

® Tune rig

New-5 years

“At this point we do not see [the normal]| configuration
as offshore-ready. Around-the-world racing multihulls
have multiple stays, and in our view cruising catamarans
should as well to eliminate single-point failures.”
Unless you plan to replace the entire rig, you should
make your own inspection to confirm what the surveyor or
rigger has found and to identify any other problem areas.
Start at the masthead and work down to the heel fitting,
inspecting every weld, every fastener, every sheave, ev-
ery terminal, every spreader, every stay, and the entire
length of the mast track. Take along a magnifying glass,
a bit of 600-grit sandpaper, a screwdriver and needle-
nose pliers, an oily rag, and an indelible ink pen to mark
any small cracks or stress areas you find. On a second
round you may also need a grinder and a drill. If the mast
is more than 5 years old and has never been out of the
boat, make a first inspection with it up, and then pull it
to check the mast heel and mast step. Any repairs will be
much easier to carry out with the mast out of the boat.
To find problem areas, inspect the following:
o Welds. Use the magnifying glass to look for cracks
in typical problem areas including the headbox
and masthead crane, around spreader bases, the
tangs, and the gooseneck and vang attachment
points to the mast and the boom. Even the tiniest
crack in a weld can indicate a big problem, for the
crack may originate in the interior of the mast and
run through the entire weld. On a mast that has
been painted, all that may be visible is a hairline
crack in the paint. You will need to very delicately

grind this back to see if the crack penetrates the
weld.
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* Fasteners. Corrosion between an aluminum mast
and stainless steel fasteners can result in blistering
paint, chalky white deposits on the mast and the
fastener, and loose or damaged fasteners. Stress
may cause deformation in the mast wall surround-
ing the fastening or hairline cracks in the paint
on a painted mast and crazing in the anodizing on
an anodized mast. Check for any of these signs
around each fastener. If a large number of fasten-
ers show signs of corrosion, you should strip the
mast of all its fittings and refasten them following
the recommendations in the Preventing Corrosion
between Dissimilar Metals sidebar below.

e Tangs and terminals. Inspect each fitting where a
shroud or stay attaches to the mast. Look for any
sign of deformation, cracking, wear, or stress. Re-
move mounting bolts for tangs and inspect the fitting
with the magnifying glass for crevice corrosion.

® Sheaves. Clean each sheave and make sure it spins
freely and shows no signs of corrosion. Replace
any that are deformed or excessively worn.

* Mast wiring and fixtures. Make sure each light works
on the mast. Check the voltage at each light fix-
ture and compare it to the voltage at the base of
the mast to gauge voltage drop. Do a radio check
with the VHF to determine broadcast range. In-
spect wires where they leave the mast, looking for
any signs of chafe or wear. Look for signs of corro-
sion or water saturation in the wires at the base of
the mast. If the insulating material seems damp,
peel some back and see how far water has wicked
up the wire. Large voltage drops, wet wires at the
mast base, and intermittent problems with lights
or broadcast strength on the VHF all indicate that
some or all of the mast wiring will need to be re-
placed.

o Mast track. If the mast has an external track, in-
spect it for any damage, including small scratches,
gouges, or nicks. These will need to be sanded or
ground away. If the track is badly damaged, it will
need to be replaced. Check that each fastener is
centered and flush with the track, shows no signs
of corrosion, and cannot be tightened further.
Make sure the joints between track sections are
absolutely smooth and show no signs of wear.

e Spreaders. Check for corrosion where the shrouds
pass through the spreader tip. Make sure there is
no sign of cracking, stress, or deformation around
the spreader bases or along the spreaders them-
selves. Each spreader should bisect its shroud.
Adjust them if necessary.

e Wire rope/rod rigging. If the standing rigging is made
from wire rope or Dyform wire, run a slightly oily
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cloth down each stay. Closely inspect any area
where the cloth snags for fishhooks or stranding.
Examine each stay where it enters the terminal
for broken strands. Replace the stay if you find a
single broken strand or fishhook. It is difficult to
identify problems with rod rigging through a visual
inspection. If the mast is out of the boat, inspect
rod rigging for any kinks or deformation. Replace
it at any sign of either.

Cutouts. To prevent weakening of the mast section,
cutouts where halyards exit the mast should be
oriented vertically instead of horizontally and stag-
gered up and down. The mast wall should show no
signs of deformation or stress in the area of the cut-
outs. Cracks may radiate outward from square cor-
ners on cutouts. A small hole (Ysinch in diameter
or so) drilled at their termination point will stop the

crack from going any farther. Rounding any square

corners will prevent cracks from developing.

e Swages/compression fittings, toggles, and turnbuckles.

Inspect for rust, cracking, elongation, corrosion,

or any other signs of wear.

® Mast heel. Check for any signs of corrosion around

the base of the mast. On boats more than 20 years

old with a stainless steel mast step, the heel may

be completely corroded and may have become

welded to the mast step. In that case, the mast

will have to be cut away from the step. Replac-

ing a stainless mast step with aluminum, adding a

drain, and, on a keel-stepped mast, raising it so it

is 6 inches or so above the level of the bilge will

prevent this from happening again.

Even if you can find no evidence of problems with the
standing rigging, it should still be replaced if it has seen
a certain amount of wear. Riggers usually recommend
replacing all standing rigging after a circumnavigation,
after three or four ocean crossings, after five or six years
of seasonal ocean racing, or after ten to twelve years of
seasonal coastal cruising. Err toward replacing the stand-
ing rigging if your boat is more than ten years old or has
spent more than five years cruising. It’s well worth doing
this job as part of a total refit in your home port rather
than chancing a rigging failure at sea and having to deal
with the aftermath in a remote port.

For offshore work, stays should be sized so that the
working load is no more than 25 percent of the break-
ing strength. To save weight aloft, many coastal and rac-
ing boats have rigging sized to 50 percent of breaking
strength. A good rigger will be able to give you an idea
of the working loads for your standing rigging. If there is
any indication from owners of sister ships, your own ex-
perience, the survey, or a rigger that the rigging may be
undersized for what you intend to do with it, go up in size



when you re-rig. If the boat has Norseman or Sta-Lok fit-
tings and you can’t afford to replace them with larger ones,
use Norseman’s Dyform wire rope when you re-rig to gain
23 percent in strength with the same wire diameter.

Rod rigging is both stronger for its size than wire
rope and virtually chafe free. It is increasingly common
on many cruising boats. We had rod rigging on Silk and
found it to be both strong and highly reliable. However,
the presses required to mushroom the ends if a wire
needs to be replaced or shortened can be found in only
a few places around the world. Also, rod rigging is eas-
ily damaged if mishandled when being taken off the boat
or stowed. Given our plans to cruise remote areas with-
out yacht facilities aboard Hawk, we decided to use Dy-
form wire rope. This has performed well over more than
50,000 miles, though we have had to take extra precau-
tions against chafe on our sails.

Compression fittings like those made by Sta-Lok and
Norseman are far less prone to failure than swaged termi-
nals and are much easier to replace at sea. They are also
much more expensive. If you have to replace the rigging
on the boat and can afford it, use compression fittings
throughout. If you can’t afford that, use compression fit-

Figure 4-25.

On Hawk, we had gussets welded to the mast fitting where the gooseneck attaches to
strengthen it when cracks developed in the welds.

tings on the forestay and backstay and swaged fittings
elsewhere. Make sure to hire a competent rigger with a
rotary hammer swaging machine. Carry a spare compres-
sion fitting for use at sea if a swaged terminal fails.

If you have decided to add a staysail stay to the boat,
you will need to add a tang on the mast for the stay and
another tang for a block to act as a halyard sheave. If
the boat doesn’t have a spinnaker pole and you decide
to add one, you will also need to install a pole fitting or a
pole track on the front of the mast. If you decide to add
running backstays or checkstays, you will need to install
a fitting on the back of the mast. The loads from these
fittings can easily pull a mast that hasn’t been designed
for them out of column and lead to mast failure. Ask a rig-
ger to make sure the mast is strong enough to take these
loads and to figure out a way to reinforce it if it isn’t.

If the staysail chainplate is attached to just the deck,
it will pull up the deck. To prevent this, the chainplate
needs to be tied into a structural component. The easi-
est solution on most boats is to attach the chainplate
to the bulkhead separating the anchor locker from the
living quarters, spreading the load over a 6- or 8-inch-
long stainless chainplate through-bolted to the bulkhead.
Make sure the bulkhead is properly bonded to the hull
and strong enough to take the load.

The attachment points for the boom and the vang turn
out to be a weak link on many boats. We know half a
dozen cruisers whose booms have broken at the vang lug,
and many more who have had to reinforce the attachment
points for the gooseneck and those for the vang on both
the mast and the boom. If you find any signs of cracking
or wear in these areas, reinforce them before you leave
by adding gussets (Figure 4-25) or by adding an internal
sleeve and bolting on a large plate (Figure 4-26). Welding
weakens a mast by removing the tempering, but bolting

Figure 4-26.
We replaced the welded tang on the boom where the boom vang attaches with a bolt-on

plate to dissipate the loads; it is bolted to an internal sleeve that strengthens the entire
boom section.
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PREVENTING CORROSION BETWEEN DISSIMILAR METALS

When two different metals are immersed in an
electrolyte (any solution that conducts electricity,
such as salt water), a small electrical current will
move from the metal with the higher electrical po-
tential to the one with the lower. Essentially, you
have a battery. This current will eventually dam-
age the less noble metal—the metal with the lower
electrical potential—resulting in corrosion. Ini-
tially, this damage will be on the atomic scale, but
if it goes on long enough it can destroy the metal
completely. This is what occurs when two different
metals in contact with one another—for example a
stainless steel machine screw screwed into an alu-
minum mast—become wet with salt water.

Wherever dissimilar metals come into contact,
they must be separated from one another by some
sort of an insulator to prevent corrosion. Large
fittings such as winches and pad eyes should be
mounted on a nonconductive pad made from ny-
lon, acrylic, neoprene, or some other gasket ma-
terial. The pad should extend ¥ inch beyond the
edge of the hardware. All stainless steel fasteners
should be completely coated with corrosion inhibi-
tors such as Tef-Gel or Duralac. Wherever a stain-
less bolt head or nut may come into contact with

an aluminum mast or boom, use one or more nylon
or vinyl washers. If a stainless bolt is not tapped
into the aluminum but instead passes through the
aluminum with a nut on the other side, use nylon
sleeves or heat-shrink tubing to cover the barrel of
the fastener where it goes through the aluminum.

On a fiberglass boat, the only places where dis-
similar metals absolutely cannot be avoided are on
the mast and around the propeller. Problems can
also occur in the plumbing system, but they can be
avoided by using only bronze fittings below the wa-
terline and high-quality plastic fittings elsewhere.

On an aluminum boat, it is much harder to
avoid dissimilar metals and the corrosion prob-
lems that can result. But much of the stainless
steel and bronze on fiberglass boats can be re-
placed with noncorrosive materials on aluminum
boats—glass-reinforced nylon (aka Marelon) can
be used in place of bronze for seacocks, and alu-
minum can substitute for stainless steel in cleats,
hatches, ports, handgrips, stanchion bases, and
stanchions. Where stainless steel must be used,
careful attention to properly insulating it from the
aluminum during the building process will pre-
vent any serious corrosion problems.

on a fitting means using stainless fasteners that can cause
corrosion, and the fitting itself may hide early signs of fail-
ure. Talk to a good rigger to determine the best solution for
your mast. If you decide to weld, run the welds vertically
instead of horizontally to prevent buckling at that point.

If the boat does not have them, consider installing
spreader lights. On a pitch-dark night when something
breaks at sea, spreader lights make it much easier to lo-
cate the problem and fix it.

When you have the rig back together, but before you
sail away for good, hire an experienced rigger to go out
with you and show you how to tune the rig. While the
principles are fairly simple, having a professional show
you the ropes and look over everything that’s been done
will go a long way toward ensuring that you have no un-
pleasant surprises on your first offshore passage.

Problem-Proof the Engine and Propulsion System

Marine diesels have become tremendously reliable and
forgiving. We now expect them to perform flawlessly,
like a well-made car, for many thousands of hours over
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a decade or more with minimal maintenance. But even
today’s marine diesels don’t run forever. On many older
boats, the engine will need to be rebuilt or replaced. You
should know from the survey if you have to do a major
overhaul before you buy the boat.

Although a rebuild can save a significant amount of
money, we’ve seen many of them end with a full engine
replacement a year or two down the line. If the engine is
more than 20 years old or has already been rebuilt once,
you’ll be better off replacing it entirely. Otherwise, find a
good diesel mechanic and have every part of the engine
from the fuel system to the exhaust thoroughly checked
to determine what else will need to be replaced, and ask
for a complete estimate on the total cost of a rebuild. Then
see what kind of a warranty you can get and compare the
rebuild estimate with the cost of replacing the engine be-
fore rebuilding. If the estimates are within a few thousand
dollars of one another, go with the new engine. The greater
reliability and smaller size of a new marine diesel will
make the exercise more than worthwhile. For a full list of

upgrades that may be necessary to boats of different ages,
see Table A4-2 in Appendix 4.



Engine Upgrades

Even on a brand-new engine, you may need to make some

of the following upgrades before heading offshore:

e Primary filter. Every engine has a fuel filter just be-
fore the fuel pump, but that filter is designed to
remove only microscopic contaminants and can
be easily fouled by water or larger particles. Ev-
ery cruising boat should have at least one addi-
tional filter between the tanks and the lift pump.
This should be designed to separate out water and
other contaminants and deposit them in a see-
through bowl with a drain plug at the base of the
filter. Most cruisers rely on Racor filters, made by
Parker. When installing primary fuel filters, bear
in mind that they need to be accessible so that
they can be checked for contamination regularly
and drained if necessary.

* Raw-water intake. The intake should be located so it
will stay underwater on all angles of heel and in all
sea states. This is rarely a problem on monohulls
but can be on multihulls in storm-sized ocean
waves. If there is any question at all on your boat,
you may want to consider creating a sea chest, a
large, below-waterline compartment with a single
large intake from which salt water is drawn to sup-
ply all the various uses aboard.

© Raw-water strainer. An oversized raw-water strainer
should be fitted after the engine intake seacock
and before the raw-water pump in an accessible
place inside the boat. It should be large enough
that a small piece of cloth or a large jellyfish can’t
block it completely. If the engine intake seacock is
difficult to reach, the top of the strainer should be
just above the waterline, so it can be opened and
cleaned without closing the seacock.

e Exhaust system. If a siphon forms in the raw-water
system or water is forced into the exhaust by a
large wave, one or more of the engine cylinders
can be flooded. This is one of the most common
engine problems offshore, and it is well worth do-
ing some redesign on the exhaust system to avoid
it. Siphon breaks on saltwater hoses clog fre-
quently enough that routine maintenance may not
prevent a problem. Replace the siphon break with
a hose fitted with a large one-way valve that ends
as high above the waterline as possible, ideally in
a coaming in the cockpit. To prevent a wave from
forcing water up the exhaust hose, a shutoff valve

it must be closed and for remembering to open it
before you start the engine.

0il change pump. On many engines it’s all but impos-
sible to access the bolt to drain the oil pan. Most
people change their oil by using a hand pump or
drill-mounted pump to pull the oil out through the
dipstick. However, that allows residue and sludge
to build up in the bottom of the oil pan over time
and makes for messy, frustrating oil changes. On
Hawk, we have plumbed an electric impeller
pump into the engine sump to change the oil. To
operate the pump, we must turn on a breaker at
the distribution panel and a switch on the pump
and remove a bronze cap from the hose. This mul-
tistep activation routine prevents us from acciden-
tally pumping the oil out of the engine. With this
system, changing the oil takes about 10 minutes
and never creates a mess.

Engine heater. Plumbing a heater into the freshwater
cooling system on the engine or generator enables
you to heat the boat with the engine’s hot water. A
few chandleries sell simple marinized bus heaters
consisting of a fan and heat exchanger. If you run
the engine or generator for an hour or so a day
to charge, this will provide enough heat to keep
the boat warm and dry during a summer cruise
in Maine or before a late-fall departure from New
Zealand.

Engine controls. On most boats the engine control
panel and engine stop are located in the cockpit,
where they are exposed to salt water, moisture,
and UV radiation. After a few years of cruising,
these need to be replaced, and the engine control
panel can be extremely expensive. Many experi-
enced cruisers put the engine control panel and
engine stop under the shelter of the dodger, inside
the companionway, or even down below in the en-
gine room. If you have to replace the panel or are
installing a new engine, find a dry, sheltered place
for the engine controls.

Engine mounts. Rubber engine mounts deteriorate
over time, leading to engine alignment problems.
If the rubber in the mounts is cracked, looks com-
pressed, or is pulling away from the metal, the
mounts should be replaced. Engine alignment
should be checked once a year, as the mounts tend
to settle over time.

Propellers and Propulsion System Improvements
The propulsion system may also need attention, even on
newer boats. Before making any changes to the propeller
shaft or transmission, you’ll need to decide if you want to

can be installed in the exhaust pipe. This has be-
come a standard practice among many European
boatbuilders, but the valve will only prevent water
from getting into the engine if it is closed. You will

need to develop a rule of thumb for deciding when change your propeller. Your decision will depend upon
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your budget and your itinerary as well as your cruising
style. A classic fixed-blade propeller has two, three, or
four blades permanently affixed to its hub at a specified
pitch, or angle to the water. Nothing beats a traditional
fixed-blade prop for pushing a boat through the water,
but the drag created by the surface area of the propel-
ler blades slows a boat when sailing and the inability to
change the pitch will make the propeller much less ef-
ficient in reverse.

There are three different approaches to reducing pro-

peller drag under sail:

1. Folding propellers. These usually consist of two
blades mounted on hinges. Under sail, the
force of the water against the surface of the
blades snaps them back parallel to one an-
other behind the hub, limiting friction and
turbulence to that created by the hub alone.
When the engine is put into gear, centrifugal
force pushes the blades open partway, and then
the thrust of the turning shaft snaps them into
place, usually with a noticeable “clunk.” In re-
verse, the thrust may close the blades instead
of opening them, making maneuvering in tight
quarters difficult. These were the first of the
low-drag propellers and can still be found on
most racing boats because they offer the least
resistance under sail. Racing ratings suggest
an average speed increase of 4.1 percent over
an equivalent fixed-blade propeller.

2. Feathering propellers. Each blade in a feathering
propeller is affixed to the hub by a gear that al-
lows it to rotate. Instead of folding the blades
back behind the hub, water pressure on the
blades feathers them—rotates them until only
the edges face forward—greatly reducing resis-
tance. Though feathering props create higher
drag than folding props under sail, racing rat-
ings suggest that they increase speed by 2.4
percent over the equivalent fixed-blade propel-
ler. When the engine is engaged, the prop shaft

optimum for the given conditions. Like feath-
ering propellers, they feather when the engine
is off, and gears in the hub rotate the blades
when the engine engages. But instead of be-
ing fixed by preset stops, their pitch varies with
the speed and direction of the water flowing
over them. As a result, they can deliver more
power than feathering propellers through most
of their range. Brunton’s Propellers makes the
Autoprop, a variable-pitch propeller that has
been finding its way onto more and more cruis-
ing boats, including Hawk:.

The poor performance of folding propellers under
power makes them inappropriate for most cruising boats.
The feathering or folding mechanism on any non-fixed-
blade propeller can be fouled by marine growth, mak-
ing it essential to keep them clean. Feathering propellers
need to have the pitch set properly when installed. In
many cases we are aware of, it has taken three or four
tries to find the right pitch. Beyond that, each of the
propeller types has its advantages and disadvantages as
summarized in Table 4-4. You should consider changing
from a fixed-blade propeller to one of the other types if
you really care about sailing performance or if your boat
performs particularly poorly in reverse.

Once you've decided on your propeller, you can turn
your attention to other areas of the propulsion system that
may need upgrading or replacing, including the following:

e Shaft coupling. At the transmission end, the propel-
ler shaft attaches to a coupling, which bolts to the

TABLE 4-4. ADVANTAGES AND DISADVANTAGES

OF PROPELLER TYPES

Type Advantages Disadvantages

Fixed ® Least expensive ® Most drag under sail
e Least complicated ® Poor performance in
® Least likely fo fail reverse

® Most power in forward

drives the gear at the base of each blade to rotate
it out of the feathered position. Once the blades
reach their stops at a preset pitch, the propeller
begins to spin with the prop shaft. In reverse,
the blades rotate 180 degrees from their posi-
tion in forward, which means they present the
same leading edge and pitch in either direction.
That makes them significantly more effective
in reverse than a fixed-blade propeller. Luke,
Martec, and Max-Prop, among others, make
feathering propellers for cruising boats.

. Variable-pitch propellers. These are designed to
adjust the pitch of the blades to whatever is

Variable pitch e Almost as good as ® Most expensive
fixed in forward ® Most complicated
® Best performance in e Slightly more drag
reverse than feathering or
* Do not need to set folding under sail
pitch
Feathering ® Low drag ® Expensive
o Better in reverse than e Complicated
fixed e Less power in forward
than fixed
e Pitch must be set
correctly
Folding e least drag under sail | ® Worst performance

under power

PART II. Refitting and Equipping the Yacht for Bluewater Voyaging



transmission. If the prop-shaft coupling fails, the
prop shaft can be pulled right out of the boat by
the spinning propeller, opening up a hole large
enough to flood and sink a boat in a very short
time. If the shaft coupling is held in place by a
pinned keyway, it will not normally fail. But where
the shaft coupling is held to the shaft by a series
of setscrews, the screws may work loose with vi-
bration. To prevent that, replace setscrews with
through-bolts that go right through the shaft, or
drill small holes in each of the screw heads and tie
them to the coupling with Monel wire. In addition,
a stainless steel hose clamp placed around the
shaft forward of the shaft seal will stop the shaft
from leaving the boat if the coupling fails.
Propeller shaft. If the propeller shaft shows any signs
of wear, including gouging or scouring around the
stuffing box or Cutless bearing, it should be re-
placed, and the cause of the problem should be
remedied. Most problems on the shaft result from
a misaligned engine or from overtightening the
stuffing box.

Stuffing box. Some sort of fitting keeps water from
coming into the boat where the propeller shaft
enters the stern tube. Until the last decade, most
boats were fitted with a stuffing box, a gland filled
with waterproof packing material. Stuffing boxes
allow small amounts of water into the boat to lu-
bricate the shaft. The packing material needs to be
replaced regularly, and on most boats that requires
a haulout. In the last decade, lip seals have all but
replaced stuffing boxes on newer boats. Lip seals
require almost no maintenance, let no water into
the boat, and can’t be overtightened so as to dam-
age the shaft. We’ve had a Tides Marine lip seal on
Hawk since she was launched nine years ago, and
it has performed flawlessly. If you have a stuffing
box and you make any changes to the propulsion
system that involve removing the prop shaft, we
highly recommend replacing the stuffing box with
a lip seal.

Cutless bearing. The bearing that allows the propel-
ler to rotate within the stern tube wears over time
and may need to be replaced on older boats. A
poorly aligned engine will also cause wear, so even
relatively new boats may need to have the bearing
replaced. To test it, rock the prop shaft from side to
side. If there’s more than V& inch of play, the bear-
ing should be replaced.

Cutters. Everyone gets something caught in the pro-
peller at some point, whether it’s a stern line that
got sucked under the boat, a fishing net drifting
in the open ocean, or monofilament fishing line

tangled in kelp. Any of these can stop an engine
and foul the propeller badly enough to damage the
engine transmission or the gears in a feathering
propeller. Some sort of a cutter on the propeller
shaft just in front of the propeller can lessen the
chances of a line doing major damage. We prefer
the Shaft Razor for its simplicity and ease of in-
stallation (see the Other section in the resources
for this chapter in Appendix 1).

e Engine alignment. Once you’ve upgraded the engine
and propulsion system, the engine needs to be
aligned to prevent problems ranging from a dam-
aged transmission to vibration in the propeller.

Modify Your Boat's Interior

Once your boat’s structure and basic systems have been
upgraded to offshore standards, you can turn your atten-
tion to its interior layout and finish. When remodeling a
house, most people start with the kitchen. The same can
be said of boats. Galley design, functionality, and equip-
ment have improved radically over the last few decades.
Beyond the galley, other interior modifications will be
specific to the design and layout of the boat, though a
few projects, such as upgrading stowage areas, tend to be
common to many older boats.

Galley Upgrades

The ideal offshore galley was described in the Seaworthy
Interior section in Chapter 3, and whatever you can do
to bring your boat more in line with that will make life
much easier for the cook. Even the best-designed galley
will probably need a few small improvements before it is
fully offshore ready. The stove, icebox, and sinks may all
require upgrading even on newer boats.

Propane—liquid petroleum gas (LPG)—and butane
are available worldwide and can be substituted for one
another. These have become established in developed
countries for use in recreational vehicle and camping
stoves, and in less-developed countries for cooking.
CNG (compressed natural gas) is not available outside
the United States, and propane and butane cannot be
substituted for it. Alcohol and methylated spirits for al-
cohol stoves have become increasingly difficult to obtain
as their use for cooking has declined worldwide. If your
boat does not have a propane stove, install one if you
have the money and space to do so.

A propane system must be installed correctly. Pro-
pane is heavier than air, and it will pool in the bilge if
the tanks develop a leak and the locker communicates
with the boat. To carry propane, you will need to cre-
ate a sealed locker that is separated from the rest of the
boat and drains overboard through a downhill drain in
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the bottom of the locker. If your boat does not have such
a locker, the easiest solution may be to buy one of the fi-
berglass propane lockers with drains sold by chandleries
for installation in a cockpit locker. The propane system
should include a solenoid that must be turned on before
propane will flow. The switch should be located in the
galley, with a light that comes on when the solenoid is
engaged so you can tell at a glance if the propane has
been left on.

Make sure the stove cannot break free of its mounts in
a capsize. A safety belt in front of the stove will allow the
cook to work while leaving both hands free. Install pad
eyes on either side of the stove and attach a strong web-
bing strap to them using snap hooks. From the belted-in
position, the cook needs to be able to move around enough
to reach most lockers and the refrigerator. We keep sev-
eral extra snap hooks clipped to the pad eyes to allow us
to lengthen the strap when conditions are less boisterous
or for washing dishes and putting things away.

To be useful in the tropics, refrigeration must be able
to keep the icebox at least 50° below ambient tempera-
ture. Doing that efficiently requires an exceptionally
well-insulated icebox. You will need to upgrade the in-
sulation on the icebox in most boats older than 10 years
and in any boat built for coastal sailing. For use in the
tropics, refrigerators need to have insulation equivalent
to R-20, and R-30 for the freezer. That means a minimum
thickness of 4 inches of foam (urethane or isocyanate) or
the equivalent for refrigerators and 6 inches for freezers.
Most boat iceboxes are much larger than they should be
for efficiency in the tropics, so you should be able to in-
crease the insulation without having to take up any more
space in the galley.

Several companies have developed super-insulating
vacuum panels rated at R-values equivalent to 6 inches
of foam in a 1-inch-thick panel. Bear in mind that the
rated R-value quoted by most manufacturers is mea-
sured at the very center of the panel; the value drops
significantly near the edges. These panels cost an order
of magnitude more than traditional insulation and must
be installed perfectly and protected from puncturing to
live up to their rating. Even then, they will deteriorate
over time, though there has not yet been sufficient ex-
perience with them to know whether that means a few
years or a few decades. A well-constructed icebox with
4 to 6 inches of foam will be significantly less expen-
sive, easier to build, and less likely to fail than one us-
ing vacuum panels.

The box should be constructed with a U-trap or a
valve on the drain to prevent cold air from leaking out
the bottom. It should also have double seals on the hatch
and should open at the top to limit the amount of cold
air lost when the box is opened. Finally, it should be or-
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Figure 4-27.
This icebox is cleverly designed to allow access to the hottom without moving racks or
shelves.

ganized to allow items at different levels to be reached
easily without having to take everything out of the box.
Acrylic (Plexiglas) can be used to create shelves for this
purpose, as shown in the well-organized icebox in Fig-
ure 4-27.

The boat’s motion in a seaway will make it a challenge
to find places where you can put something down and
leave it without risk of breakage or spills. A gimballed
stovetop offers the only stable surface in a rolling sea.
Deep sinks can be used as a spill-proof spot to put things
and will become the catchall for dirty dishes, for fruits
and vegetables before and after you cut them up, and for
greased bread pans while you shape dough into loaves.
A cutting board that fits securely into the top of one of
the sinks makes the most useful surface for slicing and
dicing in a rolling sea. Make sure you can stow it conve-
niently when the time comes to do the dishes. If the boat
lacks counter space, a hinged countertop (refer back to
Figure 3-19) will extend the workspace.

Finally, very few boats have a place to store a full-
sized garbage can in the galley, but this will be essential
to daily life aboard. If it can’t be fit under the sink, you’ll
have to get creative. You may be able to install the gar-
bage can under an otherwise unused part of the galley
countertop, perhaps by the hull side, with access through
the countertop for removing the bag. Or you may be able
to build a pullout locker that will hold a slightly smaller
garbage can. In any case, you will need to come to a work-
able solution before your galley will be complete.

Other Interior Improvements

To be a good home a boat must have comfortable
places to sit, yet the vast majority of boats lack this sim-
ple amenity. Consider where you will work at the com-
puter for a few hours at a time, or where you will sit and



read. Straight-backed settees, nav station bench seats,
and cockpit seats all lack lumbar support and will give
most people a backache after a few days on passage. We
have followed the lead of offshore racers and installed a
car-racing seat with proper lumbar support and shoulder
bolsters to hold us in place in our nav station. This seat
was both much less expensive and better made than the
available “marine” chairs. The chair at my writing desk,
in which I spend 6 to 8 hours a day on occasion, came
from an office supply store. We simply removed the roll-
ers from its feet and bolted it to the cabin sole. While
you may lack the space to install such a chair, changing
the angle on settee backs and having cushions made with
proper lumbar support will go a long way toward creating
a truly comfortable place to sit.

On boats older than 10 years, all the cushions will
probably need to be replaced. The fabrics used should
be rugged and of a color that won’t show dirt unless you
intend to keep them covered most of the time. Ultrasuede
and similar fabrics wear well, look great, and clean up
easily, but they are expensive. Good-quality upholstering
fabrics treated to resist staining cost much less and hold
up almost as well. On newer boats, dirty cushions can
be professionally cleaned or, if you don’t like the pat-
tern, re-covered with a new fabric. To protect your newly
upholstered cushions and greatly extend their life, buy or
make lightweight dust covers for use on passage.

The cushions themselves should be at least 4 inches
thick throughout the boat and made from high-resiliency
(HR), closed-cell foam. Different densities can be used
to create as soft or as firm a cushion as you prefer. These
will be much kinder to your back than the standard 2 to 3
inches of flimsy foam found on many older boats. For the
master cabin berth, the cushion should be 5 to 6 inches
thick. Several manufacturers make custom innerspring
mattresses for boats. If you have back problems, you may
want to consider this option, though they can be awkward
to get aboard or to move around.

If the cushions aboard are not old enough to justify re-
placement but are not thick enough to be comfortable, try
putting some egg crate foam underneath them. This can
extend the life of a tired cushion until it’s worn enough
to be replaced. In the tropics, putting the foam on top of
the cushion in sea berths will increase air circulation and
keep you cooler.

Where sea berths are directly against the hull side,
as is often the case in aft cabins or quarter berths, some
cushioning along the hull will make the berth more
comfortable when the boat is heeled. On Hawk, our sea
berths have canvas pockets fitted against the hull side
(see Figure 20-4). We fill these with clothes on passage,
and they provide comfortable cushioning when the berths
are to leeward. Other crews use egg crate foam under the

cushion and up the hull side to provide padding and in-
sulation.

A cloth or heavyweight plastic “door” over the
companionway allows you to shut out the world without
having to put in the hatchboards. This prevents rain com-
ing in when stern-to the weather in a marina or stern-
tied to shore, provides some privacy in marinas or tight-
quarters anchorages, and keeps the sun from shining into
the main saloon in the late evening or early morning. Be-
fore we installed the watertight door on Hawk (Figure 4-5),
we attached heavy-duty reinforced plastic around the com-
panionway using Velcro and twist studs (Figure 4-28).

Increase Safety Above- and Belowdecks

Unless your boat has been extensively used offshore in
a previous life, it will require some basic upgrades both
on deck and down below, no matter how bluewater its
pedigree. Very few of these are costly, but they will make
a big difference in your comfort offshore.

When youre putting together your list of safety up-
grades, get a copy of the “Complete ISAF Offshore Spe-

Figure 4-28.
Hawk's “door” was made from heavyweight plastic and allowed us to keep out the rain
and wind and maintain privacy without having to put in the hatchboards.

Chapter 4 UPGRADING FOR OFFSHORE 1M1



COMMON ELECTRICAL AND PLUMBING SYSTEM UPGRADES

On older boats, the electrical and plumbing
systems will have evolved over time so that what-
ever configuration you find aboard will result more
from accident than planning. Many different peo-
ple work on a boat during its lifetime, equipment
gets added or removed, and related systems never
get updated accordingly. A look anywhere in the
bilge or near the electrical distribution panel on
such boats will reveal a frightening spaghetti of
wires and hoses.

Reforming a renegade electrical system starts
by mapping, labeling, and testing every wire; find-
ing every piece of electronic equipment, bus bar,
and terminal; and removing extra wires, electrical
equipment, and fuses that no longer have any use.
Even if you’ve purchased a brand-new boat and
have been handed a complete electrical diagram,
you should take the trouble to verify what’s shown
and to make sure every wire has been properly
labeled. To do this, invest in a good multimeter
and learn how to use it.

A few electronic items that might take some
time to locate include the fluxgate compass for
the autopilot, the central processors for the au-
topilot and the instrument system, and the tuner
for the SSB. Also, determine whether any equip-
ment bypasses the electrical distribution pan-
els. Charging systems such as solar panels, wind
generators, and diesel generators are often fused
near the battery box and do not go through an
electrical distribution panel. Safety equipment
such as automatic bilge pumps or alarms—for
smoke, carbon monoxide, or propane—are often
wired directly to the batteries so they cannot be
turned off.

Table A4-2 in Appendix 4 shows the range of
projects you may need to undertake to upgrade an
electrical system, depending on the age of your
boat. Nigel Calder’s Boatowner’s Mechanical and
Electrical Manual (see the Refit Resources sec-
tion in the resources for this chapter in Appen-
dix 1) will prove invaluable in helping you tackle
these projects. Mistakes in the electrical system
installation can have the direst of consequences,
from causing a fire aboard to electrocuting some-
one. If the boat needs a lot of electrical work and
you intend to do it yourself, attend a seminar on
the subject before you get started.

Work on the electrical system will be much
easier with the proper tools. In addition to a mul-

timeter, you will need a properly sized insulation
stripper and a properly sized ratcheting crimper.
With a good ratcheting crimper and proper con-
nectors you will be able to produce perfect crimps
every time, even in bad conditions at sea. Cheap
“automotive” crimpers and soldering can be hit-
or-miss propositions in difficult conditions.

Lighting has undergone a revolution since we
started cruising a bit over a decade ago. A host
of low-voltage lighting options now exist that can
reduce electrical demand by 20 to 30 amp-hours
per day, a significant percentage of the overall en-
ergy budget on many boats. The new fluorescent,
halogen, and LED lights provide a range of op-
tions for many lighting needs with a tiny fraction
of the electrical draw of the incandescent lights
found on most boats a decade ago.

Make sure to install bright, highly focused
reading lights in each berth and in the main sa-
loon by any comfortable reading spots. A similar
light should be fitted over the nav table for chart
work. Red lights in the galley, head, and over the
nav station will preserve night vision on passage.
If these areas do not have fixtures that can be
switched between white and red, it will be well
worth the money to replace them.

If you plan to run a computer in the nav sta-
tion, a car adapter can be purchased that will
allow most laptop computers to be used with a
12-volt plug installed in the nav station. Even
in port, this is preferable to running a computer
on AC circuits, where it will not be protected
from the power spikes and surges common in
many countries. In addition to computers, most
boats carry a host of electronic toys and tools,
from digital cameras to CD players. A low-watt-
age DC-to-AC inverter installed in the nav sta-
tion will allow you to charge the batteries for all
these gadgets. For running sensitive electronics
such as computers, printers, and stereos, the
inverter will need to produce a true sine wave
(TSW), versus the modified sine wave (MSW) of
less expensive inverters.

Finally, if you have an engine or work room,
installing a large 1,000- to 3,000-watt DC-to-AC
TSW inverter will prove useful for running power
tools and an industrial vacuum cleaner. This is
a better solution than running the same tools
through a transformer using shore power, because
the difference in frequency will cause equipment
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to run poorly and may even damage it irreparably.
Inverters should be sized so that 20 percent of
the inverter rating in watts does not exceed the
battery capacity in amp-hours. Thus, a 400 amp-
hour battery bank can comfortably run a 2,000-
watt inverter.

Like the electrical system, most older boats’
plumbing systems will consist of a mishmash of
hoses, fittings, and pumps, many not appropriate
to their tasks. As with the electrical system, the
best way to uncover problem areas is to diagram
the plumbing system or confirm the plumbing
diagram that accompanied the boat. Trace ev-
ery hose; locate every pump; find every plumb-
ing fitting; open and close every seacock. From
a safety standpoint, the first priority in evaluat-
ing your plumbing system should be to ensure
that all the seacocks in the boat are high qual-
ity, structurally sound, function properly, and
are accessible. Beyond that, split or worn hoses,
corroded fittings, leaking pumps, and rusty hose
clamps will all need to be dealt with in your re-
fit. Table A4-2 in Appendix 4 provides a list of
additional upgrades that may be necessary on
boats of various ages.

If your boat has not come equipped with a
holding tank, you will want to add one. Only a few

places in a few countries currently require hold-
ing tanks, but the restrictions are increasing and
it’s best to be prepared.

You can create a shower stall by glassing over
the head sole and installing a shower sump to cre-
ate a waterproof shower pan. A shower plumbed
into the cockpit will get even more use than the
head shower in the tropics. Manual freshwater
pumps in the head and the galley will go a long
way toward conserving limited water supplies. In
addition, if you don’t plan to install a watermaker,
a saltwater pump in the galley will save a great
deal of fresh water when cooking and cleaning
up.
Unless located very close to the centerline,
galley and head sinks will not drain well on one
tack. A simple solution is to install a shutoff valve
in the discharge line and to close it on the af-
fected tack. However, you will be unable to use
the sink again until you come off that tack. If you
only have one sink in the galley, or if both gal-
ley sinks fill on the same tack, you will need to
install a bilge pump to drain the sinks after use.
The check valves in a small diaphragm pump in-
stalled in the discharge line will allow water to
drain when the boat is flat, but stop water from
coming into the sink when heeled over.

cial Regulations” published by the International Sail-
ing Federation or the U.S. equivalent (see the Safety
Upgrades section in the resources for this chapter in
Appendix 1). These documents encapsulate knowledge
accumulated from hundreds of thousands of hours of off-
shore racing. While they are densely written, and a few
of the recommendations can be very difficult to retrofit,
they provide many useful and proven ideas for making an
offshore boat safer.

On Deck

First and foremost, on-deck safety means keeping crew
on board. That involves everything from good nonskid
to adequate attachment points for harness tethers. Un-
less the boat comes with nonskid molded into the deck,
after ten years or so the nonskid will have been worn to
the point where it will become a danger in the first gale
at sea. To test the nonskid, pour V2 cup of vegetable oil
on it and then try to walk across it without losing your
footing. Throw a bucket of salt water over the oil and

try crossing it again. See if you can keep your footing
both barefoot and while wearing boat shoes. If you can’t,
you need to revitalize the nonskid using one of many
excellent nonskid products. Coarse and fine nonskid
additives for polyurethane deck paint work well for the
side decks and coach roof. These allow you to adjust
the concentration of nonskid to suit the area. On small
high-traffic areas such as the place on the top of the
coaming where you step to enter and leave the cockpit
(Figure 4-29), use squares of rugged nonskid material
backed with adhesive.

Several other on-deck safety issues need to be ad-
dressed on any boat, no matter the age or the size. These
include the following:

* Jackline attachment points. On most boats, the jack-
lines run from bow to stern along the side decks.
They need to be attached to something structural
that would not get ripped from the deck during a
capsize, either cleats or pad eyes through-bolted to
the deck. On a 6-foot tether, a crewmember could
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Figure 4-29.

We put Treadmaster on Hawk's coaming to provide a nonskid surface for crossing fo and
out of the cockpit.

easily go overboard even if clipped to a jackline on
the side deck, so crewmembers must learn to use
handgrips at all times when moving up and down
the decks even when tethered in.

o Short tether attachment points. Wherever crewmem-
bers cannot spare one hand to keep themselves
aboard, a tether short enough to prevent them
from going overboard should be used. Attachment
points for these should be placed anywhere crew
are likely to be working with both hands, includ-
ing the companionway, the helm station, the mast,
and any headstays without roller furling. A U-bolt
or tang should be installed just outside the com-
panionway so crew can clip in on a short tether
before removing the companionway bhoards. At the
wheel, replacing the bolts holding the binnacle to
the cockpit sole with eyes creates solid attachment
points both in front of and behind the wheel (Fig-
ure 4-30) that can also be used to lock the wheel
in place in heavy weather. Make sure to back these
with oversized washers or backing plates. A stain-
less steel rod 10 inches or so long, installed in front
of the mast an inch or so off the deck, makes a
good attachment point and can also be used to stow
spare halyards. Pad eyes can be installed near the
bottom of each hank-on headstay.

e Deck shade. Adequate shade on deck is critical to
keeping a good watch in the tropics as well as for
preventing excessive sun exposure, which can
cause dehydration, heat exhaustion, and skin can-
cer. A well-designed dodger large enough to shade
the front half of the cockpit with the sun directly
overhead should be considered an important piece
of safety equipment. It should either be structural
or strong enough to stand on. If it is not structural,
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Figure 4-30.
Replacing the bolts holding the binnacle to the cockpit sole with eyes creates good tether
points.

it needs to be able to be folded down and stowed

securely for ultimate storm conditions. In addi-

tion, you may want to consider adding a bimini to
shade the back of the cockpit, but make sure it can
easily be removed for windy conditions at sea.

If your electrical configuration and navigational re-
quirements result in a number of bulky items that must
be carried on deck, consider installing a radar arch
(Figure 4-31). This makes an ideal platform for mounting
solar panels, wind generators, radar, and antennas, and
can also be used to support dinghy davits. But it will add
significant windage to the boat. Although not that big an
issue when running downwind in trade wind breezes, it
will affect the boat’s windward ability and its behavior in
storm conditions.

Belowdeck

The single most important safety items down below are
high-capacity manual bilge pumps. Most boats are fit-

Figure 4-31.

This elegant radar arch keeps items that must be mounted on deck safely out of the way.
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ted with an automatic electric bilge pump, but this will
be useless if power is lost, and it will clog in any real
flooding situation. An offshore boat needs to have at least
two manual bilge pumps capable of moving 10 gallons
or more of water per minute (gpm) that will work even
if the batteries and engine have been flooded. Ideally, a
10 gpm pump should be fitted within reach of the helm
station and a 30 gpm pump should be located down be-
low within reach of the communications equipment in the
navigation station. Finding space for a pump this size on
a smaller boat can be difficult, but it should be consid-
ered a primary piece of safety equipment. These should
be rugged diaphragm pumps plumbed so they exit the
boat above the waterline on all angles of heel. Alterna-
tively, they should be fitted with a vented loop as high in
the boat as possible.

Chemical fire extinguishers should be placed in ac-
cessible locations throughout the boat. At a minimum, you
should have one in the galley, one in the engine room, and
one in the main saloon. Fix these in plastic brackets against
bulkheads in recessed areas where they will be protected.

Good lee cloths are essential to offshore safety;
without them, crewmembers will not get enough sleep
and will gradually lose their judgment to fatigue. With
the exception of small, single-person quarter berths, all
sea berths will need to be equipped with a heavy lee
cloth or lee board to hold the sleeper in place in a rolly
sea. When thinking through your layout, try to organize
at least one sea berth on each side of the boat for maxi-
mum comfort on each tack. If the berth is to be used on
both tacks, both a board and a cloth give the greatest
sense of security. On Hawk, we have two dedicated sea
berths in the aft cabin equipped with boards and cloths

Figure 4-32.
On many oats, lee cloths can be secured by running a line to overhead grab rails.
(Lyanne Schuster illustration)

(see Figure 20-4). We can use these on all angles of heel
on either tack.

The lee cloth should extend at least 1 foot above the
cushion and up to 2 feet if there is adequate space over-
head. A gap at the head and foot facilitates air circula-
tion in the tropics and makes it easier to get in and out of
the bunk. The bottom and top of the lee cloth should be
hemmed to increase the strength of the material, and the
bottom of the cloth should be attached to the berth using
eight to ten #10 bolts (use screws if the underside of the
bunk is not accessible) with large flat washers to prevent
the material from tearing,.

Lee cloths can be installed in a variety of ways. On
most sea berths, the canvas lee cloth is bolted to the in-
board side of the berth under the cushion. The cloth has
grommets along the top edge, and lines are led through
these to the overhead grab rail (Figure 4-32). Alterna-
tively, a line threaded through the top edge of the lee
cloth and fitted with snap hooks at either end can be
clipped to pad eyes on a bulkhead (Figure 4-33).

If the sea berth will need to be used on the windward
as well as the leeward tack, attaching the lee cloth to the
outboard edge of the bunk can make it more comfortable.
When the bunk is to windward, the lines can be tightened
until the lee cloth pulls the mattress up, creating a cradle
to hold the sleeper more securely.

On some settee berths, you can alter the width by slid-
ing them in or out. Some aft cabin berths, especially the
classic racing pipe berths, can be set at different angles
depending on the amount of heel. In either case, the
berth must lock securely in place to prevent the sleeper
from being thrown out in a big sea. If the berth does not
have a reliable locking mechanism, you will want to add
one during the refit.

Even the shortest crewmembers should be able to
reach at least one handgrip on any angle of heel from

Figure 4-33.

Alternatively, lines can be clipped to pad eyes in the bulkheads. (Lyanne Schuster
illustration)
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any point inside the boat. Shorter crewmembers will have
problems reaching overhead handgrips when the boat is
heeled. In narrower boats, these handgrips can be moved
down onto the cabin trunk below the portlights. On wider
boats, vertical posts that also serve to anchor one corner
of the galley counter or saloon table can assist crew in
moving through the saloon.

Fiddles serve a variety of purposes aboard, from keep-
ing things from sliding off countertops in the galley to
holding cushions on bunks and settees. Don’t make fiddles
more than 1 inch high on the dining table or on the nav
station, where you may be trying to work over them. A 1-
inch-high fiddle just about matches the height of a laptop,
allowing you to work on the keyboard without the fiddle
cutting into your wrists. Elsewhere, make fiddles up to 2
inches high. In places where you would rather not have to
deal with fiddles in port, you can use removable fiddle rails
of wood with posts sticking out of the bottom that fit into
small holes drilled along the edge of the surface you wish
to enclose. Totally enclosing the surface with fiddles will
make it difficult to remove dirt and debris. Leave a gap of
an inch at each end to create a crumb corner.

Many modern boats do not have fiddles to hold cushions
in place, or the fiddles are too low to do the job. If your
cushions slide onto the cabin sole when the boat heels or
slip out from under you when you try to sit or lie on them,
you'll need to secure them before heading off to sea. If
fiddles cannot easily be retrofitted to hold them in place,
heavy-duty Velcro can be used to attach cushions to fur-
niture.

Beyond that, you will need to stormproof all the
stowage aboard the boat. To do that, Alvah Simon, who
wrote North to the Night about wintering over in the Arctic
aboard his boat Roger Henry, suggests a useful exercise.
Take a picture of the interior of your boat and turn it upside
down. Now make a list of everything that wouldn’t stay put,
and figure out how you will secure it.

To pass this test, the following areas will need to be
upgraded on almost any boat:

o Refrigerator hatches. Unless they can be locked in
place, the hatches on most iceboxes and refrig-
erators will become dangerous projectiles capable
of killing someone in a knockdown. If you can’t
retrofit a stout latch on the hatch, you can lock
the hatch down with a wooden batten or metal rod
anchored in the fiddle (Figure 4-34).

* Floorhoards. In the event of a knockdown or cap-
size, whatever is in the bilge will fall on the floor-
boards. To prevent all of it from rocketing into the
cabin, the floorboards need to have secure latches
to hold them in place. Many production boats now
come with good latches, but if your boat doesn’t
have them, you can purchase ones like those we
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Figure 4-34.
A wooden hatten anchored in the fiddle and closed with a barrel bolt secures this fridge
hatch.

use on Hawk (Figure 4-35) from marine chandler-

ies.
® Hatch locks. Spaces under settees and forepeak
berths accessed by overhead hatches also need
to be secured in the event of a knockdown or roll-
over. The hatches need to be strong enough to
take the weight of the locker’s contents without
breaking. They should be locked in place by stout
latches or barrel bolts.
Battery tie-downs. If the batteries break loose dur-
ing a knockdown, they can do a tremendous
amount of damage to machinery and people. On
Hawk, we use Y2-inch fiberglass rods (originally
mainsail battens) threaded through sturdy battery
boxes to lock the batteries in place. Fiberglass is
stronger than wood but won’t conduct electricity
if it comes in contact with the battery terminals.
No matter how well prepared a boat may be, if it ever
comes close to being inverted, the damage below will be
extensive. But stormproofing your stowage will greatly in-

Figure 4-35.
These stout ABI latches can be reirofitted to secure the floorboards on almost any hoat.
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crease the chances the crew will escape without serious  different amounts of upgrading. Table 4-5 shows ev-
erything the three crews did to upgrade the structure
and layout of their respective boats, and Table 4-6

gives an idea of how much they invested in money and

injury.

UPGRADING THREE OFFSHORE VOYAGERS

labor-hours.

Simplicity’s solid fiberglass hull was still sound,
though the surveyor had found a few large blisters. But
the bulkhead around the mast was no longer bonded to

Our three voyagers—Simplicity, Moderation, and Highlife—
started from very different places and required very

Upgrade

TABLE 4-5. UPGRADES TO THREE OFFSHORE VOYAGERS

Simplicity (30-year-old,
33-foot cutter)

Moderation (13-year-old,
40-foot catamaran)

Highlife (8-year-old, 52-foot,
cutter-rigged ketch)

Remedy structural issues

Make watertight

Upgrade insulation
and ventilation

Improve anchoring
platform

Revitalize rig

Problem-proof engine

Improve interior

Increase safety above
and below

Other

 Rebond bulkhead

o Strip bottom

o Fill blisters
 Reapply barrier coat
o Antifoul

 Weatherstrip hatches, locker lids
* Reglaze/refinish portlights

® Rebed all deck fittings

* Make teak plug for deck pipe

® Make harbor awning
® Buy soft dodger (reuse frame)

 New stemhead fitting for anchors
e Replace cleats/fairleads
e Install chain box under forepeak

o Strip/restore/repaint mast

o Replace all standing rigging

o Install inner forestay/checkstays

o Install low-energy navigation lights
o Replace all mast wiring

o Paint bulkhead

o Install lee cloths

o Restore floorboards/brightwork

© Build removable table

* Make new cushions throughout

e Add saltwater pump in head/galley

* Install new nonskid

* Replace all stanchions/lifelines

* Make chocks for dinghy stowage
d Stormproof stowage

® Upgrade handholds throughout
e Install 30 gpm bilge pump

o Rebuild toilet/replace hoses
 Rebuild manual water pumps
o Install additional water tank
® Replace corroded wiring

® Buy new cockpit cushions

® Make cockpit table

e Install backing plates

® Replace core around deck fittings
® Strip off old paint

* Antifoul

o Rebed all deck fittings
e Rebed two ports, one hatch
® Reseal mast base

o Add hatch in deck saloon
o Add solar screens in deck saloon

e Hire rigger to inspect rig

o Add inner forestay

¢ Add running backstays

® Reinforce boom attachment points
® Replace two terminals

@ 2,000-hour service on engines
e Install primary fuel filters

o Add bus heater

e Install large garbage can

* Make cutting board for sink
® Rebuild icebox

e Upgrade stowage areas

e Replace all cushions below
e Install lee cloths

e Revarnish brightwork

e Install two 30 gpm bilge pumps

® Buy new cockpit cushions

® Replace electric water pumps

e Install manual pump in galley

o Add shower in cockpit

o Add saltwater washdown pump
e Replace all sanitation hose

® Replace one toilet/rebuild other

o Add hatches in aft cabins
o Install hard dodger

 Hire rigger to inspect rig

o Add variable-pitch propeller
® Add oil change pump

o Install innerspring mattress in master cabin
o Replace cushions in sea berths
e Clean all cushions

® Move handgrips within reach
o Install new handgrips

o Install bimini

o Stormproof all stowage

© Rebuild pressure water pumps

o Replace toilets with low-use freshwater toilets

o Convert saltwater washdown to freshwater
washdown

Chapter 4 UPGRADING FOR OFFSHORE
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the hull, and her rig was not in any shape to withstand
the rigors of the sea. She was leaking from an aston-
ishing number of places even sitting on the hard, and
most of her wiring was badly corroded. Her anchor-
ing platform suited the coastal racing she had seen
but was nowhere near what would be needed for long-
distance cruising. Her 30-year-old engine wasn’t in the
best of shape. She had an alcohol stove aboard and only
one sink in her compact galley. Simon and Susan started
out by putting together a refit list as described in the Refit
Plans for Three Offshore Voyagers section in Chapter 10.
That totaled a bit over $30,000, more than twice what
they could afford.

Undaunted, they started crossing things off the list.
The single largest expense was for a new diesel engine,
so they decided to make do with what they had and make
do without it if it failed. Installing a propane stove got
crossed off next. Gradually they whittled down the list to
the things that had to be done to make the boat seaworthy
and livable as shown in Table 4-5.

Susan and Simon could not afford to hire anyone to
work on the boat. The upgrades shown in Table 4-5 took
them about 600 hours to complete (Table 4-6). This did
not include time spent figuring out what to do and how to
do it. They worked nights and weekends while still devot-
ing 40 hours a week or more to their postdocs. Each of
them averaged about 20 hours per week on the boat, and
it took them over six months to finish this first phase of
the refit. Two experienced marine professionals working
full-time could have done all the work in less than two
months, but that would have cost an additional $20,000
or more. As it was, Susan and Simon needed to invest
only a bit over $5,000 to pay for this part of the refit.

Moderation had been well set up for coastal cruising,
but Michael and Molly needed to refurbish areas that had
deteriorated over her 13-year life. These included the
plumbing system and the seals on hatches and ports. In
addition, they had to upgrade her systems and equipment
for the more stringent requirements of offshore sailing.

TABLE 4-6. ROUGH ESTIMATE OF COSTS TO UPGRADE

THREE OFFSHORE VOYAGERS (U.S. DOLLARS)

Total Owner’s
Equipment/ | Labor- Labor- Cash
Materials Hours Hours Outlay
Simplicity $5,250 600 600 $5,250
Moderation | $10,000 325 200 $18,200
Highlife $11,500 220 0 $22,000
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Moderation’s cored decks had proven sound during
the survey, except for some small areas of water intrusion
into the core near some of the deck fittings. Michael and
Molly decided to pull and rebed all the deck fittings and
fix any core damage this uncovered. They also resealed
the mast boot. The main saloon area was hot in the sum-
mer, so they knew it would be a problem in the tropics.
They covered the fixed glass with a mesh solar screen
and added a large hatch in the cabin top.

They hired a rigger to inspect the rig, and he found sev-
eral cracks on the mast and boom fittings. They reinforced
these attachment points and ended up replacing two termi-
nals that showed signs of corrosion. Like most catamarans,
Moderation’s rig was held in place by only three stays.
They installed an inner forestay and running backstays.

The two engines each had fewer than 2,000 hours of
use, and compression-tested well, so the Moderations
merely had them serviced and concentrated on the an-
cillary systems. They added primary fuel filters on both
engines to ensure the cleanliness of the fuel. The boat
was already fitted with feathering propellers, which they
found worked well.

They added a high-capacity manual bilge pump in
each hull for emergencies, and they rebuilt the icebox,
more than doubling the insulation from 2 inches to al-
most 5 in most places.

When they put together their refit list, they thought the
$45,000 left after they bought the boat would easily cover
the improvements they needed to make. But shortly into
this first stage of the refit, they realized that they were go-
ing to spend more than half of that just getting the basic
boat into shape. That would leave them with a lot less
money than they had planned for buying equipment. Mi-
chael decided to undertake a number of projects himself
to save on labor. He ended up doing about 165 hours of
work during the initial upgrading of the boat, saving well
over $5,000 in yard labor costs. He concentrated on less-
skilled work such as rebedding deck fittings, upgrading
the plumbing system, and rebuilding the icebox.

Michael and Molly had expected this phase of the refit
to take about two months, with the boat in a yard the en-
tire time and a couple of people working on it full-time.
In fact, it took close to six months, but they weren’t too
worried about the delays. The yard gave them a break
on labor rates, and Michael could work at his own pace
with the boat on the hard. In the end, they invested about
$18,000 and 200 hours of Michael’s labor into this phase
of the refit.

Eight-year-old Highlife was fit out for a circumnaviga-
tion and had completed two major ocean passages before
she was sold. Her basic structure and systems had al-
ready been fine-tuned for offshore and liveaboard work,
and the previous owner had already completed a major



refit. Just to be sure, Hugh and Hilary Highlife hired a
rigger to go over every inch of the rig, while they inspected
the boat for signs of water intrusion. They found it to be
watertight, but they did add new hatches on the coach
roof that opened into the two aft cabins to improve airflow
in the back of the boat. They also moved the handgrips
along the headliner down to the cabin side, where Hilary
could reach them, and added several new handgrips in
the deck saloon area.

One of their biggest investments in this phase of the refit
was to replace the soft dodger with a fiberglass hard dodger
large enough to give them complete protection while watch-
keeping. They intended to operate a generator and a water-
maker for several hours each day, so they decided to switch

the toilets and the deck wash from salt water to fresh. This
eliminated a major source of odors in the head and allowed
them to use fresh water on passage to wash down the decks
and keep sensitive equipment salt free.

Hugh and Hilary hired professionals to do all the work
on the boat. They had the boat in a yard for a total of three
months. This phase of the refit cost $22,000 and took six
weeks with two people working almost full-time.

After completing the projects shown in Table 4-5, the
basic structure and systems of all three boats had been
upgraded to handle the demands of offshore sailing and
liveaboard cruising. Now each couple could turn their at-
tention to equipment lists and begin outfitting their boat
to reflect their preferences and needs.
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Sails and Sail Handling

OFFSHORE SAILING REALITIES

Offshore Sailing Conditions

Crew Size Boat Size

OFFSHORE SAILS AND SAIL HANDLING

Temperate and High-Latitude Passagemaking: Managing Variability
Trade Wind Passagemaking: Maximizing Downwind Performance

Modern Line Materials and Their Uses

Modern Sail Materials and Their Uses

SAIL INVENTORY FOR THREE OFFSHORE VOYAGERS
Additional Pretrip Preparations

[F YOU’RE FITTING out a boat for cruising, presumably
you like to sail. But unless you have previous offshore
experience, the conditions you will encounter in the open
ocean will differ significantly from what you’re used to. If
you want to sail as much as possible while maximizing
your miles per day, you need to understand these differ-
ences and what they imply for the optimal sail inventory
and sail handling aboard your boat. This chapter takes
a close look at how offshore conditions differ from those
found coastally and then examines the implications for
sails and sail handling on voyaging boats.

OFFSHORE SAILING REALITIES

As we prepared for our first voyage, | worried about heavy
weather and wondered how often we would encounter it.
Shortly before we left, however, Evans gave me Lin and
Larry Pardey’s Self Sufficient Sailor. In that book, the au-
thors analyzed their logbooks to determine the percentage
of time spent at different wind speeds over ten and a half
years of voyaging. They found that they had experienced
gale-force conditions (Force 8 or higher—see Table 5-1)
less than 1 percent of the time.

On our first offshore passage, we spent 72 hours in
storm-force winds, and by the time I arrived in Ber-
muda, one-third of my time offshore had been spent in
heavy weather. I was convinced the Pardeys’ statistics
were wrong, but in the course of 35,000 nautical miles
aboard Silk, we never saw such severe weather again. By
the end of our first circumnavigation, our averages ended
up much the same as theirs. I cannot explain why Nep-
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tune chooses to humble new sailors, but our story is not
unusual. It illustrates both the necessity of preparing for
heavy weather and the likelihood that a multiyear tropi-
cal circumnavigation will include only a few days of gale-
force or higher winds.

What wind and sea conditions will you experience?
This section draws upon three sources to answer that
question: the logs from our two voyages, data from off-
shore weather buoys, and the information in the Atlas
of Pilot Charts. Fach offers useful insights into average
offshore wind speeds, directions, and wave heights, with
significant implications for the voyaging sail inventory
and sail handling systems.

Sea conditions are not the only reality that determines
the appropriate sail inventory for an offshore voyage.
Most cruisers who head offshore do so in a bigger boat
with a smaller crew than they have been used to when
sailing coastwise. Both factors require adjustments in the
sails carried and in the way they are handled if the crew
is to function well at sea while keeping the boat moving at
close to its optimal speed. Even if you have sailed coast-
wise for many years in the boat you will take offshore,
you will probably need to make some major changes in
both the sail inventory and the sail handling systems to
optimize it for passagemaking.

Offshore Sailing Conditions

As mentioned above, three sources of data help illustrate the
actual wind and sea conditions you can expect to encounter
while sailing offshore. First, I have analyzed our logs over
the course of our two voyages, chronicling more than 500



TABLE 5-1. THE BEAUFORT WIND SCALE

Beaufort Average | Probable
Number | Descriptive Velocity | Wave
0-12' Term (knots) Heights? (feet) | Deep-Sea Criteria
0 Calm <1 0 Sea like a mirror
1 Light air 1-3 0.25 Ripples with appearance of scales but without foam crests
2 Light breeze 4-6 0.5-1 Small wavelets, still short but more pronounced; crests have glassy appearance
3 Gentle breeze 7-10 2-3 Large wavelets; crests begin to break; foam of glassy appearance; perhaps scattered white horses
4 Moderate breeze | 11-16 8555 Small waves, becoming longer; fairly frequent white horses
5 Fresh breeze 17-21 6-8.5 Moderate waves with more pronounced long form; many white horses; chance of some spray
6 Strong breeze 22-27 9.5-13 Large waves begin to form; white foam crests more extensive everywhere; probably some spray
7 Near gale 28-33 13.5-19 Sea heaps up, and white foam begins fo blow in streaks along direction of the wind
8 Gale 34-40 18-25 Moderately high waves of greater length; edges of crests begin to break in s