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(STEP ONE OF ED 

BAIRD’S BAD-START  

RECOVERY PLAN)

VANGUARD 

DAYS
THE MIDWEST PIT 

STOP THAT FUELED 

A GENERATION OF 

CHAMPIONS

+
FIRST TO HAVANA

 OFFSHORE RACERS   

RE-ESTABLISH TIES
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GET HARDER. GET FASTER. 
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Photo by: Neil Rabinowitz

 GET VIVID.

VIVID IS THE HARDER, FASTER, MOST COLORFUL ABLATIVE 

ANTIFOULING ON THE WATER. NO MATTER HOW FAST YOU ARE, 

BURNISH BRIGHT COLOR VIVID ON YOUR BOTTOM AND YOU’LL 

BE EVEN FASTER... AND BETTER LOOKING.



Built in the U.S.A.

  This is what you signed up 
for: fun, fast, simple yet 
competitive racing with and 
against the best-of-the-best 
in the sailing world, and the 
opportunity to experience 
impeccable yachting locations, 
with your best friends and 
family. You are an overachiever, 
therefore you’ll never settle 
for less. If you race a Melges 
boat, you’ll never have to.
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Strongly SUPPORTED WORLDWIDE, across the U.S.A., throughout Europe, Australia 

and Asia, Melges builds and proudly delivers PREMIUM PERFORMANCE sailboats. 

Our passion for the sport of sailing is fostered through simple, fun and competitive 

WORLD CLASS RACING, attracting the best sailors at some of yachting’s most 

celebrated venues. Our EXCEPTIONAL CUSTOMER SERVICE AND PRODUCT 

SUPPORT is unparalleled. When you purchase a Melges boat, you’re already a winner.

 EXPERIENCE
WORLDCLASSRACING

(262) 275-1110 + MELGES.COM

Melges 32 + Melges 24 + Melges 20 + Melges 17 + Melges 14
A Scow + E Scow + C Scow + MC Scow + X Boat
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2016 NOOD REGATTAS

  >> FEB 12-14: St. Petersburg, FL 

St. Petersburg Yacht Club

  >> MAR 18-20: San Diego, CA 

San Diego Yacht Club 

Coronado Yacht Club

  >> APR 29-MAY 1 : Annapolis, MD 

Annapolis Yacht Club

  >> JUN 17-19: Chicago, IL 

Chicago Yacht Club

  >> JUL 28-31: Marblehead, MA 

Boston Yacht Club

>> OCT 23-28: BVI Championship 

Sunsail & Bitter End Yacht Club

ORGANIZED BY

HELLY HANSEN NOOD REGATTAS 

are more than a typical weekend regatta….we are 

sailing’s one and only  national regatta series.  

Get in on three days of high-quality racing  

at six outstanding sailing venues and soak  

in the hospitality of our premier host clubs  

and their unbeatable post-race parties. 

GET IN THE NOOD & GET IN ON THE FUN.

www.sailingworld.com/nood-regattas

nood@sailingworld.com

It’s Go  time!
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F E A T U R E S

C O N T E N T S

050 054042
HAVANA OR BUST

With a welcome mat  
awaiting, the first wave of 
American offshore racers arrive 
in Cuba thirsty and weary from 
a tough passage. 

By Troy Gilbert

VANGUARD DAYS

There was a time when all roads 
seemed to lead to small town 
Pewaukee, where the beer was 
cold, the resin flowed and  
dinghy sailing advanced.

By Dave Powlison

AN OUTER BANKS  

EXPERIENCE

At the 2016 Weta National 
Championship in North  
Carolina, a  relentless gale 
keeps things on the wild side.

By Chris Museler, Photos by 
Peter McGowan

054

O N  T H E  C O V E R

Thomas Shepherd’s Beneteau 36.7, 

Kraken, hunts for a lane at the 2016 

Helly Hansen NOOD Regatta  

San Diego.

Photo by Paul Todd/Outside Images

C O L U M N S

0 3 2 
J O B S O N  R E P O R T

With more emphasis on safety for our 

offshore races and high-performance 

stadium sailing expositions, we’re 

getting better at minimizing risk.

0 3 8 
L E F T  C O A S T,  R I G H T 

B R A I N

A return to Olympic sailing  

supremacy is in the long game of 

identifying and nurturing our next 

generations. 

F R O M  T H E  E X P E R T S

0 6 0 
TA C T I C S

Bad starts happen, but not all is lost. 

Ed Baird shows how quick decisions 

and an escape to clear air get one 

J/70 team out of the cheap seats 

and in with the leaders. 

0 6 6 
R U L E S

Many rules have their precedents, 

and understanding why a rule is a 

rule can help in situations on the 

racecourse.  

D E P A R T M E N T S

0 1 0  W E T  N O T E S

0 1 4  S T A R T I N G  L I N E

0 8 2  D R .  C R A S H



North 3DL™ sails have powered more winning teams than any other sail in 
history. Contact your North representative today and discover why North 
3DL delivers the best value in performance sailmaking.

northsails.com

 Molded 

Laminate
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IAN BRUCE’S DEATH in late March, at age 

83, caused me to reflect on the influence 

he and many other industry icons have 

had in shaping our sport. It’s only when 

we lose someone that we deeply consider 

his or her lasting contributions. In Bruce’s 

case, it was the Laser — nurtured from 

its meager beginnings to the 130,000 of 

them out there in 2016. Without Bruce, we 

would have no Laser. The same is true of 

the  other Bruce — Kirby, that is. It’s hard 

to imagine what would stand today in the 

famous singlehander’s place if not for his 

and Ian Bruce’s influence. Yet rather than 

lay platitudes upon Bruce’s obituary, I 

thought it best to turn over this space 

to Kirby himself, to have him reflect on 

the life of a man who made it happen. Mr. 

 Kirby, this space is yours once again.

Ian was the Jamaican-born son of a 

 Myers’s Rum executive. When he was 

young, the family moved to the Bahamas, 

and he later relocated to Canada for his 

formal education. He attended Trinity Col-

lege School in Toronto and then did two 

years of engineering at McGill University 

before taking a course in industrial  design 

at Syracuse University.

He spent two years working in my home-

town of Ottawa, where he married Barbara 

Brittain, whom my wife, Margo, and I had 

known since high school. Then Ian landed 

a job with a big Montreal industrial design 

firm, where he was approached by a mar-

keting group that asked him for proposals 

for a line of outdoor sporting equipment. 

On the list was a “cartop sailboat.” Ian had 

a small shop near his home in Pointe Claire 

as a side business, and there he was build-

ing my Mark III International 14. We’d raced 

against each other in the 14 and Finn 

classes, so it was natural that he’d turn to 

me to design the “cartopper.”

He had no background in marine design, 

and my experience was the designing of 

International 14s. At this time I was editor 

of One-Design & Offshore Yachtsman mag-

azine, which is now  Sailing World, and we 

had just moved our editorial offices from 

Chicago to Stamford, Connecticut.

I was in my office overlooking Stamford 

Harbor when I got the call from Ian that 

changed both our lives and, thanks to him, 

the lives of tens of thousands of others. 

While we talked, I doodled a sketch on a 

yellow legal pad; it became known as the 

“million-dollar  doodle.”

I took to the drawing board and calcula-

tor and worked for a few days drawing a full 

set of hull lines. Then came the profile and 

plan views, with daggerboard, rudder and 

cockpit, and finally the sail plan. The whole 

package was sent off to Ian’s home in Pointe 

Claire along with a note suggesting that if 

his client didn’t want a sailboat, he should 

put the plans away, as someday “we might 

make a buck on this boat.”

Sure enough, the marketing group 

passed on it, so the drawings went into Ian’s 

bottom drawer. Six months later, in April of 

1970, our big break came. The  advertising 

director of One-Design & Offshore hatched 
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R E F L E C T I O N

THE MAN WHO DESIGNED THE 

LASER PAYS TRIBUTE TO THE MAN 

WHO BROUGHT IT TO LIFE.

Ian Bruce (middle row, right) oversaw 

the explosive production of Lasers in the 

1970s. In 2009 he was made an officer 

of the Order of Canada for his “devel-

opment of boats for young sailors.”

Photo: Sailing World Archives



THE CHASE IS ON FOR THE BIGGEST PRIZE MONEY IN SAILING HISTORY
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FOR MORE INFORMATION ON THE WORLD MATCH RACING TOUR, VISIT US AT  WMRT.COM

THE WORLD MATCH RACING TOUR

JOIN US AT FORT ADAMS, STATE PARK FROM MAY 30 - JUNE 4

TO SEE THE WORLD’S BEST MATCH RACING SAILORS COMPETE

FOR THE WMRT NEWPORT TITLE. WATCH ALL THE ACTION IN

HIGH PERFORMANCE M32 MULTIHULLS JUST YARDS FROM

THE SHORELINE!

IS COMING TO NEWPORT,
RHODE ISLAND!

Hosted by:
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and subscription questions, please use our 

website (sailingworld.com/cs), or email 

 SLWcustserv@cdsfulfillment.com. You can also 

call 866-436-2460 or 515-237-3697, or write  

to Sailing World, P.O. Box 6364, Harlan, IA   

51593-1864. Back issues cost $5.99 plus postage. 

Call 515-237-3697.
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the America’s Tea Cup, a regatta for new 

and nearly new small boats. Monohulls had 

to retail for no more than $1,000 and multi-

hulls for no more than $1,200. It would be 

held at the Playboy Club on Lake Geneva, 

Wisconsin, in October.

I called Ian and suggested this would be 

the perfect vehicle for introducing the new 

boat. His genius for making things happen 

came into play. He said he would build two 

prototypes. He had never built a boat from 

scratch, so despite herculean efforts, he 

barely got one boat finished in time for 

the Tea Cup. He popped hull and deck from 

their molds, glued them  together, tossed 

the boat onto the top of his car along with 

the two-part mast, and headed to Lake 

Geneva. On his way through Toronto, he 

picked up Hans Fogh, who made the sail, 

and they drove deep into the night to get 

to Wisconsin on time.

The three of us put the boat together 

for the first time on the Playboy Club’s 

beach. It was a warm and windless day, 

and the scenery on that beach was 

 seriously distracting. We’d been call-

ing the boat the Weekender for want of 

a better name, and Hans had put “TGIF” 

on the sail. Hans was a silver medalist in 

the Flying Dutchman and also served as 

our test pilot. In the first race, he placed 

second to an adaptation of the Flying 

 Junior hull. He was unhappy with the set 

of his sail, and that evening he re-cut the 

luff curve. The next day, the sail looked 

just right, and he won the first race by 

a hefty margin. He was leading in what 

was to be the final race, but it was called 

for lack of wind.

The boat caused a stir, and Ian was 

 inundated with requests from dealers 

and buyers. He knew, however, that we 

had more work to do. So the Weekender 

went back atop the car and zoomed off 

to Pointe Claire. Hans and I were  excited 

about the boat; Ian was ecstatic. His 

 optimism and vivid imagination — hall-

marks of his personality — could see that 

he had something special. It was a lively 

boat that might appeal to a broad spec-

trum of the sailing public.

For the next month, he was the point 

man for the empirical alterations to the 

boat. Hans and I worked on the sail plan, 

with me drawing three different sails, mail-

ing them to Hans and phoning the new 

measurements to Ian. By this time he’d 

built a second prototype with an ingenious 

mast step that could move fore and aft as 

well as adjust rake. Working at an incred-

ible pace during this time, Ian also settled 

a lot of small but important details, such 

as fittings, tiller length, and rudder rake, 

as well as vang specs. By mid-December 

of 1970, we had a final test weekend at 

 Royal St. Lawrence YC, and were lucky to 

have a day of medium to light winds fol-

lowed by a morning of 20 knots and sleet.

Ian, Hans and I put the boat through its 

paces, and Janet Bjorn, one of Canada’s 

best woman sailors, joined us with her fit 

125 pounds to round out the test team.

The boat was ready, but we still didn’t 

have a name. That evening, the  problem 

was solved when Dave Balfour, a student 

at McGill and a good I-14 sailor,  suggested 

“Laser,” pointing out that it was a word 

 understood internationally and one to 

which youngsters were becoming accus-

tomed. Dave also pointed out that the 

 laser logo, used in labs all over the world, 

would be perfect on the sail because it 

was symmetric and would therefore have 

to be put on only one side.

Ian then went into overdrive. He put a 

boat in the New York Boat Show in early 

January of 1971. There were 144 boats 

sold, which I believe is still a record. Deal-

ers signed up and interest was beyond 

our most optimistic dreams. He got Cana-

dian production up to 10 boats per day in 

a very short time. He licensed a factory in 

England, then one in California. Next came 

a big Irish operation. This factory helped 

the English plant meet the burgeoning 

 Laser craze throughout Europe and into 

the Middle East.

Along with this rare talent to do the 

impossible, Ian was a fine sailor, even 

though he hadn’t found the sport until 

he was 20. He raced the Finn for Canada 

in the 1960 Olympics in Naples. In 1969 

and in 1970, he won the Prince of Wales 

Cup for  International 14s, sailing one of 

my Mark III hulls with an advanced flexible 

rig he’d developed himself. The boat was 

cold-molded in England, and Ian took the 

hull and put it into fiberglass production 

with a clever interior of his own design.

With the Laser operation running 

smoothly, he again made the Canadian 

Olympic team, in 1972, this time in the 

Star class, and sailed to seventh at Kiel, 

Germany, winning the final race. During 

the  later part of his career, he brought 

three Australian-designed skiff classes 

into North America: the Tasar, 29er and 

49er. Semi retired in 2010, he closed his 

 sailboat business and developed a high-

tech electric runabout, again putting a 

 tremendous effort into development.

For one who came to the sport relatively 

late, Ian overcame the deficit with raw tal-

ent fortified by creativity and imagination. 

His mark on the boating world, and small 

sailboats in particular, is indelible.  
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J/88 is a big boat in a small boat package - everything you need to max out your sailing fun -

high performance, easy handling, large sit-in cockpit, pushbutton propulsion, onboard head,

overnighting interior, but without the upkeep and time needed to manage a bigger boat.

J/88 is a breeze to single-hand with main and jib, and when you have a crowd, the comfy

cockpit sits 6+. Tired of boat yard bills? The J/88 has a deck-stepped mast, a single

lift-point, and can be trailered home behind an SUV. Owning a J/88 is like having an

all-access pass to sailing – ready to sail when you are. www.jboats.com 401-846-8410

Better Sailboats For People Who Love Sailing

J/88...Hits the Sweet Spot

Single-handing the J/88 on Narragansett Bay, RI



T H E  W A Y  I T  I S

0
1
4

S
W

M
A

Y
/

J
U

N
E

 2
0

1
6

I STEP OUT of the rental car and stare at the 

stately three-story Southern YC. As a New Eng-

lander, I’m used to old, humble yacht clubs. I’ve 

never seen anything like Southern. I’m anxious 

about the high school regatta that has brought 

me to New Orleans for the fi rst time, but once I 

walk into the place, I’m instantly at ease. I can tell 

it’s all about sailing.

This is going to be fun.

In 2005, when Hurricane Katrina wrecked 

New Orleans, Southern’s clubhouse burned to 

the ground, but even without a clubhouse, the 

members held regattas, including the Great 

Oaks Invitational, which started 17 years ago. 

The purpose of the regatta is to give developing 

high school teams the experience of a national 

championship. For the majority of American high 

school sailors, including me and my teammates 

from Moses Brown HS, it’s uncommon to fl y to a 

regatta, so the Allstate Sugar Bowl Great Oaks 

Regatta is a big deal. Lake Pontchartrain is a 

tough place to sail, even for those familiar with 

lake sailing. 

The fi rst day is practice, a chance to get out 

and get a feel for the boats and conditions, 

which for us are extremely diff erent. I’ve sailed 

on Rhode Island’s Narragansett Bay for almost 

10 years, and the farthest I’ve ever traveled for a 

regatta is 45 minutes. What I experience on Lake 

Pontchartrain is completely diff erent. The aver-

age depth is 10 feet, and the water is brown and 

brackish rather than deep, salty and blue. Shal-

low water causes much more chop and more 

random waves than we’re used to, and there isn’t 

any current, either. The winds come from random 

directions with random velocity, which isn’t a bad 

N O  B I G  E A SY

A WIDE-EYED HIGH SCHOOL 

SAILOR LEAVES NEW ORLEANS 

CULTURED AND CONNECTED.
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thing; it just takes skill. When you finally get it 

right, you look really smart.

Most high school sailing happens in the 

spring; it’s a combination of team racing, three 

versus three in 420s or FJs without spinnakers 

and trapezes. Summertime sailing is usually big-

fleet racing with spinnakers and trapezes. The 

Great Oaks, however, is collegiate-style fleet 

racing, without spinnakers or trapezes and with 

much smaller fleets and smaller courses. Not a 

lot of high school sailors have experience with 

this type of racing, which requires faster tac-

tics and strategy. At the Great Oaks, there are 

plenty of times when my crew and I are unsure 

of ourselves and what we’re doing. 

After the first day of racing, two friends, my 

crew, my coach and I stroll Bourbon Street after 

enjoying a ridiculous amount of beignets. Here, 

in the heart of New Orleans, the sailing vibe 

of Southern YC fades, and we’re awestruck by 

the lights, the signs, and the endless sidewalks 

lined with bars and stores.

When a beaded necklace pelts me in the 

head, I look up and see a bunch of rowdy par-

tiers tossing them everywhere. I can’t help but 

chuckle. There’s the smell of beer and urine in 

the gutters, but it’s refreshing to get beyond 

the regatta bubble and experience where 

we really are, to talk about things other than 

sailing. It clears my mind and takes it off the 

stresses of the regatta. Oddly enough, this one 

stroll is the highlight of the trip.

I’ll never forget Southern. Even though the 

conditions take a lot of teams by surprise, it’s 

exciting and opens our minds to learning new 

strategies. To become better, we need to sail 

in places we’re unfamiliar with. In only three 

days, the Great Oaks gave me a new outlook 

on sailing. This regatta is the pinnacle of par-

ity in high school sailing. You don’t need to sail 

on the best team to sail in this regatta, and no 

matter where you’re from or how you sail, the 

love for such a unique sport is all the same. 

— Adrian van der Wal  

The Great Oaks Regatta, a high school invitational 

in New Orleans, is where Danny Kane and Sarah 

Elia (opposite), seniors at Summit HS in Summit, 

N.J., and the author and crew Hannah Kinder 

(right), from Moses Brown in Providence, R.I., get 

away-regatta experience. There’s also sightseeing 

on Bourbon Street, with bellies full of beignets.

Photos: Onne van der Wal
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FRANCK CAMMAS HAS prevailed 

against adversity before, but his 

attempt to return to sailing’s pin-

nacle event, after almost losing his 

foot in a gruesome accident last 

year, may be the worst he’s faced 

yet. Unable to properly coach his 

team for the Louis Vuitton Ameri-

ca’s Cup World Series or continue 

his campaign for the Rio Olym-

pics in the Nacra 17, Cammas has 

another worry: how to make up for 

a multimillion-dollar budget short-

fall for Groupama Team France’s 

America’s Cup campaign. Despite 

all this, Cammas retains a stoic 

face and positive public demeanor. 

“It is just life. Sometimes you 

don’t have a choice,” says Cam-

mas. “You just have to find a way 

to bounce back.”

The Volvo Ocean Race-winning 

skipper had managed to avoid 

major injury throughout his career. 

His luck ran out one afternoon in 

December near Quiberon, France, 

while practicing on Groupama 

Team’s GC32 catamaran. He fell 

from the helm as the boat was foil-

ing at a speed of between 32 and 

38 knots. The sharp, thin rudder 

almost severed his foot. He was 

rescued and airlifted to a hospital 

in Nantes. Cammas claims he felt 

everything before anesthesia. 

He doesn’t dwell on the  

incident and considers it to be a 

freak accident that no safety procedure would have prevented. Sailors 

fall overboard and occasionally get injured. Swim or win, he says — it’s 

that simple.

He is, however, unsure of how the injury will affect his sailing abilities 

in the long term. “It will take a while before I can walk and run like I was 

able to before,” says Cammas, “but on a boat you’re not running all of the 

time, either.”

Soon after the accident, Cammas reprogrammed his life to prepare the 

best way he could. He charged ahead, knowing each day would bring him 

closer to sailing again. He undertook regular five-hour physical therapy 

sessions at a rehab clinic near Lorient, exercising with his Bionic Man-like 

cast on an anti-gravity treadmill. 

Unable to train with Groupama 

Team France or even observe his 

team from a RIB, Cammas instead 

used the time to apply his engi-

neering talents onshore. 

“I was able to focus more with 

the design team,” he says. “I really 

learned a lot more about how boat 

development works, which will 

help me manage the sailing better. 

I’m definitely better able to make 

design decisions as a skipper.”

Cammas also says he has 

devoted more time to overseeing 

Groupama’s foil development and 

electronic and hydraulic systems.

“Much of it comes down to 

developing better algorithms,” says 

Cammas, who is now able to drill 

into the nitty-gritty of boat design 

in a way only engineers can. 

During the ACWS in Oman in Feb-

ruary, Cammas resumed observing 

his team from a RIB and was 

expected to begin sail training 

again. Despite a 20 percent short-

age in the team’s 25 million euro 

budget, he says there’s enough 

funding to continue. In the worst 

case, he says, certain luxuries may 

go away, such as traveling funds 

for certain staff members and hos-

pitality services at World Series 

events. He says that the campaign, 

however, has enough money to 

race. Groupama Team France may 

not be a serious contender in this 

or next year’s Cup races, but Cammas is thinking well beyond. “France 

will be there for the greatest of all races in 2020 and the one after that,” 

he says. “In the decades to come, we are placing our stake in this most 

famous race, which dates back to 1851. Nothing is going to stop that.” 

S I D E L I N E D ,  B U T 

N O T  O U T

A GC32 CATAMARAN ACCIDENT KEPT FRANCK CAMMAS 

OFF THE  WATER, BUT IT GAVE TEAM FRANCE’S SKIPPER 

MORE TIME TO  ENGINEER THE CHALLENGE.
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Franck Cammas’ injury halted his Olympic Nacra 17 campaign and his 

America’s Cup training, but while he recovered, he delved deeper into the 

technical elements of the campaign. He has since returned to sail training, 

with a brace. 

Photo: Groupama Team France
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hobiecat.com

Hobie sailboats will take you places you’ve never been before. 

Discover new waters with Hobie.
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OLYMPIC AND Paralympic 

hopefuls love training in Miami 

over the winter. In January, the 

city of Miami reciprocated that 

love by opening Regatta Park in 

time to host the Sailing World 

Cup Miami. For the first time 

in more than two decades, 

all fleets launched from boat 

parks along the Coconut Grove 

shoreline.

Many sailors had given 

up on the multimillion-dollar 

Regatta Park project, which 

was proposed in 2008 as part 

of a comprehensive shoreline 

improvement. But by scaling 

down the original plan, the city 

was able to open the area to 

the public in the fall of 2015. 

The World Cup was the first 

regatta on its schedule.

Seven acres of grass and 

pathways replaced the decrepit 

Coconut Grove Exposition Cen-

ter, providing a venue to house 

49er, FX and Nacra 17 classes. 

In previous SWC events, the 

skiffs and cats sailed out of 

the Miami Rowing Club on Vir-

ginia Key, several miles away by 

either boat or car. By geograph-

ically linking the disjointed 

fleets at the US Sailing Center 

and Coconut Grove Sailing Club, 

it’s now possible to visit all of 

the event’s boat parks in a half-

hour waterfront stroll.

“Regatta Park is magic,” says 

SWC co-chair Gary Bodie. “That 

a city would take such prime 

real estate, turn it into a green 

space, and call it Regatta Park, 

and include in their design that 

it’s a facility for hosting regat-

tas — that’s unheard of in the 

United States.” 

Yet open space and land-

scaping aren’t all that’s needed 

to host a regatta. A planned 

floating ramp off of the sea-

wall is not yet in place, so the 

three fleets launched on two 

concrete ramps, which the city 

closed to public launching dur-

ing two weeks of training and 

racing. The ramps are narrow 

for the cats, however. “You 

can’t turn the boats, so you 

have to be really careful,” says 

Team GBR Nacra 17 coach Mau-

rice Paardenkooper. “An extra 

ramp, a floating one, and we 

would get a bit easier on and 

off the dock.”

That said, Paardenkooper 

likes the new location. “It’s 

actually a nice boat park,” he 

says. “And also everything is 

quite close by — Starbucks and 

a Fresh Market.”

The city’s long-term plan 

is to build a community cen-

ter adjacent to Regatta Park, 

which Bodie says could be 

used as a regatta headquar-

ters. “World Sailing has always 

wanted a more centralized feel 

for Sailing World Cup events,” 

he says, “and this will fulfill that 

requirement.”

For 2016, regatta head-

quarters remained at the US 

Sailing Center, which made the 

new park feel more like a boat 

storage area than the beating 

heart of regatta central, but 

by January 2017, that may all 

change again.

“Once we go to the 40-boat 

quota in each class next year,” 

Bodie explains, “it becomes 

possible to host the whole 

thing at Regatta Park.” World 

Sailing has established 40 as 

the maximum fleet size for 

every Sailing World Cup event 

beginning in 2017.

The city of Miami plans to 

install hoists as well, but with 

no money in its coffers, that 

remains a wish-list item. One 

element of the redevelopment 

that sailors are disappointed 

about is potentially losing 

Scotty’s Landing, the only area 

restaurant on the water with 

sailor-friendly prices. Its rough-

boarded picnic tables and 

casual ambience are still intact, 

but it’s only a matter of time 

before it’s razed to make way 

for Grove Harbor, an updated 

mall-dining  complex. 

G R O W I N G  T H E 

G R O V E

THE EPICENTER OF SOUTH FLORIDA’S WINTER RACING SCENE 

GETS A MUCH-NEEDED UPGRADE.

Where blades of grass and wide pathways now meander was a neglected parcel of 

waterfront that provided easy access for dinghy sailors to racecourses on Biscayne 

Bay. Olympic and international classes can now take advantage of upgraded launch 

facilities that coexist with public green space.    

Photos: Christine de Silva/World Sailing, Kimley-Horn and Associates Inc.



Positioned perfectly, your nearest competitor is 

blanketed. Crossing the line on the gun! You have 

the lead and the wind. Because every second 

counts, the Garmin GNX large format instruments 

are accurate, customizable, extremely visible and 

designed to help you make the right decisions and 

execute your winning strategy.

IT’S YOUR TIME. 

TIME IS ON THE LINE

GNX ™ 1 2 0  &  1 3 0
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AS A ROUND-THE-WORLD skip-

per, I spend 90 percent of my 

time managing the crew and their 

expectations. When I applied for 

the job of skipper for the Clipper 

Round the World Yacht Race, I was 

coming to the end of a 24-year 

career in the British Army. Those 

who volunteer for military service 

do so for a reason. This is also true 

of the paying crew of the Clipper 

Race. As a leader and motivator, if 

my crew wants to be there and do 

well, I’ve won the battle. 

In the Clipper Race, skippers 

have a privileged position; we are 

highly trained and have seen most 

situations in which we’ll be sail-

ing. Our charges hang on our every 

word and do exactly what we say. 

It is challenging to teach a new 

crew how the boat should run. 

I always say to my Mission Per-

formance “warriors” that every day 

is a school day. If you stop learn-

ing, you’re overconfident, which 

will lead to mistakes. I’m learning 

too, not just about sailing but also 

about boat management. This is 

healthy and keeps me grounded.

In London, before the race 

began, I adopted a coaching cul-

ture wherein anyone on board who 

knows how to do a task teaches 

others. This allows the crew to 

excel at everyday jobs, which in 

turn allows me to give them more 

control on board and make more 

decisions. Mission Performance 

is at the stage now where I have 

very little input in the day-to-day 

running of the yacht. It is amazing 

to see the progression that each 

of my sailors has made. 

My proudest moment was 

watching everything happen with 

little input from me during the 

race start at Albany, Australia. 

We had a short round-the-cans 

course before heading offshore. 

This included a spinnaker hoist 

and a number of jibes, followed 

by a headsail hoist and drop, all 

in a short time. We had the added 

complication of one of our primary 

winches seizing. With no hesita-

tion, watch leader Mike Moore 

sprang into action, moving the 

mainsheet onto one of the traveler 

winches, allowing us to adjust the 

sheet and take the primary winch 

apart to rectify the problem. This 

was all done within three minutes, 

with no fuss and very little chat. 

What could have been a game-

stopper was remedied. All I had to 

do was concentrate on the marks.

During Leg Three, from Cape 

Town to Albany, I went nearly 48 

hours without sleep. I felt I had to 

stay awake because we were close 

to the end of the Ocean Sprint sec-

tion of the course, which would 

earn us bonus points in the overall 

tally. The wind was due to change 

both direction and speed, so tac-

tical decisions were required. But 

I eventually relented to sleep, and 

the crew made the right calls, 

ensuring we remained competi-

tive for that Ocean Sprint. As the 

wind came around behind us, the 

watch leaders went straight into 

spinnaker mode. Earlier in the race, 

such a decision would never have 

been made without my input, and 

I would have had to be on deck to 

ensure that it happened smoothly. 

My warriors are not perfect and 

still make mistakes, but we are all 

only human. They can, however, 

make decisions, which wouldn’t 

have been possible at the begin-

ning of the race. While I sometimes 

feel a little sad that I’m not relied 

on as heavily as I once was, I’m 

proud of what the team has 

achieved.  

B A S I C  T R A I N I N G

TRANSFORMING AN OFFSHORE CREW FROM NEOPHYTES 

TO A SELF-SUFFICIENT UNIT TAKES MANY MILES.

James Shephard had never been on a sailboat until he stepped onto a  

Clipper 68 for his training course. By the third leg of the race, however, 

Shephard was promoted to watch captain. As the race continues, says the 

author, Shephard is progressing into a versatile and knowledgeable sailor 

and leader. 

Photo: Clipper Ventures
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“Doyle Sails has been an invaluable partner in my racing campaigns, 

with the team providing hands on advice and assistance that helps us 

get the most out of not only our sails but the whole racing package.”

--George Sakellaris, Owner Proteus & Shockwave - 

Winner 2014 & 2016 RORC Caribbean 600,

2012 & 2014 Newport-Bermuda Race
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WHEN ANDERSON REGGIO, a principal race 

officer, is running a regatta for 400 Optimist 

sailors, he says his biggest concern is “getting 

400 kids off the dock, and then getting 400 

smiling kids back at the end of the day.” His 

focus on safety keeps him up at night. 

Reggio notes that the logistics at huge youth 

events are staggering, and most of the time 

there are large groups of Opti-Moms with clip-

boards, making checklists as sailors leave shore 

and return at the end of the day. The problem 

is the lists have to be cross-checked manually, 

and there is no emergency information linked to 

each clipboard. 

Now there’s a better way. What Steve Jobs 

did for personal computing, past Olympian 

Graham Biehl and co-founder Chris Jones are 

doing for regatta management. Their creation, 

Regatta Toolbox, is a suite of software that sim-

plifies registering for regattas, posting scores, 

communicating with participants, and keeping 

tabs on little Tommy.

It all started as a blue-sky concept Biehl 

pulled together when he was studying for his 

master’s degree in convergent media at West-

ern Sydney University, in Australia. He was 

working on creating a way for competitors 

to scan in and out, which was still in the idea 

phase when he put his 29er up for sale. 

The skiff sold, but Biehl wasn’t home for the 

arrival of the buyer, so his then-girlfriend, now-

wife, sorted out the details. She spied a pile of 

wristbands and wires in the back of the buyer’s 

Land Rover.

The new owner of the 29er, Chris Jones, was 

working on a simple way for kids to scan onto 

the water and then back ashore. When Biehl’s 

girlfriend told him about the wristbands, he 

couldn’t sleep. He called Jones the next day, 

and the two became business partners.

“This whole thing was conceptualized in Aus-

tralia because of the safety culture,” says Biehl. 

“The U.S. tends to sail a bit more inland. We 

don’t have as wild weather. Every youth event 

in Australia, standard practice, there has to be 

some sort of check-in and check-out procedure 

for all of the kids for insurance reasons and for 

contact information.”

The two partners set out to make regatta 

management simpler. One of their goals from 

the start was to make sure everything they 

built was 100 percent cellphone-compatible. 

Today, Regatta Toolbox looks and works the 

same on your phone as it does on your lap-

top, desktop computer or tablet. The product 

launched in Australia and enjoyed success at 

Sail Sydney, with 300 competitors, and at Sail 

Melbourne with 500 boats.  

Using a scanner similar to what you might 

see in a grocery store, competitors scan their 

wristbands on the way out and when they come 

ashore. “Every time we have a new user for a 

new event, the organizers say they have never 

seen kids so eager to check in at the end of the 

day,” says Biehl. 

As Biehl and Jones sought to improve their 

product, they brought on another partner with 

some serious expertise. Brendan Kopp is a 

graduate of Harvard, a former sailing team co-

captain and All-American. He also writes code.

Kopp’s goal was to make Regatta Toolbox 

intuitive. He doesn’t compare it to spreadsheet 

software; an Instagram-and-Amazon hybrid is 

more like it. “People are excited to move away 

from Excel spreadsheets,” says Kopp. “My 

biggest dream for this platform is to let people 

spend more time on the water and less time at 

a desk.”

When asked if it would be possible to orga-

nize and run a regatta using Regatta Toolbox 

while locked inside a closet with nothing but 

a cellphone, Kopp chuckles. “Someone would 

have to give me the order of the finishers,” 

he says. “But I could set up a regatta here 

in San Francisco and it could run in Australia 

tomorrow.” 

M O R E 

U S E F U L 

T H A N  D U C T 

T A P E

WITH REGATTA TOOLBOX’S 

 WEARABLE  REGISTRATION, IT’S 

EASIER TO KEEP TRACK OF THE KIDS 

AT THEIR BIG EVENTS.

Regatta Toolbox, a regatta-management software platform that integrates 

wearable devices, was developed to better manage large fleets of Optimist 

sailors.  Competitors scan an electronic wristband at a kiosk when launching 

and again when  returning to shore each day. 

Photos: Regatta Toolbox
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GREAT GRIP.” 

Mark Towill, Team Alvimedica, 

Volvo Ocean Race 2014-15.
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R I S E  O F  T H E  R U S S I A N S

FROM THE RC44 TO THE TP52, THE PAST DECADE HAS BEEN A SERIES OF VICTORIES 

FOR UP-AND-COMING RUSSIAN TEAMS THAT HAVE TAKEN TO THE SPORT.

AT REGATTAS AROUND the world, Russian is 

a language heard more often these days. With 

the demise of the USSR some 25 years ago, a 

number of wealthy individuals have inevitably 

emerged across the former Soviet states. Some 

of these have chosen to spend some of their 

hard-earned — or not so hard-earned — rubles 

on taking up our sport.

Before Gorbachev and the easing of the 

regime, the USSR was best known for its Olym-

pic sailing, a fact helped by the authorities, who 

were able to cherry-pick talent from across the 

breadth of the world’s largest country by land-

mass. Most notable among this talent was 

Valentin Mankin, one of the most successful 

Olympic sailors of all time, and still the only per-

son to have won gold medals in three different 

classes. The USSR also conducted occasional 

offshore campaigns, as it did with the maxi 

Fazisi, which competed in the 1989 Whitbread 

Round the World Race.

While Russian Olympic sailing has since 

declined, over the past two decades there 

has been a steady increase in Russian owners 

taking up yacht racing. The most high-profile 

campaigns are in the TP52 class, where four 

Russian boats competed at the Audi MedCup’s 

zenith in 2007. 

These boats’ names betrayed the source 

of the money behind them: Valars was one of 

Russia’s largest grain-trading companies; Rusal, 

once the world’s largest aluminium producer; 

and Synergy, one of Russia’s biggest distillers.

Kirill Podolsky spent three years campaign-

ing Valars before moving into the RC44 class, 

where he still enthusiastically campaigns RUS7, 

sponsored by Anywayanyday (the Russian 

equivalent of Expedia, and founded by Podol-

sky), with a mainly Russian crew.

Today the RC44 is the most high-profile class 

for Russian teams, and most recently they have 

been dominating: Last year Vladimir Proshikin’s 

Team Nika won the class’s fleet-racing cham-

pionship, while Vladimir Liubomirov claimed its 

match-racing title aboard Bronenosec. 

Alexander Novoselov (at helm) was among the early wave of Russian owners to the RC44 class, joining 

in 2009. His Team Katusha, one of three Russian teams on the 2016 RC44 circuit, races at  

the class’s Bermuda Cup.

Photo: Martinez Studios/RC44 Class
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As an amateur helmsman, the charismatic 

Proshikin says he enjoys the learning process in 

the RC44 class, where he lines up against pro-

fessional crews and tacticians, among them 

America’s Cup helmsmen, Olympic medalists 

and round-the-world veterans. He has also had 

coaches on Team Nika, including Russell Coutts, 

Dean Barker, Terry Hutchinson and most recently 

Ed Baird. More recently he has started racing 

smaller boats. He won the 2015 SB20 Russian 

National Championship and finished third at last 

year’s Melges 20 European Championship.  

The only Russian team remaining on the 52 

Super Series at present is Bronenosec Sailing 

Team, whose proprietor, Liubomirov, is today 

one of the most influential Russians in sailing. 

Between the 52 and his RC44 campaigns, Liu-

bomirov reckons he sails 100 days each year. 

But crucially, for the past five years he has been 

commodore of the St. Petersburg YC, where he 

has managed to persuade Russian natural-gas 

giant Gazprom to back a wide range of sailing 

projects, including a new fleet of one-design 

Swan 60s.

Over the last 25 years, St. Petersburg’s sail-

ing scene has changed dramatically. Previously 

there were 17 clubs. Today there are five, with 

St. Petersburg emerging as the main one for 

racing. The club offers the Swan 60s as well as 

around 40 SB20s and 15 Dragons. 

Liubomirov himself grew up sailing dinghies, 

but in college he became hooked on windsurfing. 

That was his sport for around 10 years, before he 

got into another class, the Dragon, now synony-

mous with Russian sailing. 

“In the early 2000s, the Dragon got a second 

life, not only in Russia but around the world,” says 

Liubomirov. “It is a good boat. It has a beautiful 

shape, and every week there is a Dragon regatta 

somewhere. Normally people from St. Petersburg 

or Moscow have two boats — one stays in Russia 

and the other travels.”

The Russian tenure in the Dragon class cul-

minated last year with St. Petersburg member 

Dimitri Samokhin and his crew claiming sec-

ond place at the 2015 World Championship and 

Dragon Gold Cup. 

As commodore of St. Petersburg YC,  

Liubomirov has developed youth sailing pro-

grams, with a goal of putting Russia back on the 

map in Olympic sailing “by Tokyo or the next one.” 

So if it has taken 25 years for Russia to get to a 

stage where it has competitive entries in several 

of the top sailing classes, one wonders how long 

it will be before other developing superpowers fol-

low. In 10 years’ time, perhaps we will be writing 

similar stories about Indian or Chinese teams mak-

ing impressions in competitive yachting.  

Vladimir Proshikin’s Team Nika sails its Melges 20 in the Winter Sportboat Series at the  

Yacht Club de Monaco. Twenty-one Russian teams competed in the 40-boat series.

Photo: Marina Semenova/Yacht Club de Monaco
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IT’S JUST BEFORE sunset in Key Largo, Florida, and at the end of a long day of racing, three Moth 

sailors are gearing up to launch again. They’re stoked — it’s not often they go night sailing in their 

foiling craft. Plus, they’re about to be part of something unique, a photography project of mine. 

The project is meant to highlight the soulful, adventurous side of sailors as well as the evolving 

technology of sailing, letting the boats star in the shoot. I’ve pulled inspiration from other adven-

ture sports, working to come up with images that are as innovative as the technology in the boats 

and the tools I use to shoot them. I initially tried to make the project work with Lasers, but there 

was too much light bouncing off them. It didn’t work. The camera technology and the subjects 

didn’t produce the look I’d imagined.

Then a friend suggested using Moths. I tried once, but conditions were unfavorable. For this 

third attempt in Key Largo, in March, I recruit Brad Funk, Patrick Wilson and Jonny Goldsberry. The 

plan is to shoot from the water, but we can’t secure a chase boat for the night, so I stage from 

a jetty. The sailors launch 30 minutes before the sun dips below the horizon, and once on the 

water, they sail in tight formation, buzzing the jetty in several passes while I click the shutter. 

They communicate among themselves to avoid running into one another, as I’m unable to give 

direction from land. 

“When your vision is limited, your other senses become more alive,” says Funk. “Extrasensory 

perception starts to take over. Your hearing, your balance and your tactile senses take control of 

the situation and give you a better sense of where you are, both [in terms of] altitude above the 

water and in relation to objects around you.

“We sail the Moth because of the exhilaration and full conscious awareness in the moment. You 

have to be so aware of the now when you sail it in the day. That’s what we love about it. At night, 

it enhances that intention and focus. Sailing at night actually can make us better sailors, espe-

cially in Moths, because of that heightened perspective.”

I’m happy with the results in the dark, but I’m eager to get more into the action. We try again 

at sunrise the next morning, when I’m able to shoot from a powerboat as the sailors zip past. The 

guys do what they do best and make the shoot a success. I would not have been able to make 

the images come to life without their support and enthusiasm. To see them out on the water, fully 

excited for the vision I created, is a reward in itself.  

D A W N  P A T R O L

A PASSION PROJECT IN FLORIDA COMES TO LIGHT AFTER HOURS. 
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To make her creative vision come to life, Jen Edney not only had to find the right 

equipment and conditions, but also sailors willing to take on the challenge of foiling 

in the dark. Jonny Goldsberry, Patrick Wilson and Brad Funk (left to right) were up to 

the task. 

Photo: Jen Edney
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The modern sailing jacket for a 
regatta or cruising – lightweight 

waterproofing, fleece lined 
collar with a fully integrated 
hi-vis adjustable hood, hand-
warmer and utility pockets.

NEWPORT JACKET

Our favorite high-waist 
sailing bib, featuring great 

reinforcements at the ankles, 
knees and seat in a lightweight 

package, without sacrificing 
waterproofing or durability.

NEWPORT PANT



HELLY HANSEN CATWALK

Scandinavian Design is the cornerstone in all Helly Hansen gear. The optimal 

combination of purposeful design, protection and style – this is why professional 

sailors, mountain guides and discerning enthusiasts choose Helly Hansen. 
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ALTHOUGH A UNIVERSITY situated 

on the Upper West Side of Manhattan 

is an unlikely sailing school, the sailors 

at Columbia University prove they’re 

up to the task. These city-slicker Ivy 

Leaguers may be in one of the busiest 

cities in the world, but they are located 

on an island, after all, and commute 

fi ve days a week in sailing season to 

City Island YC, in the Bronx. The facility 

is 40 minutes from campus in traffi  c.

“There are many days when we 

can sit in traffi  c on the Cross-Bronx 

Expressway for over an hour,” says 

Lauren Bednarz, head coach for the 

team. “The sailors deal with the com-

mute well and know that getting time 

on the water is well worth the trip.” 

During the season, the sailors are 

required to attend two practices and 

a chalk talk every week to be eligible 

for regattas. The team keeps its 12 

FJs at the City Island facility. Sailing on 

Long Island Sound allows the sailors to 

practice in a variety of conditions.

“If we get a breeze from the east, 

we expect shifty conditions. If we get 

a breeze from the south, it’s going 

to be heavy air and chop. You never 

know,” Bednarz explains. 

When Bednarz learned of the 

coaching position at Columbia, she 

leaped at the opportunity, having 

regretted not sailing in college. (She 

was recruited for track and fi eld at 

Manhattan College.) 

“Something that really drew me 

to the program was the fact 

that Columbia is a club team 

and allows any student to join, 

regardless of sailing ability,” 

Bednarz says. “The dynamic of 

this team forces the sailors to 

work together and learn from 

each other.”

Bednarz is studying for her 

master’s degree in physical 

education at Teachers College 

at Columbia, and she has been 

able to bring her education 

and experience to the sailing 

team’s training regime.

“For the offseason, I was 

able to construct a circuit 

training program that focused 

on targeting the whole body,” 

Bednarz explains. “The circuit mainly 

contains exercises that are body-

weight bearing, to help students 

understand how to control their bod-

ies in preparation for boathandling. On 

no-wind days, we have had fun put-

ting workouts together on the dock 

that include hike-off s and buoy pulls.”

An offi  cer board consisting of the 

captain, co-captain, secretary, trea-

surer, alumni chair, communications 

chair, merchandise chair and social 

chair runs the team, whose opera-

tions are voted on and approved by 

the board. One of the biggest events 

the team organizes is an annual winter 

fundraiser at New York YC.

“This is truly an amazing event, as 

well as a great way to bring alumni and 

friends of the Columbia sailing team 

together,” Bednarz says. 

The Columbia sailors work hard to 

run their team alongside Bednarz, 

which requires a big time commit-

ment, as in most college sailing teams. 

But Bednarz says it’s all worth it. “The 

Columbia sailing team has had their 

fair share of bumps in the road. How-

ever, they have never given up,” she 

says. “This is a resilient group of stu-

dent sailors who have found their 

own unique place within this team. 

They have proven over time that they 

will persevere through any obsta-

cle City Island throws at them and 

come out sailing stronger than ever.” 

— Jennifer Mitchell

COLLEGE SAILING LIFE

TEAM SPOTLIGHT: COLUMBIA 

UNIVERSITY

Proper footwear is essential for college sailors to perform at 
their best, and the new Gill Competition Boot has everything 
you need. It is a waterproof and durable hiking solution for 
countless hours of comfort. A close-fi tting, lace-up system 
provides excellent support and agility when sailing dinghies. 
The boots are supplied with stretch and static laces to allow 
sailors to customize the fi t. The non-marking, razor-cut out-
sole is made from 100 percent natural rubber compound 
for superior comfort and grip. The Gill Competition Boot is a 
classic design reborn to help college sailors excel in wet and 
slippery conditions where sure grip and comfort are a must. 

Visit www.gillna.com for a broad selection of dinghy 
products ideal for college sailing and to fi nd a local or online 
Gill dealer. MSRP $99.95. Available in sizes from 4 to 13.

B R O U G H T  T O  Y O U  B Y

SAILING WORLD’S COLLEGE RANKINGS

GEAR BOX COMPETITION BOOTS

COED TOTAL POINTS

1. Georgetown [17]  446
2. Yale [5]  431
3. Charleston  383
4. Boston College  371
5. St. Mary’s [1]  335
6. Stanford  333
7. Navy  256
8. Brown  246
9. Coast Guard  238
10. Harvard  225
11. Dartmouth  204
12. Hobart/Wm. Smith  203
13. Old Dominion  196
14. George Washington  175
15. Roger Williams  137
16. MIT  125
17. Boston University  102
18. Bowdoin  102
19. Tufts  57
20. Fordham  45

Also receiving votes: Eckerd, 
SUNY Maritime, Rhode Island, 
Conn. College, UC Santa 
Barbara, South Florida, 
Salve Regina, Jacksonville, 
Cornell, Univ. Wisconsin, Univ. 
Pennsylvania, Tulane, Vermont

WOMEN TOTAL POINTS

1. Rhode Island [16]  309
2. Yale [4]  296
3. Boston College  270
4. Georgetown [1]  241
5. St. Mary’s  209
6. Charleston  203
7. Stanford  202
8. Dartmouth  168
9. Bowdoin  159
10. Coast Guard [2]  147
11. Boston University  141
12. George Washington  59
13. Tufts  51
14. Vermont  50
15. Brown  47

Also receiving votes:  
Harvard, Hobart/Wm. Smith, 
Fordham, Navy, South Florida, 
MIT, UC Santa Barbara, 
Wisconsin, Roger Williams, 
Conn. College, Old Dominion, 
Cornell, Eckerd, Hawaii, 
Western Washington
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Spring 2016, Rankings No. 1, issued April 1. The number of 
fi rst-place votes a team received is in brackets. For more infor-
mation on the poll, visit sailingworld.com/ranks. 
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Moving Dinghy Sailing Forward
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WHEN I ARRIVED at Oracle Team 

USA’s compound in San Fran-

cisco in 2013 for a sail aboard the 

AC72, then-tactician John Kostecki 

instructed me to pay close atten-

tion to the safety briefing, which 

was a 30-minute routine given to 

anyone who stepped on the boat. 

This safety session was far different from any other I’d attended over my 

many years of racing. In that half-hour, I learned how to use a Spare Air 

oxygen tank and all the custom safety gear I’d be wearing, including a hel-

met. I felt as if I was being prepped for a fighter jet sortie. 

To borrow a line from Bob Dylan, the sport it is a-changin’.

The America’s Cup is only one highly visible example of safety 

protocols being refined. The Cup’s foiling catamarans — and other 

high-performance yachts — are sailing at incredible speeds, and trained 

sailors are pushing ever harder to win. Their thirst to break records and 

capture our attention with extreme feats is placing a sharper focus on 

safety.

High-speed boats racing on short courses create tight crossing situa-

tions, which is an invitation for collisions, particularly when competitive 

crews aggressively push their boats at starts and turning marks. Excit-

ing as this may be for the sailors and spectators, it does give me pause. I 

wonder how competitive sailing will evolve in the future by putting sailors 

at such high risk. Will insurance premiums dramatically inflate as a result?

The most dangerous point on the racecourse is when several boats 

arrive at a turning mark at the same time. Rapid acceleration or decel-

eration can make maneuvering difficult. The helmsman and a tactician 

must keep a watchful eye at all times. So too must race committees that 

work directly on the racecourse. For example, at an America’s Cup World 

Series event in Bermuda last year, an umpire boat strayed into the path of 

Artemis Racing’s catamaran, resulting in a head-on collision. No one was 

injured, but the video is horrifying to watch.

A capsize is another dangerous moment, and we will no doubt see 

many more capsizes from the America’s Cup, Extreme Sailing Series and 

World Match Racing Tour, all using powered-up catamarans. The first pri-

ority when a boat goes over is to account for the crew. The 2013 loss of 

Andrew Simpson aboard Artemis Racing’s AC72 is a prime example of this 

need. Simpson got trapped under 

the trampoline and may have been 

knocked unconscious, but accord-

ing to reports, he died of drowning. 

America’s Cup organizers worked 

extensively on injury prevention 

and rescue techniques afterward.

Prioritizing safety at all levels 

of sailing is a must, and not just when it comes to physical injury. His-

torically, we’ve taken for granted that the water we sail in is clean, but 

events leading up to the Olympic Games in Rio de Janeiro confirm that 

polluted water can be a serious health risk. The Games’ Brazilian hosts 

have been slow to address the problem, so in recent months Olympic 

organizers took action by closing off a sewer pipe that flowed directly 

into the marina adjacent to the sailing venue, launching garbage scows 

to scoop debris from the bay, and instituting hygiene protocols for sail-

ors and race officials.

Where I grew up in Toms River, New Jersey, the water was once so pol-

luted by a nearby chemical plant that the river was closed to swimming, 

but of course, we kept sailing. Dozens of my high school classmates have 

died from some sort of cancer, and many others (me included) have been 

stricken with cancer later in life, which makes me wonder deeply about 

a possible connection. 

Water quality is a problem in many places, not just in Rio. Activist groups 

such as Sailors for the Sea and 11th Hour Racing, as well as National Geo-

graphic scientist Sylvia Earle, have been working to advance awareness 

about ocean pollution and to offer solutions. At a minimum, every regatta 

host should strive to run a sustainability-minded event, and sailors should 

support local organizations active in water-quality initiatives.

I’ve encountered very few serious accidents over decades on the 

water, but I have witnessed a man-overboard incident that resulted in 

drowning. I’ve also seen injuries that forced a withdrawal from racing, 

Extensive pre-race safety training is mandatory for all Volvo Ocean Race 

sailors. Even race veterans benefit from refresher drills in life-raft boarding 

and survival, as well as huddling techniques for heat retention. 

Photos: Amory Ross/Team Alvimedica, Ian Roman/Volvo Ocean Race

S T A Y I N G  A L I V E

ACCIDENTS HAPPEN, BUT HAVING A SHARPER 

FOCUS ON INJURY PREVENTION AND SURVIVAL 

TECHNIQUES CAN HELP IMPROVE OUTCOMES.
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It’s time to order new sails. As you consider what your boat needs, 

consider more than just sails. Consider the sailmaker. 

The team at UK Sailmakers delivers unsurpassed customer service. Yes, 

UK designs fast and durable sails; but it’s their commitment to you, their 

customer, that will allow you to enjoy your new sails even more.

Ask about UK’s latest development in loadpath sails: X-Drive®. Long-lasting 

X-Drive sails have hundreds of narrow carbon 

tapes running corner-to-corner providing 

grand-prix performance at affordable prices. 

Lightweight, durable, and fast.

Contact your nearest UK Sailmakers loft and 

see for yourself what great sailmaker service 

is all about.

GET MORE THAN FAST, DURABLE SAILS.

GET A SAILMAKER, TOO.

www.UKSailmakers.com

Buy With Confi dence

Race With Confi dence



as well as equipment failures that put crews at risk. The 1979 Fastnet 

Race, during which 15 sailors perished in a violent storm, was a defining 

moment in sailing and resulted in extensive guidelines being applied to 

future offshore races. The need to improve safety came into sharp focus 

again in 2011, when a series of domestic accidents captured our atten-

tion. Each event resulted in loss of life, and as president of US Sailing 

at the time, I commissioned independent review panels to study each 

case and make recommendations on what should be done to make sail-

ing safer. These reports are available at ussailing.org.

Human error was a contributing factor in all of these recent fatalities, a 

sobering fact that can’t be overlooked. It’s clear that meticulous prepara-

tion and common sense are essential anytime any one of us casts off lines 

and goes to sea.

When an aircraft pilot prepares for flight, he or she reviews a check-

list of items to ensure everything is in order. Sailors should also develop 

their own safety lists and routines. We must ensure that the amount of 

pre-race preparation matches the intensity of the race by first study-

ing the anticipated weather, evaluating the experience of the crew, and 

confirming that equipment satisfies all regulations. Major distance races, 

including the Newport Bermuda Race, now require every crewmember to 

have participated in a Safety at Sea Seminar within the past five years.

The 2011 Rolex Fastnet Race serves as an excellent example of the 

importance of pre-race safety protocol. During that race, the maxiyacht 

Rambler 100’s keel snapped off soon after rounding Fastnet Rock, and 

the yacht quickly inverted. Each crewmember had taken a survival course 

before the race, and everyone was rescued, but Rambler’s calamity was a 

reminder that an afternoon of safety drills is time well spent.

US Sailing, the Cruising Club of America, the Storm Trysail Foundation, the 

U.S. Naval Academy and many other organizations have been at the fore-

front of promoting safety for anyone going on the water. Several years ago, 

the CCA hosted a series of seminars titled “Suddenly Alone,” for couples who 

sail doublehanded (find a library of useful content at cruisingclub.org). Like-

wise, the Storm Trysail Foundation produced a video series on the use of 

storm sails, man-overboard procedures, firefighting, cold-water survival, per-

sonal safety gear and weather.

Sailing with the proper clothing and safety gear is essential as well. 

The debilitating effects of the sun, salt water, dehydration, hypother-

mia and equipment failure can be reduced with the correct gear. Simple 

things like wearing gloves, a head cover, an approved PFD, sunglasses, 

and clothes that cover the skin, as well as frequently applying sunscreen 

and hydrating adequately, will help you perform better and contribute 

to your safety.

Safety, however, isn’t only about our individual well-being. The integ-

rity of our yachts is equally important. Stan Honey, chair of World Sailing’s 

Oceanic and Offshore Committee, believes passionately that equipment 

failures and catastrophic events at sea should be thoroughly investi-

gated. Honey notes that the aircraft industry has made flight safer by 

commissioning reviews after every incident or near-miss, and he advo-

cates for the sport of sailing to do the same.

Jason Smithwick, head of World Sailing’s Technical and Offshore 

Division, conducts a review after any incident, including the recent 

near-disaster of the 72-foot Bella Mente. The crew realized the boat’s 

keel was coming loose during the 2016 Caribbean 600 and immediately 

stopped racing. They calmly initiated abandon-ship procedures and 

nursed the boat to Antigua’s nearest harbor. Quick thinking saved the 

yacht and its crew, but only a thorough analysis of the structural failure 

will prevent it from happening again. The lesson here is obvious: An alert 

crew using common sense will keep a boat and its sailors out of harm’s 

way. The best crews practice their sailing techniques, but safety drills 

must be part of our normal pre-race routines as well. 
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OFFSHORERACINGRULE.ORG

Get ORR

certification

and race in a

Regional

Championship

Series

EAST COAST

May 27 Block Island Race

June 10-14  161st Annual Regatta

June 17 Newport Bermuda Race

June 22 Anniversary Regatta 

September 2  Stamford Vineyard Race     

GREAT LAKES

July 1 Im]]f�k�;mh

July 16 Bayview Mackinac Race

July 23 CYC Race to Mackinac

August 12-14 Verve Cup  

September 17 Long Distance Race

WEST COAST – NORTHERN SERIES

April 16 OYRA Lightship Race

 April 30 -  May1 Great Vallejo Race          

May 27 Spinnaker Cup

May 29 Coastal Cup Race

June 11 OYRA Farallon Islands Race

July 11-15   HY[aÚ[�;mh

 September 15-16 Rolex Big Boat Series 

WEST COAST – SOUTHERN SERIES

February 19-21 San Diego to Puerta Villarta Race

 February 28 - March 5 MEXORC     

March 11-12 Islands Race

April 22 Newport to Ensenada Race

June 3 So Cal 300

July 29 Santa Barbara to King Harbor

August 26-28 Long Point Race Week 

ORR 2016
CHAMPIONSHIP SERIES

Offshore Racing Rule

PHOTO: Jim Teeters



S P E C I A L  A D V E R T I S I N G  S E C T I O N

Are you ready to take your 
racing skills to the next level, 
get access to great coaching, 
meet new friends, and have a 
blast on and off the water? You 
can make it happen at a USA 
Junior Olympic Sailing Festival 
in 2016.

The USA Junior Olympic 
Sailing Festival is a nationwide 
series of regattas for youth 
sailors ages 8 to 21. Each 
event in this series of regattas 
is hosted by a different club 
or organization, but all the 
events share a common goal: 
to promote the enjoyment of 
sailing and development of 
skills for young sailors, and 
provide an Olympic pathway 
for talented youth. These 
events mix Olympic-style 
competition with elements of 

learning and fun for all levels, 
from beginner racers to those 
with Olympic aspirations.

US Sailing Team Sperry 
women’s 470 sailor, Annie 
Haeger, has fond memories 
from her Junior Olympic 
experiences. p6JG�,WPKQT�

1N[ORKEU�YCU�VJG�Ƃ�TUV�GXGPV�

+�GXGT�EQORGVGF�KP�YKVJ�

VJG�YQTF�p1N[ORKEUq�KP�KV�q

said US Sailing’s 2015 Rolex 
Yachtswoman of the Year. 
p6JGTG�CTG�RQFKWOU�CPF�

OGFCNU�JCPFGF�QWV��LWUV�NKMG�

VJG�TGCN�VJKPI��0QV�QPN[�KU�

the event a great learning 
GZRGTKGPEG��DWV�KV�CNUQ�CEVGF�

CU�C�ITGCV�KPHQTOCVKQP�UJCTKPI�

QRRQTVWPKV[�DGVYGGP�MKFU��

6JG�,WPKQT�1N[ORKEU�RTQXKFGU�

C�RNCVHQTO�HQT�MKFU�NQQMKPI�

VQ�LWOR�VQ�VJG�PGZV�NGXGN�CPF�

RWUJ�GCEJ�QVJGT�YJKNG�NGCTPKPI�

HTQO�QPG�CPQVJGT��)QQF�NWEM�

VQ�CNN�QH�VJQUG�EQORGVKPI�VJKU�

UWOOGT�q

The 2016 USA Junior Olympic 
Sailing Festival schedule is 
packed with 28 events in 
17 states. More skill builder 
clinics have also been added 
to several events this year. 
Coaches can sharpen their 
skills by getting their sailors 
involved and participating 
themselves as instructors or 
coaches at upcoming USA 
Junior Olympic Sailing Festivals 
in their area. These regattas 
also serve as outstanding 
training opportunities for race 
QHƂ�EKCNU�CPF�LWFIGU�

p75�5CKNKPI�RTQXKFGU�5MKNN�

$WKNFGT�%NKPKEU�YJGTG�

EQCEJGU�ECP�EQNNCDQTCVG�CPF�

KORTQXG�VJG�QXGTCNN�NGXGN�QH�

EQORGVKVKQP�q said Mitch Hall, 
Assistant Coach at the College 
of Charleston and Skill Builder 
Clinic coach. p.GCF�EQCEJGU�

DTKPI�PCVKQPCN�CPF�KPVGTPCVKQPCN�

GZRGTKGPEG�VQ�VJG�TGIKQPCN�

NGXGN�KP�QTFGT�VQ�OCKPVCKP�VJG�

,WPKQT�1N[ORKE�(GUVKXCNU�CU�C�

RCVJYC[�VQ�UWEEGUU�HQT�VJG�PGZV�

IGPGTCVKQP�QH�[QWVJ�UCKNQTU�q

Get involved at a USA Junior 
Olympic Sailing Festival in
your area. 

Learn more at:
jo.ussailing.org

USA Junior Olympic Sailing Festivals 2016 –
A Youth Racing Experience Like No Other



0CVKQPCN�4CEG�1HƂ�EGT�CPF�
Umpire Anderson 
Reggio had this 
to say about the 
importance of 
certifying our
TCEG�QHƂ�EKCNU�

“US Sailing sets 
the standards for 
TCEG�QHƂ�EKCNU��LWFIGU�

CPF�WORKTGU�VJTQWIJ�C�YGNN�

OCPCIGF�UVTWEVWTG��.KMG�CP[�

URQTV��YG�YQWNF�DG�WPCDNG�VQ�

VJTKXG�KH�PQV�HQT�VJG�JWPFTGFU�

QH�EGTVKƂ�GF�QHƂ�EKCNU�YJQ�

GPUWTG�HCKTPGUU�CPF�SWCNKV[�KP�

QWT�EQORGVKVKQPU��+P�GXGT[�

CURGEV�QH�VJG�URQTV��VJGTG�

KU�ITGCV�XCNWG�CFFGF�

D[�VCMKPI�VJG�VKOG�VQ�

DGEQOG�C�75�5CKNKPI�

%GTVKƂ�GF�4CEG�1HƂ�EKCN��

+V�KU�C�HCPVCUVKE�YC[�

VQ�IGV�OQTG�KPXQNXGF�

CPF�UGG�VJG�URQTV�HTQO�

C�FKHHGTGPV�RGTURGEVKXG��VJG�

DGPGƂ�VU�CTG�KOOGCUWTCDNG�q

Get started today at:
WUUCKNKPI�QTI�TCEG�QHƂ�EKCNU

S P E C I A L  A D V E R T I S I N G  S E C T I O N
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US Sailing now offers 
a web-based 
supplement to the 
Basic Keelboat 
course. Developed 
in partnership 
with Fresh Air 
Educators, a leading 
online education 
provider, $CUKE�-GGNDQCV�

Online is designed to prepare 
aspiring sailors for on-the-
water instruction in the Basic 
Keelboat course while allowing 
US Sailing instructors to ensure 
a consistent level of knowledge 
for incoming students.

p9KVJ�VJG�VGZVDQQM��YG�YQWNF�

JCXG�UQOG�UVWFGPVU�CTTKXKPI�HQT�

VJGKT�QP�YCVGT�EQWTUG�YKVJQWV�

JCXKPI�QRGPGF�VJG�DQQM��

YJKNG�QVJGTU�JCF�TGCF�KV�EQXGT�

VQ�EQXGT�q�UCKF�5VW�)KNƂ�NNGP��
Training Director of US Sailing. 
p0QY�QWT�KPUVTWEVQTU�ECP�UGG�

VJG�QPNKPG�EQWTUG�FCVC��CPF�

MPQY�YJCV�NGXGN�QH�MPQYNGFIG�

After years of intense training, your 
Olympic and Paralympic teams are 
successfully closing in on the goal: 
winning for USA in Rio at the 2016 
Olympic Games. With talent and 
relentless drive, US Sailing Team 
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those who have yet to sign up 
for a course.
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IT USUALLY TAKES a catastrophe to alert us to 

a problem. How many bridges must fall before 

we deal with our aging infrastructure? Will we 

deplete Social Security before we address the 

situation? Why is doing what’s needed always a 

priority once it’s too late? I might ask the same 

of our Olympic sailing efforts.

American sailing has a long history of Olympic 

domination: No country has won more total med-

als than the United States. We lead the count 

when it comes to silver and bronze medals. Only 

Great Britain holds more gold. Since 1932, Amer-

ican sailors have won medals in every Olympic 

regatta in which they’ve competed, but not in 

2012. Getting skunked was inevitable. The warn-

ing signs were there, but it took a kick in the ass 

to prompt action.

Those warning signs were the result of good 

intentions. Youth sailing in the United States 

was organized like other youth sports, and 

sailing had become age-based, with sturdy 

institutional boats providing broad access. Bet-

ter structure and coaching saw participation 

increase significantly. There was little to com-

plain about, but there was a festering problem: 

“Sailors were learning more and more about less 

and less,” says Charlie McKee, US Sailing Team 

Sperry’s current high-performance director.

American sailors launching their respective 

Olympic campaigns, often after college, were ill-

prepared. Development of Olympic boardsailing 

and catamaran athletes was virtually nonexis-

tent, and dinghy sailors primarily sailed low-tech, 

low-performance boats. The young aspiring sail-

ors were well traveled, having crisscrossed the 

country to compete in the popular youth events, 

but they were only being challenged by competi-

tors their own age. They lacked the experience 

and skill needed to sail at the Olympic level. 

It hadn’t always been that way. McKee, a dou-

ble Olympic medalist, was aging out of youth 

sailing when the structure was being formed. He 

considered the diversity of his background to be 

an asset. “We sailed all kinds of boats, whatever 

we could get our hands on,” he says. “But also, 

when I was a kid, I never won at sailing because 

I raced a lot more against adults. I was lucky the 

people that were a little bit older than me were 

very, very good sailors. I wasn’t going to beat 

Carl Buchan, or Craig Thomas, or my brother Jon-

athan, but I kept after it because I loved it and 

wanted to learn and improve.”

The long-term effect of hyperorganized 

youth sailing was a slow burn on the Olympic 

program. After some hugely successful Games, 

the final haul was in Sydney in 2000, with four 

medals. The US Sailing team netted two medals 

in 2004 and 2008, respectively, but the sailors 

were older, most events had no depth, and there 

wasn’t enough funding or time to groom new 

campaigners for the podium.

It’s easy to peg this situation entirely on fund-

ing, or the perceived lack thereof, but doing so 

wouldn’t tell the whole story. Yes, the US Sailing 

team’s budget wasn’t on par with other national 

sailing programs, but plenty of money was spent 

grooming young sailors before they began Olym-

pic campaigns. It just wasn’t spent very well to 

prepare them for their campaigns. And once 

young sailors did commit to an Olympic cam-

paign, most parents had closed the checkbook. 

They had already paid plenty for coaches, clinics 

and competitions. Without start-up support, tal-

ented kids either turned to pro sailing or tapped 

out altogether.  

Getting skunked in Weymouth, however, was 

critical for the U.S. Olympic sailing program. The 

first step in solving a problem is admitting there 

is one, right? Before, the problem was only dis-

cussed in whispers. Those deeply involved 

in youth sailing felt their efforts were being 
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T H E  L O N G 

G A M E

BRINGING THE AMERICAN OLYMPIC 

SAILING PROGRAM BACK TO ITS  

FORMER GLORY WILL TAKE MORE 

THAN A QUAD OR TWO. 

US Sailing’s Olympic Development Program,  

launched in 2015, provides high-level support to 

promising young sailors at events like the Youth 

Worlds Team Training Camp in Miami (below).

Photos: Christos Epperson/Archangel Films
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admonished for their effect on the 

“1 percent” of Olympic sailing. They 

weren’t wrong, but still, the solu-

tion was for the elite youth sailors 

to seek higher ground. 

The single most important 

accomplishment of the current 

Olympic quad, therefore, is that 

this topic is now in the open. But 

that’s only a start. At this point, 

the key to progress is to do the 

very best at preparing those sailors 

already vested for the Rio Games,  

but then to work like mad to find 

gems within the youth ranks for 

2020 and beyond.

Funding, however, is still an issue. 

The U.S. program has had to reach 

down into the youth ranks and raise 

its overall quality. An investment 

had to be made, with young sailors 

training in the right boats with the 

right instruction. While this initiative 

started before the 2012 Games, 

the medal shutout prompted crit-

ical funding to accelerate the 

initiative. Known as the Olympic 

Development Program, it has positive 

early  metrics.

“There were strong results from 

the sailors in 2015,” says Josh 

Adams, Managing Director of U.S. 

Olympic Sailing. “They deserve a lot 

of credit because they have been 

working really hard with their own 

coaches in addition to working with 

the ODP.”

He cites Christopher Williford and 

Wade Waddell, who won bronze at 

the 29er Worlds; Nic Baird, who won 

bronze at the Laser Radial Youth 

Worlds; and Wiley Rogers and Jack 

Parkin, 420 European champions 

(with Will Logue and Bram Brakman 

finishing second).

While the future appears to be 

improving, prepare for the medal 

count at the Rio Games to be under-

whelming. “We only have a few medal 

prospects for Rio, and nobody is 

a favorite to win a medal,” says 

McKee. “One medal would be great, 

but does zero medals or one medal 

really change where we are? Not 

really, but we are on the right track, 

longer-term.”

Some of our sailors are looking 

at 2020 or 2024, he adds. “We have 

a young team, and we know we’ll 

have people in Rio that aren’t yet in  

contention, but if we help them as 

much as we can and make Rio a pos-

itive experience, then it can be the 

springboard.”

Unlike many countries that have 

subjective selection series, and 

which may send only those athletes 

who can contend for a medal, the 

U.S. selection system is points-based 

and obligated to send sailors who 

qualify. The selection series results 

may reflect the outcome in Rio, but 

for the U.S. program to improve, the 

bulk of the Rio team must continue 

with another campaign for 2020. The 

wave of new athletes behind them 

must increase in number and be sup-

ported financially.

The development of future Olym-

pians currently lies in the hands of 

Leandro Spina, US Sailing’s youth 

development director. “We are 

really excited now about our abil-

ity to reach out to the young talent 

and support them,” he says. “We are 

working together with the talent, 

with the coaches, with the programs, 

with the yacht clubs.”

He does have all the pieces to suc-

ceed, he says, but he also needs to 

“go out and put it all together.”

I do not stand beside those who 

dispute the importance of Olym-

pic sailing in our sport, because the 

Olympic regatta is, without argu-

ment, our pinnacle event. I once tried 

a campaign myself, and have great 

appreciation for the opportunities it 

gave me. The Games give dreamers 

a purpose. My era, however, was one 

that basked in success, so I am eager 

for American sailing to return to its 

former glory. We are fortunate the 

2012 team whiffed, because from 

failure came hope for those now on 

the path. 

THE SELECTION SERIES RESULTS MAY REFLECT THE  

OUTCOME IN  R IO,  BUT FOR THE U.S .  PROGRAM TO 

IMPROVE, THE BULK OF THE RIO TEAM MUST CONTINUE 

WITH ANOTHER CAMPAIGN FOR 2020. THE WAVE OF NEW 

ATHLETES BEHIND THEM MUST INCREASE IN NUMBER AND 

BE SUPPORTED FINANCIALLY.
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Ryan Finn helms the J/130 Lesson #1 toward 

the finish of the 2015 Pensacola to Havana 

Race, the first official distance race between 

the United States and Cuba following last 

year’s surprise rapprochement. 

Photo: Troy Gilbert



H A V A N A  O R  B U S T
AFTER THE FIRST OFFICIAL 

YACHT RACE FROM THE UNITED 
STATES TO CUBA UNDER 

RENEWED DIPLOMATIC TIES, A 
HAGGARD FLEET ARRIVES TO 

OPEN ARMS.
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Neil and Janet Davies had spent two months preparing their Hunter 

42, Midnight Sun II, for Pensacola YC’s race to Havana, Cuba, but less than 12 hours into the 517-nautical-mile race, in a steady 25 knots and six-foot seas, 

all that prep was for naught. Illuminated by the hazy beam of a flashlight, Midnight Sun’s crew stood by with bolt cutters and knives in hand, watching 

their mast slip into the Gulf of Mexico. They were dead in the water, out of the historic race that would send the first major fleet of Americans in decades 

onto the shores of the most elusive Caribbean island nation. Once clear of the jettisoned rig, they motored north, defeated — or so they thought.

Farther down the racetrack, the J/130  Lesson 

#1 was in rough shape too. The scratch entry of 

the 22-boat armada had no electronics and was 

essentially sailing the course blind, save for its 

solar-powered compass. Its mainsail was tat-

tered, haphazardly lashed to the boom, and the 

crew sat silently in the dark cockpit, contem-

plating their next move as they continued to sail 

south with only a No. 1 jib. The race finish at Ma-

rina Hemingway was  roughly 200 miles away, 

and they were nearing the 3-knot boost of the 

Loop Current, the dominant fixture of the Gulf of 

Mexico, which would push them straight to Ha-

vana. The mood was somber disappointment as 

they limped along, waiting for daylight to make 

a true damage  assessment. Nobody ever said it 

would be easy racing to  Cuba.

Regattas to Havana have a long history and 

rich lore along the Gulf Coast, with distance 

races first sailed from St. Petersburg, Flori-

da, on large schooners. The inaugural race in 

1930 started with 11 boats, and the crews, led 

by wealthy industrialists and bankers, were a 

who’s who of the South’s sailing scene. In the 

1952 race, teams crossing the finish line in 

Havana were greeted by Col. Fulgencio Batis-

ta’s erupting coup d’état. Gunfire exchanges 

peppered the sails of exhausted skippers and 

crews as they crossed the finish in the harbor, 

only to meet tanks and soldiers on the quays 

in Old Havana. When Fidel Castro and his rev-

olution conquered the island nation in 1959, 

heavily armed revolutionaries prevented Amer-

ican racers from leaving their sloops. That was 

the end of the races to Communist Cuba.

It took more than 30 years for regattas to 

resume, but anti-Castro protesters harangued 

racers to no end. American newspaper editorials 

called them “stooges of Castro,” and race orga-

nizers received bomb threats. Before the start of 

the 1994 Sarasota to Havana Race, underwater 

scuba teams scoured the hulls of competing sail-

boats before allowing them to start.

Races to Cuba were further curtailed by 

 executive presidential action in 2003. It wasn’t 

until the surprise rapprochement between the 

United States and Cuban governments in late 

2014 that a regatta fleet again sailed the 90 

miles from Key West to Havana, on Hobie cata-

marans last May, quickly followed by the race 

from Pensacola in October.

The only thing that greeted Pensacola YC’s 

sailors was a strong cold front that brought 

heavy seas and winds as they streamed south 

into the Gulf. As daylight on the third morning 

 allowed a thorough assessment of the main-

sail on Lesson #1, two sailmakers on board 

went to work. With only two months of prepa-

ration before the race, the chartered boat had 

undergone an extensive refit, including a bot-

tom job, saildrive replacement, rig tune, engine 

rebuild and a new No. 3 jib. In the limited time 

available, reef points had been added to the 

boat’s five-year-old Technora mainsail. With 

the wind on the nose at a steady 25 knots 

for nearly two days, however, the sail parted. 

Things weren’t going as well as planned for 

this experienced crew, which had already lost 

power from a brand-new alternator failing the 

day before.

At first light, sailing soloist Ryan Finn and 

professional sailmaker Bryan Whited tried 

to rig the No. 3 headsail as a trysail, but they 

under estimated the loads of the jury rig, and 

the sail became unmanageable when a block 

exploded. When the wind slackened, Finn and 

Whited  devised an alternative using the batten 

above the rip where most of the blowout was, 

essentially making a second reef point and leav-

ing themselves with half of the mainsail. The 

 remainder of the sail below the batten was cut 

away, and after a few tries and hours of hand-

sewing through the batten pocket and lashing 

it to the boom, the repair appeared mostly sta-

ble — “mostly” being the operative word.

Hobbled and unsure of how long the  repairs 

would last, Lesson #1 continued on while 

 debating the various steps required to tack or 

jibe what was christened the “Frankenmain.” 

The crew’s race strategy was simple: cover the 

rest of the fleet and hope to be first to finish. 

The previous summer, the process for 

 approval from the United States government 

to travel to Cuba, including from the Coast 

Guard and the State Department, had been 

an ordeal unto itself (although the process is 

much more streamlined today). For the crew on 

Midnight Sun II, the nine-hour return to Pensac-

ola gave them plenty of time to contemplate 

their now-useless paperwork and their options. 

A few of Davies’ crew owned a Beneteau 473, 

With its classic yachts, vintage cars and old-world 

vibe, Havana delivers on a sense of exotic adven-

ture for competitors in the Pensacola to Havana 

Race, including Ryan Rayfield, the skipper of Libra, 

a Tripp 57 that hails from Orange Beach, Alabama 

(center right), and Morgan Mayberry, of New 

Orleans (center left). 

Photos: Troy Gilbert, Chris Granger

B Y  T R O Y  G I L B E R T
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Flying its tattered “Frankenmain,” Lesson #1 was 

hobbled in the race from Pensacola but easily won 

line honors in the Morro Castle Race (opposite), 

which included visiting and local boats (top). Claire 

Miller, at the helm of Lesson #1 on Day 4, was the 

fi rst female to fi nish, 24 hours later.  

Photos:  Troy Gilbert, Chris Granger

docked in Pensacola, so one option was trans-

ferring all their gear, safety equipment and 

provisions onto it and setting out again, per-

haps cruising elsewhere. After all, everyone 

had already taken vacation days.

They discussed going to the Keys or New 

Orleans, and then settled on the Keys, but 

 after about two days heading south in the Gulf 

on the Beneteau, they accepted the poten-

tial consequences of rejoining the race with an 

improperly documented vessel and continued 

sailing  toward Havana.

Hundreds of miles ahead, the crew on board 

Lesson #1 continued through the heavily traf-

fi cked Florida Straits with only a trickle charge 

from the solar panel feeding the batteries. They 

had no weather routing or instruments — only 

the battery-powered Velocitek and a highly sus-

pect jury-rigged mainsail. But by the morning of 

the fi fth day at sea, they entered the electric- 

blue Cuban territorial waters, greeted by 

dolphins on the bow, and initiated radio contact 

with Cuban authorities: “Sailing vessel Lesson 

Numero Uno for Marina Hemingway … Lesson 

Numero Uno for Marina Hemingway?”

There was never a reply, but there was cer-

tainly an air of being watched.

Soon, the largest island in the  Caribbean 

emerged on the horizon, its lush, tropical 

coastal heights coming into view and reveal-

ing what the fi rst Spanish explorers described 

in the 16th century as “a magnifi cent  island 

crowned in palms.” The first visible man-

made structure was the massive Russian 

Embassy, rising high in its old Brutalist Soviet 

architectural style, radar antennas all ominously 

pointing  north.

The race fi nish was a sea buoy marking the 

entrance to an extremely narrow channel into 

Marina Hemingway. All crews had been advised 

to not enter at night, but two small committee 

boats were on station, one tasked to guide each 

fi nisher through the man-made channel and 

straight to customs. Upon docking, there was 

apprehension among the customs and military 

offi  cials and the exhausted crew of Lesson #1. 

But once the boat was cleared, Cuba Libres, the 

national drink of rum and cola, were passed to all 

on board — international relations established.

Other than two powerboats from near-

by Club Nautico Internacional Hemingway de 

Cuba, the only Cuban-fl agged watercraft was 

a small dinghy maneuvered by two old fi sh-

ermen. Such a dinghy is indeed a rare sight 
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in Cuba; the local media greeted the docking 

crews and quietly asked for photos of Havana 

from the water, as most have never seen their 

city from offshore. The local media coverage 

of the fleet’s arrival was extensive, and the 

American sailors were warmly welcomed as 

celebrities of sorts. 

Located just a quick 7-mile dash in a 1953 

Chevrolet down palm-lined boulevards to Old 

Havana, Marina Hemingway and the yacht 

club form an expansive and modern complex 

equipped to handle vessels up to 50 feet. With 

power and water hookups, it’s an ideal base 

from which to explore the city and launch day 

trips deeper into the island’s reaches. 

Cuba is massive compared to its near-

est neighbors, Puerto Rico, Haiti and the 

Dominican Republic, and while it’s very much a 

 Caribbean island, Havana feels more like it be-

longs to the old quarters of Spain or Portugal. 

Stones from the Sierra Maestra and limestone 

from the coast give its architecture an endur-

ing feel, with narrow cobblestone streets and 

sprawling town squares seemingly tossed 

around every few blocks. It’s as if gatherings 

and revolutions should be weekly events in ev-

ery neighborhood.

The old wealth of this port city — trapped in 

time, and built from the gold and silver  extracted 

by the conquistadors and brought to Havana on 

galleons from throughout the Americas — is 

highlighted by the Morro Castle, a fortress guard-

ing the entrance to the city’s natural harbor.

Races to Havana may be seen as the 

 primary Cuban sailing event, but the raison 

d’être for many sailing visitors — at least ac-

cording to the United States government’s 

paperwork, with a checkbox for amateur sport-

ing events — is the Regata Castillo del Morro, 

an afternoon lap that serves as an official cul-

tural exchange.

As Davies and Midnight Sun II finally landed at 

Marina Hemingway, rested crews motored out 

of the marina and hoisted sails again. Among 

the American entries were three Cuban-flagged 

keelboats. The 6-mile buoy race took compet-

itors along Havana’s rocky coastline, out to a 

mark in the shadow of the Morro Castle and 

back. It was a sporting but casual race, with-

out handicap. Everyone started at once, with 

spectators lining Havana’s famed Malecon and 

cheering on this unusual spectacle of Ameri-

can yachts racing in Cuban waters. Boats were 

 loaded with dignitaries and racer-chasers, so 

it was more of a spectacle than a competitive 

outing. All were “scored,” however, and Lesson 

#1 walked away on the fleet, powered by its 

battle-scared Frankenmain.

That evening, with a pig turning on a spit 

and the rum flowing on the grounds of the 

Hemingway YC, regatta chairman Bob Krie-

gel stood with a group of dignitaries from the 

U.S. Embassy, the Cuban government, and the 

Pensacola and Hemingway yacht clubs. Before 

the trophies were doled out, Commodore Jose 

Miguel Diaz  Escrich spoke passionately through 

an  interpreter.

“This regatta, and the ones to follow, will 

only broaden and strengthen the relations of 

friendship and cooperation between not only 

our yacht clubs but also the people of our two 

nations,” he said. “Cubans and Americans have 

always been connected, and I will tell you now 

with all sincerity, there has never been a single 

American flag burned on Cuban soil ... and there 

never will be.”

The assembly became electric. Everyone 

stood and cheered, in agreement that Havana 

is about to become familiar to American sailors 

again. The door is open wide at the Hemingway 

YC, and the limes and sugarcane are waiting.

EVERYONE STOOD 
AND CHEERED, 
IN AGREEMENT 
THAT HAVANA 

IS ABOUT TO 
BECOME FAMILIAR 

TO AMERICAN 
SAILORS AGAIN.

LOCALLY SOURCED 
Sailors have an affectionate place in 

their hearts for rum, so when Lesson 

#1’s bowman, Randall Richmond, was offered a crew position to race to 

Havana, it didn’t take him long to make up his mind. What settled it for 

him was a black-and-white photo in a newspaper clipping of his great-

grandfather Phillip Trochesett, sitting with his fellow crewmembers at 

the notorious Sloppy Joe’s bar in Havana.

In 1948, when Richmond’s great-

grandfather was sailing on Garner 

Tullis’ legendary Havana racer, the 

60-foot schooner Windjammer, the 

Cuban rum Bacardi was taking the 

world by storm. The Bacardi family 

had distilled their way since 1862 

to become the premier rum mak-

ers around the globe, as well as one 

of the top economic powerhouses 

in Cuba and the Caribbean. With 

 access to acres of sugarcane fields 

and a growing appetite for the 

 liquor among the public, this family 

business produced what was argu-

ably the first highly distilled rum 

with a consistent level of quality.

Ernest Hemingway brought more 

cachet to the famed  Cuban rum 

and was notorious for his consump-

tion of Bacardi double daiquiris at 

the long bar of Floridita’s, on Calle 

Obispo in Old Havana. Castro’s rev-

olution in 1959, however, sealed 

the fate of American sailors and 

Bacardi rum. Fierce Cuban national-

ists and early supporters of Castro, 

the majority of the  Bacardi family 

fled two years after the Castros 

came to power, when their busi-

ness was nationalized. In Cuba 

today, any trace of the Bacardi 

brand and its legacy has vanished, 

with the distillery in Santiago now 

producing Ron Caney. (Bacardi is 

produced in Puerto Rico.)

As a primary cash export, there 

are multiple brands of Cuban rum, 

with the majority tracing their lin-

eage to the 1800s. None of these 

are readily available in the United 

States due to the lingering trade 

embargo. There is a certain layered 

depth and gravitas to Cuban rum. 

Even an average three-year-old 

Havana Club has a deep, smooth 

finish that overpowers the alco-

hol. Many high-end Cuban rums, of 

which there are dozens, taste akin 

to the caramelized sugar on top of 

a perfect crème brûlée — flavors 

that should never be marred by 

the Cuba Libre, which took off in 

an  infamous marketing campaign 

after American soldiers first mixed 

rum with Coca-Cola during the 

Spanish-American War. 

From the perfect mojito at 

 Sloppy Joe’s to the original  daiquiri 

with only sugar, fresh-squeezed 

lime juice, ice and rum shaken 

well at the Floridita, Cuban cock-

tails have been rediscovered in the 

United States of late, perhaps as 

a harbinger of the rapprochement 

between the two nations. — T.G.
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V A N G

Vanguard’s Bucket Brigade (top) converted 

yards of fiberglass cloth and buckets of 

resin into world-class dinghies. The 

Pewaukee, Wisconsin, plant, built in 1970, 

was a hive for many Olympic hopefuls. 

Mold fabricator Don Michelson (bottom, 

left) and Peter Harken (second from left) 

confab over an International 470 build.

Photos: Courtesy Harken 
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I
t’s the mid-1970s. In a small boatbuilding shop, college student 

Michael Loeb is hunched over a workbench, dissecting a small ball-

bearing block and placing BB-size Torlon balls in a pile off to one 

side. Next to those are a half-dozen other piles of ball bearings. He 

 meticulously weighs each pile, intent on figuring out which group of 20 

ball bearings weighs the least. 

When the morning shift arrives, workers discover Loeb and Steve 

Cucchiaro, both bedraggled, huddled at the bow of their 470 dinghy. 

Alongside them are spreadsheets, a few tools and empty beer cans. 

They’ve spent the night focusing on the slotted screw heads that hold 

fittings onto the deck. On the starboard side, the slots align with where 

the apparent wind would come on starboard tack. On the port side, the 

slots face where the apparent wind would come on port tack.

The obsession with such detail is simple. The Olympics — Kingston, 

 Ontario, in 1976 and then Tallinn, Russia, in 1980 — have captured the 

 focus of the top young guns of the sailing world, so much so that no 

screw is too small to turn. Or maybe it was simply the type of boat work 

that Steve Taylor, an accomplished 470, 420, 505 and Flying Dutchman 

sailor of that era, now calls “juvenile fanaticism.”

While perhaps excessive and atypical of those answering the call of 

the Olympics, such attention to detail had a lot to do with why U.S. 470 

and Finn sailors of the era dominated world competition for more than a 

 decade, says Taylor, amassing Olympic medals, European championships, 

world championships, and virtually every North American and national title.

But something else was at play — a common denominator, you might 

say. From the 1970s through the 1980s, the orbits of the Olympic 470 

and Finn classes somehow touched Vanguard Boats, then just a small, 

pre-fab metal structure in the flatlands of rural Pewaukee, Wisconsin. 

Circumstances once aligned in such a way that the scene became un-

like any today, an explosive combination of innovative entrepreneurs, 

 talented craftsmen and a bunch of obsessive young dinghy sailors. 

“There were a slew of people, all trying new ideas,” says Loeb, who built 

a Flying Dutchman on the premises. “Peter and Olaf Harken were really 

receptive to young people coming in.”

Steve Benjamin, Olympic 470 silver medalist in 1984, built nearly 10 

boats there in the 1970s. “It was a pretty unique time, where you had a 

manufacturer who was willing to let the sailors in and work together with 

them,” says Benjamin. “It was pretty special.”

“It disrupted production like hell, but that was where we got our good 

ideas — from these guys,” says Peter Harken, who along with his  brother, 

Olaf, owned not only Harken Inc. but Vanguard as well. “Making our boats 

the best in the world, that wasn’t coming from us. We didn’t know every 

little nuance and everything going [on], but these guys did. So we let 

them work on their own boats, and then we took the best of each one 

and employed that in every new boat we were building.” 

There were plenty of opportunities. Chuck Millican, who worked for 

Vanguard from 1972 to 1977 and also campaigned a 470, describes the 

process. “We moved bulkheads around a little bit, within the class rules, 

B Y  D AV E  P O W L I S O N

U A R D
F O R  T H E  E A R L Y  V A G A B O N D S  O F  O L Y M P I C 

D I N G H Y  S A I L I N G ,  T H E  R O A D  M O S T  T R A V E L E D 

P A S S E D  T H R O U G H  S M A L L  T O W N  P E W A U K E E , 

W I S C O N S I N .  B A C K  T H E N  T H E R E  W A S  N O  S U C H 

T H I N G  A S  “ J U S T  P A S S I N ’  T H R O U G H . ” 
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but if you had a strong boat from stem fitting to mast step, chainplates 

to mast step, and then chainplate to chainplate, you could almost have 

a paper shell outside of everything else,” he says. “The whole key was to 

make that happen.”

A lot of what they did to accomplish such weight savings required 

hours more labor than possible in production. Finn hulls didn’t experience 

the same rig-tension forces as the 470, but there were areas yet to be 

considered. Word spread quickly, and Vanguard emerged as the hub for 

anyone aspiring to sail 470s and Finns on the world stage. Finn sailor 

 Peter Conrad was one of those.

“It really was the upper echelon of the one-design sailing fraternity,” 

says Conrad. “We built boats by day, and at night we went to this place on 

the lake called the Lakeaires, and the talk and the culture and the men-

tality was all about which boats won in the Olympics and who was using 

them. It was about as intense as it can get.” Those 

not in Pewaukee already were probably working 

on a plan to get there. Taylor remembers back-

to-back 470 regattas in 1975 — the Midwinters 

and an Olympic training regatta — and being in “a 

really fierce, competitive battle” with Mark Ploch. 

“When it was over,” he says, “the first thing we did 

was get in our vehicles and drive straight through 

to Pewaukee, through ice storms and all, to build 

the next boat.”

It wasn’t only North American sailors who made 

the trek. Olaf recalls that in 1974, a group of Jap-

anese sailors arrived in Pewaukee to pick up six 

new 470s, but they didn’t speak any English. Their 

plan was to sail the boats at Association Island, 

in upstate New York, which was the U.S. Olympic 

training center for several years before the 1976 

Olympics. “They wanted to drive there, but they 

had no concept of distance in this country,” says 

Olaf. “They couldn’t even read any signs.” So Olaf 

and his wife, Ruthie, loaded the team’s boats on a 

trailer and drove them 13-plus hours to Associa-

tion Island. “It was a pretty big order,” Olaf says. 

“We had to take care of it.”

While some sailors swung through Pewaukee to 

pick up new boats, others came for more direct 

involvement. “A few of the guys spent just two 

weeks there, some wanted to be there from the 

minute their boat was sprayed, and some came 

out when the boat was just out of the mold to 

put the fittings on,” says Millican. Typically, there 

would be three or four of them at a time. Then 

there were Cucchiaro and Loeb. “We showed up 

sometime in mid- to late September,” says Cuc-

chiaro. “They finally told us we had to leave right 

before Christmas. We lived through every inch of 

that boat’s construction.” It paid off for them when they won the biggest 

regatta before the Olympic Trials, in Miami, where they handily beat a 

field of 81 boats. They ended up a disappointing fourth in the 1976 Olym-

pic Trials the following June, but Cucchiaro went on to win the 1978 470 

 Nationals and a gold medal in the 470 at the 1979 Pan American Games.

Many of those who journeyed to Vanguard were either at the end of 

their college careers or fresh out of school. “They were chasing  races 

around on a dime and a dollar, living in old vans and going from top 

 regatta to top regatta, working their way up to being world-class sail-

ors,” says Peter Harken. Terry Neilson, who campaigned three Vanguard 

Finns and won a bronze medal for Canada in one of them, says: “I was 

parked there for around three or four days and slept in my van until 

 Peter finally said, ‘Come and stay at my place.’ I was there enough and 

all over the place that I think a few of them thought I was an employee.”

Vanguard started in 1967. “My brother and I both gave up very good job 

opportunities, which really pissed my father off,” says Peter. “He couldn’t 

believe it, especially when we told him what we wanted to do — to create 

a boat company from scratch.”

Early on, they built Badger Tech dinghies for the University of Wiscon-

sin, Madison, and Club Flying Juniors for collegiate programs. Then their 

company took a giant leap in quality. “Olaf and I were working in our Wauke-

sha shop, along with Tony Shinners, doing everything ourselves until 3 or 

4 in the morning and kind of looking for some help, when Bob Grammins 

and Don Michelson showed up on our doorstep. We said, ‘We’d love to have 

you, but we don’t think we could afford any more than $5 an hour.’ And 

they said: ‘Well, that is quite a lot less than we can afford to do, but I’ll tell 

you what. You guys let us just build a hull for you, and if you like it, we’ll 

stay; we’ll work at $5 an hour, and you just bring in 

the beer at the end of the day.’ These guys were 

poetry in motion, the way they did the glass and 

everything. Olaf and I were just standing there with 

our mouths hanging open and said, ‘Holy Christ, are 

they good!’”

Both were hired. Around that same time, the 

 International Yacht Racing Union (now World Sail-

ing) was working on selecting a two-man dinghy for 

the 1976 Olympics, and it came down to the Fire-

ball, a German dinghy called a Strale, and the 470. 

The Harkens bet on the 470, produced their first 

boat in 1969, and went into full production in 1970, 

the same year they moved into their new  facility 

on East Wisconsin Avenue in Pewaukee. When IYRU 

selected the 470, late in 1972, Vanguard was in 

the catbird seat. “We were the first builders in the 

United States,” says Peter, “and luckily, the Olym-

pic committee chose it, and that got us going on 

our way.” Being the only Olympic 470 builder in the 

States gave them the edge. “In those days, you 

didn’t buy a lot of stuff internationally,” says Con-

rad. “There just wasn’t the ability to make those 

kinds of transactions.”

In 1974, Vanguard fell on hard times and produc-

tion ground to a halt. Instead of folding, they looked 

to other classes, adding two versions of the 420, a 

boat designed to be a steppingstone to the 470. 

The collegiate model took off, with Yale ordering 

the first large fleet and the U.S. Naval Academy the 

next. Vanguard built only two versions of the Inter-

national 420. The boat was a true thoroughbred; 

Taylor won the 1976 and 1977 world champion-

ships in one of them. As the 1976 Olympics grew 

closer, interest in the Olympic 470 exploded. 

Vanguard also added the Finn, a class in which 

Peter and Olaf had been sailing. “It was built to specs provided by 

Jorg Bruder, who at the time was second only to the legendary Paul 

Elvstrom,” says Peter. “The problem was that nobody but Jorg could 

make the boat go.”

The boat was nicknamed Blue Dog because of its color and perfor-

mance. Back to square one. “None of us were marine architects, but we 

knew the difference between the Newport Finn, with its very fine bow 

and fairly fine transom, and the Teal, which had kind of a medium bow,” 

Peter says. “The Teal was faster downwind, but upwind, the Newport was 

better. There wasn’t a boat out there that did both, so we decided to 

build one in between. 

“We went on the theory that when a water molecule hits the front of 

the boat, it wants to go to the back of the boat in as straight and as short 

M A N Y  O F  T H O S E 

W H O  J O U R N E Y E D  T O 

V A N G U A R D  W E R E 

“ C H A S I N G  R A C E S 

A R O U N D  O N  A  D I M E 

A N D  A  D O L L A R , 

L I V I N G  I N  O L D 

V A N S  A N D  G O I N G 

F R O M  T O P  R E G A T T A 
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W O R K I N G  T H E I R 
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a line as possible. We had the boat upside down and just started look-

ing at all the waterlines, at the horizontal lines going all the way around. 

We started to sand and shape the lines to create the shortest distance, 

and we kept the transom as wide as we could, within the tolerances, and 

went to a fine bow because we knew that was good. And we came out 

with this hull, and lo and behold, the damn thing worked.”

“There was no question that their boats were put together better than 

anyone else’s,” says longtime Finn sailor Gus Miller. “[Being hands-on with 

the build] was an opportunity to customize it for your size, weight and 

the way you liked to handle the controls. And you could do that before 

the deck was put on the hull, giving you a chance to put deck fittings on 

 exactly where you wanted them. It was a lot easier that way.” 

“It was pretty cool because they let me come in there even though 

I didn’t know much about engineering or boatbuilding,” says three-time 

Finn Gold Cup winner Cam Lewis. “But I said, ‘How about we line the fibers 

up at 45-degree angles instead of going fore and aft?’ One of the places 

I looked at doing that was around the mast hole in the deck. I figured the 

energy and loads had to be more 45 degrees than they were fore-and-

aft on the fibers. I don’t think anybody ever said no to anything I asked if 

it was at all possible.”

A little bribery didn’t hurt, either. “It seemed 

that the more Red White & Blue beer we 

bought, the harder they pushed on the roll-

ers and squeezed out more resin,” says Lewis. 

“That was my theory, anyway.” 

A unique sense of camaraderie developed 

between the workers and the sailors. “I was 

lucky in that, by that time, I had developed a 

fair amount of respect from them about  being 

able to sail the boats pretty quickly,” says Ben-

jamin. “They were looking to learn from me 

about what we needed in the boats to make 

them go as well as possible, and I was looking 

to them to learn how to build it, so there was a 

bit of synergy there.”

The workforce, Taylor recalls, was a bunch of 

earnest, hardworking Midwesterners. “For the 

most part, we were a bunch of long-haired hip-

pies with Eastern political views that were a lot 

different from those in Pewaukee,” he says.

The common ground was an unbridled desire 

to produce the world’s fastest Olympic din-

ghies, and that desire was fostered in large part 

by the Harken brothers’ leadership. “The shop 

had the highest morale of any shop I’ve ever 

seen,” says Miller. There were winter Hawai-

ian parties, usually held once the temperature 

dropped below zero. Ground-up cornhusks used 

in the tumbler for aluminum and stainless- 

steel parts were spread on the floor like beach 

sand, and the thermostat was jacked up to 

85 degrees. There was usually live music as 

well, featuring the company rock band, which 

was allowed to practice at Vanguard during 

off-hours. The band went through several iter-

ations and names, the most notable of which 

was Big Stink and the Smell, a name originating 

from the long-lasting odor of polyester resin. “I 

played guitar,” says Cucchiaro, “and they let me 

join in. After work, we’d practice every night, 

and we played at the Christmas party.”

Then there was a Pepsi machine filled 

with beer. “At the end of the day, we’d  gather 

around that machine and drink that damn thing dry,” says Peter. “Of 

course,” he adds with a laugh, “we can’t do that sort of thing today.”

Toward the end of the 1970s, two very sophisticated, first-of-their-kind 

carbon, Kevlar and epoxy Flying Dutchman hulls for Taylor and Loeb were 

built at Vanguard in preparation for the 1980 Olympics. “We wanted to 

cook the boats,” says Taylor. “So Peter personally helped us modify one 

of his buildings to create an oven so air would blow down into sheets of 

Styrofoam that we had built as a box around the mold, so we’d have an 

oven to heat the boat in after we laid it up.”

It was a big risk for Vanguard, as the boats were so stiff that there 

was a risk they would ruin the molds. “At first, we couldn’t get [the boat] 

out,” recalls Loeb. “But Bob and Donny worked slowly around the edges, 

and  after about a half-hour, they got it to pop.” Each 20-foot hull shell 

weighed only 71 pounds, and in a testament to the careful monitoring of 

materials, the hulls were only 2 ounces apart.

Then came the American boycott of the 1980 Games, and although 

the FDs did quite well in international competition, neither boat ever saw 

an Olympic starting line. The effect of the boycott also rippled through 

the 470 and Finn classes, and many who had been working for an Olym-

pic berth in those boats folded up their tents, some moving on to other 

 classes and others abandoning competitive 

sailing altogether. By the early 1980s, Van-

guard 470s were no longer the boat of choice, 

being replaced by boats made overseas.  After 

having built nearly 1,100 Finns and 1,500 

470s, Vanguard made one last Olympic-class 

surge, supplying all the Finns for the 1984 

Games in Los Angeles. In the second half of 

the 1980s, the U.S.-made Finn suffered the 

same fate as the 470. The last Vanguard Finn 

was built in 1984 and now resides, fully rigged, 

in the Harken company lobby. 

Over the next decade, Vanguard focused 

on Optimist dinghies, Club 420s, Flying 

 Juniors, two different Gary Hoyt-designed 

pedal boats, MIT Tech dinghies and the 

 Volant, which Harken’s John Schiefelbein, 

a former Vanguard employee, describes as 

“ basically a Flying Dutchman with the back 

end chopped off.”

Pewaukee production ended in the spring 

of 1986, when the company, along with the 

name, was sold and moved to Rhode Island. 

“Our hardware company had really estab-

lished itself,” says Peter, “and it was getting 

to be too much doing the hardware and the 

boats. Plus, we were getting tired of always 

fighting, not with the IYRU, but over in Europe, 

[where] they were constantly trying to make 

our boats illegal. I think they were just pissed 

off that this goddamn builder in the middle 

of corn country should be beating them.” 

Chief gelcoat applicator Tony Shinners sprayed 

boats and decorated the walls of his lair (top). 

International 470 world champ Dave Ullman 

works alongside Vanguard employee Jimmy 

Campbell as he installs  bailers on Ullman’s boat 

(center). For Peter Harken, being a co-owner of 

the company often meant installing hardware 

too (bottom).
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TRANSCENDING 
THE GALES 
AND ALES OF 
THE WETA 
NATIONALS 
REVEALS THE 
ALLURE OF 
RACING ON 
THREE HULLS. 
B Y  C H R I S  M U S E L E R ,  P H O T O S 

B Y  P E T E R  M C G O W A N

Multihull ace and dealer Bob Gleason 

takes his trimaran on a quick burn 

across Currituck Sound when heavy 

winds postpone the fi rst day’s racing 

at the Weta National Championships.

efore me on a thick wooden table at 

the Roadside Bar & Grill lies a feast best 

consumed in North Carolina: a steam-

ing mountain of shrimp, boiled in Old Bay 

and beer, fl anked by a frosty, weeping 

bottle of OBX beer. It’s my third night of 

the Weta Nationals, and this is the third 

local hot spot to which we’ve dragged our 

 salted and depleted bodies for dinner. 

“Looks like I’m gonna have to make 

another batch,” says a guy with a bushy 

white beard and Hawaiian shirt. “I have to 

hurry up. It’s almost time to play.” Mark 

Copeland is Roadside’s chef and the 

house band’s guitarist, and on this one 

September night in Duck, North  Carolina, 

he helps me tick off  a fi rst: I’ve never 

before eaten 2 pounds of shrimp as an 

entree. Nor have I ever sailed an entire 

 regatta in Force 7 winds. 

I’ve also never signed up to race a 

single handed national championship and 

wound up doing so doublehanded. But 

there’s a fi rst time for everything, including 

a trimaran regatta, which is turning out to 

be a lot less stressful than I’d envisioned. 

At this point in my fi rst and only Weta re-

gatta, I feel as though I’ve joined the cult.

“Are you sure you want to do this?” isn’t 

the reassuring question I’m looking for 

from Jon Britt, our host from Nor’Banks 

Sailing Center. It’s our fi rst practice day, 

and a nor’easter is pinwheeling past Cape 
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Hatteras. It’s fl at on Currituck Sound, but 

gusts at the nearby pier are into the 30s.

The best advice I’ve received concerns 

what to do if I capsize and turn turtle. It 

goes as such: Reach underwater and pull 

the inspection port off  the leeward ama, 

let it fl ood, and then right the boat as you 

would a Laser, standing on the dagger-

board. The water will drain once you’re 

moving again.

What did I just sign up for? People do 

this by themselves? Here goes nothing.

The 132-pound boat bounces on top of 

the water with each puff  as I walk, knee-

deep, 50 yards or so off shore. I climb on 

board, turn the bows downwind and start 

planing. I bear away a little more, the lee-

ward ama submerges, and I whisk away, 

farther out into the building breeze.

“That’s far enough,” I think to myself 

when I look over my shoulder at the dis-

tant, low-lying shoreline.

I spin the boat into the wind, back the 

jib and sit heaved to. Time to reef this bad 

boy. I release the main halyard lock and 

roll the sail from the trampolines.

That’s better. I tack, bear away and, 

with spray fl ying, hammer back to the 

dock using only the jib.

Britt can’t believe I got the mainsail 

down by myself. The rest of the group 

is tinkering with their boats, tighten-

ing trampoline lines and socializing. 

There’s Linda Wright, in faded Levis and 

a bright yellow slicker. Her matching 

Weta has carried her all the way through 

the treacherous first leg of the Ever-

glades Challenge, a nutty adventure race 

through the Florida Everglades. At maybe 

100 pounds dripping wet, she’s diminutive 

but intimidating.

“The boat has a wide range,” she tells 

me. “It’s comfortable to sit on and has a lot 

of storage.” She confi des that there was 

never a moment in the Everglades Chal-

lenge when she felt scared in her Weta, 

but today she intends to stay ashore.

Assembled with Wright for this  national 

championship is a French singlehander 

from San Francisco, desk jockeys from 

upstate New York, and quite a few sailors 

carrying AARP cards. The multihull rock-

star among us is Mike Krantz, who cut his 

teeth in the elite A-class catamaran.

There’s also Paralympic silver medalist 

Jennifer French. With her husband, Tim, 

she has adapted her “transfer seat” for her 

Weta using stainless clamps and lashings. 

“We tried it once and it kept getting stuck,” 

she says, reaching into the hull from her 

wheelchair and yanking on the curved 

fiber glass seat. “Back to the drawing 

board. The boat’s great to sail. I just have 
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to fi gure out how to hike with my seat.”

Each afternoon, Britt’s business 

partner, Hardy Peters, stirs up the “beer-

garitas,” an indigenous brew of cold beer 

and margarita mix. He also reminds sailors 

regularly as they walk through the garage 

that there’s beer in the fridge.

Bob Gleason is the fi rst to test Peters’ 

concoction. He’s seen his share of sailor 

parties. “Hobie regattas in the early days 

had 200 boats,” he says. “It was crazy. The 

numbers are smaller with the Weta, but 

the vibe is the same. Having fun, hanging 

out. It’s a lifestyle.”

As a dealer who specializes in multi-

hulls, Gleason has sold Hobies, Gunboats 

and now Wetas, but until this year’s 

nationals, he’d never raced one. “The boat 

is so perfect for a cocktail cruise, I never 

thought to race it,” he says.

And Gleason’s not alone. Most of the 

sailors here use their boats for exploring 

lakes, bays and even the shallow,  protected 

sounds of the Outer Banks, where Britt runs 

his operation. His shop has dinghies, cats, 

SUPs and kayaks, and the place is a water-

sport hive during the high season. The 

Weta, he says, is perfect for his rental fl eet: 

safer than a catamaran and easier to sail.

It’s strictly buoy racing for the Weta 

Nationals, which is a bit unusual for the 

class, whose big event is the WetaFest in 

Fort Walton Beach, Florida, each spring, 

averaging 30 entries and including a mix 

of distance and buoy races. There are 

only 19 boats here in Duck, but they’re a 

hardy and dedicated bunch of Wetaheads.

“I’m pretty thrilled there are enough 

boats in the U.S. to make a diff erence,” 

says Richard Kitchen, the New  Zealander 

who conceived of the Weta in the early 

2000s. “About 60 percent of owners don’t 

race. They do destination sailing. A cou-

ple, kids, and a dog sort of thing.”

Kitchen felt nothing on the market was 

ideal for teaching young children. “Teach-

ing kids in an Optimist from a patrol boat 

seems demeaning to kids,” he says. 

Class president Bruce Fleming (oppo-

site, above left) assists Weta dealer Dick 

Hitchcock after three exhausting races. 

Downpours and gusts from a slow-moving 

nor’easter didn’t dampen the intensity of 

racing among the competitors,  including 

(clockwise from above left) Mike Krantz, 

Robert Hoffman, Kayla Stone and Gene 

Freund. Richard Stephens (left), from New 

York, and Linda Wright, from Florida, 

teamed up in the big breeze and fi nished 

second in the regatta’s doublehanded 

division.
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“You’re always telling them what to do.”

A catamaran was out of the question 

because it’s hard to turn, but he wanted 

a cockpit and the stability of a multihull. 

Three years of testing saw input from 

Kitchen’s neighbors, including Ameri-

ca’s Cup tactician Ray Davies. The result 

is a starter boat with plenty under the 

hood. Yachting New Zealand picked up 

the  design for its “Have a Go” program, at 

one point trailering three of them across 

the country to put kids in them. The fi rst 

Wetas were shipped to North  America 

less than a decade ago, and while the 

boats are geographically scattered, 

owners are connected through online 

groups and of course the WetaFest.

M I X  A N D  M A T C H

The first day’s races are canceled 

because of dogs blowing off  chains, but a 

drizzle and 25-knot puff s wash away the 

beergarita hangovers the following morn-

ing. The sailors are anxious, but rather 

than surrender to ordained class wind 

limits and cancel another day, a number 

of sailors vote with their bootee-clad feet 

and set out to race in pairs. 

Ben Arthur, a software engineer from 

Washington, D.C., buddies up with Keith 

Rice. The fearless Wright agrees to crew 

for Richard Stephens, from New York. Ste-

phens has driven down from Ithaca with 

Rice, and the two have been sleeping in 

his boat trailer for the week; it’s better 

they not sail together.

As fellow New Englanders, Glea-

son and I join forces, and by the time 

the fi rst horn sounds, there are seven 

single handed starters and eight in the 

doublehanded fl eet. 

Arthur and Rice climb off  our hip as we 

start the fi rst race. Rice is deceptively 

fast in his fl oppy hat and 1950s-vintage 

life jacket. Our leeward ama occasionally 

stuff s into brown chop, and we’re faster, 

but we’re not pointing.

We exchange tacks several times, test-

ing our “modes” to try to go higher and 

faster. The downwind leg turns wet and 

wild as the sliver of polyester they call a 

screacher unfurls. The main hull is twitchy 

to steer, but the bow stays high and soars 

over the chop.

We nip Arthur and Rice at the fi nish, 

and Arthur shakes his fi st in jest. “We’re 

coming to get you guys!” he shouts with 

a big grin.

While the Weta is stable upwind and 

down, having two people in the back of 

the bus when the big puff s hit downwind 

is benefi cial. Krantz learns this fi rsthand. 

Twice he buries his leeward bow and the 

rudder lifts clear of the water. His lee-

ward ama, literally touching the sound’s 

soft bottom, prevents him from capsizing.

The wind drops into the upper teens 

the next day, and the singlehanders start 

winning races, sailing lower and faster 

downwind. But the standout is Sam Wills, 

from Duck. With a hall pass from high 

school, he and local sailing instructor 

Kayla Stone are the youngest team by far, 

and they’re clearly having the most fun.

“Guess how fast I went today?” he asks 

after racing, excitedly holding up his GPS 

for me to see its digits: 14 knots.

In a class meeting held after racing, the 

vibe is more vacation planning than bor-

ing administrative tasks, but still, there’s 

plenty of talk about how the group wants 

to manage Weta’s slow-growing popularity. 

It’s early days, says class president Bruce 

Fleming, and the decision to apply for 

international status remains a point of con-

tention. “Some may not want to spend that 

extra $100 per boat to World Sailing,” he 

says. “We’d rather put it into wine and beer.”

So far, the U.S. fl eet has been success-

ful in upholding zero dues. The 100th 

member joined the class at the  nationals 

this year, but no one seems overly fl um-

moxed about class numbers or status.

“Bigger numbers shouldn’t change our 

experience,” says Christophe Allie, the 

Frenchman who shipped his boat to North 

Carolina from San Francisco. He is one of 

the singlehanders who climbs the ranks on 

the last day of racing, and he’s happy with 

his result — but more importantly, he’s 

happy to keep his boat on the East Coast 

for more winter racing and exploring.

A 40-knot gale buff ets the garage as 

the meeting adjourns, and with more wind 

on the way, the regatta’s fate is sealed. 

I’m sore and salt-caked from the day, and 

my fi rst thought is homemade Mexican 

food, followed by a shower and sleep, but 

Peters whispers to me that he’s made a 

new batch of beergaritas.

I look at him with a drawn face.

“OK, well, you know there’s beer in the 

fridge, right?”

I grab one and take it to bed. It tastes 

strangely of Kool-Aid. I doze off , still  under 

the Weta’s spell, and imagine sailing one 

with my daughter. Warm water splash-

es up through the trampoline as we glide 

across the water, surrounded by  other 

Wetas sailing off  to some remote islet. 

Clockwise from top left: Cliff Peshek at-

taches his boat’s rudder before going solo 

in the day’s races. Tom Tomlinson (left) 

and Robert Hoffman came from Annapolis 

to sample high-speed screacher sailing. 

Patrick Gallagher hoists the mainsail on the 

10-pound carbon mast. Keith Rice (left) and 

Ben Arthur celebrate a second-place fi nish 

in the 25-knot opening race.
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LIKE SKIERS AT the top of a giant 

slalom run, sailors using pre-race 

mental imagery probably visualize 

launching off the starting line into 

a strong position against the fleet. 

From there, we know playing the 

shifts and keeping good speed will 

bring success, but we don’t always 

envision what happens when our 

lane closes with 30 seconds to go, 

or how to recover from being late 

to the lineup. With the help of aerial 

pictures from photographer Keith 

Brash and Quantum Sails, we can 

look at two teams (highlighted in 

red and green) that had very differ-

ent ideas of how to escape trouble 

in a 54-boat J/70 start at Quantum 

Key West Race Week. The outcome 

of their decisions can be a valuable 

lesson to all of us for any start 

where we find ourselves in trouble. 

PHOTO 1  We begin our discussion 

with a bit more than 30 seconds to 

go. Both teams are on starboard 

tack and beginning to realize they 

won’t make the front row when 

the starting gun sounds. They’re in 

the middle of the line in a steady 

12-knot breeze. On board each 

boat, it’s time to ask, “How do we 

minimize the damage?” Hopefully, 

the helmsman will say something 

like: “Sorry, guys. I’ve put us in a 

tough place, but we can fight our 

way out of this. Step one, let’s get 

clear air.”

Clearly, as the fleet closes in 

on the last seconds of the start, 

our two teams seem hopelessly 

behind. A lot of things start to hap-

pen at this point, and the window 

of opportunity is quickly closing. 

Decisions must be made, and the 

correct ones can get them into the 

front group.

PHOTO 2  Here, we’re about three 

seconds from the start. The fleet 

is mostly on starboard tack. This is 

the time to take firm action. During 

the next few seconds, the teams 

with the best launch momentum 

will slide into stronger spots. Those 

less fortunate will struggle in their 

lanes. Within 30 seconds after 

the start, the weaker teams will 

look for escape routes. We need 

to act before that happens while 

there are still lanes toward clear 

air. Understanding how the fleet 

affects the wind can help us do 

the right thing.

PHOTO 3 Generally, there’s 

a twist to the breeze as it flows 

through the fleet. Horizontally, the 

wind bends through the boats and 

their sails to create a localized left-

hand shift. After passing through 

the fleet, the wind eventually shifts 

back to its normal direction. This 

happens farther downwind in light 

air than in heavy. The size and den-

sity of the fleet can also affect how 

far down the shift is present. 

Vertically, the wind bends up 

and over the fleet and eventually 

touches down somewhere to lee-

ward. I imagine it like a small hill or 

row of trees near a shoreline. Of 

course, we wouldn’t want to sail 

right up under the trees, and it’s 

the same for being just behind the 

fleet. But the wind shadow is most 

damaging when you’re on the 
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same tack as the fleet. Here, star-

board tackers just behind the front 

row are feeling a header along with 

reduced windspeed caused by the 

fleet. You can see by the upwind 

angles of our boats that starboard 

tack behind the fleet is much more 

painful than port.

PHOTO 4 Look what’s happened 

to our two boats a few seconds 

later. The starboard boat is strug-

gling to get going because it has 

less wind and is in a header. From 

above, we can see how painful it 

is for the starboard-tack team. As 

the front-row boats sail away, our 

green-highlighted team must be 

thinking that it’s going to be a long 

race. It’s much harder to under-

stand this from on board, but we’re 

a few boatlengths into the race, 

and already the starboard boat 

has lost valuable distance to the 

leaders. Soon the weaker of the 

boats in the front groups will start 

to tack, further blocking escape 

routes for the starboard tacker.

PHOTO 5 Meanwhile the port-tack 

team is actually gaining on the 

fleet. The race is just a few seconds 

old, and already the red-highlighted 

team has made substantial gains 

against the green-highlighted team 

that stayed on starboard. This 

trend will continue until the port-

tack boat breaks free into clear air 

or someone tacks in front of it. The 

key for teams trying to escape a 

bad start is to get on the opposite 

tack from the fleet early, before 

the other weak starters have time 

to think through their situations 

and do the same.

Because the port-tack boat is 

sailing in a lift created by the fleet, 

it can hang with the boats near 

the front. It still has less wind and 

is clearly a few boatlengths behind, 

but at least it’s lifted. Watch as 

the port-tack team gains on the 

remainder of the fleet, which 

is still on starboard. The gain is 

partially because many of the 

front-row boats are pinching, try-

ing to keep from falling into the 

boat ahead and to leeward. Other 

front-row boats are sailing a high/

slow mode to dispose of the boats 

behind and to windward. Mean-

while the port-tack boat is free to 

sail a comfortable course for best 
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speed and is heading toward clear 

air on the right. The starboard-

tack boat hasn’t even made it to 

the line yet.

Our port-tack team (red circle) has 

crossed the line and is even with a 

starboard boat (blue circle) that’s 

seven boatlengths away. Both are 

at the same spot relative to the line. 

PHOTO 6 Here, seconds later, the 

red-highlighted port-tack boat 

will cross the blue- highlighted 

starboard- tack boat by more 

than three lengths. One OCS 

boat, highlighted in yellow, bears 

off to return and restart. As the 

clock ticks, the OCS boat return-

ing to the line is nearly clear yet 

still ahead of our starboard team. 

This shows how challenging it is 

to get moving while behind but 

on the same tack as fleet imme-

diately ahead.

PHOTO 7 This last picture is at 

one minute and 30 seconds after 

the start. Our two teams have 

presented themselves with very 

different futures. The team that 

tacked to port early broke through 

to clear air and is near the front row 

of the fleet. The team that stayed 

on starboard for the first minute of 

the race is now much closer to the 

back of the fleet, with little oppor-

tunity to break free. Imagine their 

surprise when they realize the dif-

ference between each other’s 

scores at the end of the day. 

Basic moves are the key to 

6

WHEN YOU HAVE A 

TOUGH START, YOU CAN 

BE BEHIND EVERYONE 

BUT STILL JUST A BOAT-

LENGTH OR TWO FROM 

THE LEAD. IT’S URGENT 

TO GET CLEAR OF 

OTHER BOATS AND HEAD 

TOWARD CLEAR AIR TO 

STAY IN THE GAME.S TA R T I N G  L I N E
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escaping difficult positions. Dis-

cuss them with the team before 

you have to make decisions so you 

can react with confidence. Here are 

some rules to remember:

When you have a tough start, 

you can be behind everyone but 

still just a boatlength or two from 

the lead. It’s urgent to get clear of 

other boats and head toward clear 

air to stay in the game.

Getting on port tack and mov-

ing across the grain of the fleet will 

often spring you clear fastest. The 

longer you wait, the more likely it is 

that someone will tack on you and 

take away your lane. If the whole 

fleet tacks to port, starboard tack 

may be your only means of escape.

Port tack has its risks, namely 

starboard-tack boats. Sometimes 

you’ll have to wait a few seconds 

for a starboard group to slow so 

you can tack and cross. Other times 

you may have to wait for that group 

to tack away before you can tack 

to port yourself. Each start and 

fleet is different, so look around 

before committing to a plan. 

A lot happens in the first seconds 

of a race. The key to your future is in 

deciding if you’re strong enough to 

stay where you are or if you need 

to bail. Slowly losing distance to the 

whole fleet because you are pinch-

ing or starved for clear air usually 

leaves you in bad shape later. When 

you look bad or feel slow, get out 

early. Hoping things get better is 

not a good strategy.

If you have more bad starts than 

good, consider moving up the line, 

toward the committee-boat (right-

hand) end. If things don’t go well, 

at least you’re closer to clear air on 

the right side. 

Once you’re into clear air, get 

back to playing the shifts. Splitting 

with the fleet works when you’re 

behind at the gun, but once you’re 

clear of the other boats, the fleet-

induced lift will no longer exist. The 

bigger the shifts, the more impor-

tant it is to get back into phase. 

7
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OUR RULEBOOK contains only six 

pages of rules that apply when 

two or more boats meet on the 

course. Those are the rules in Part 

2, “When Boats Meet.” It’s obvious 

we need basic right-of-way rules 

(Rules 10, 11 and 12) and some 

limitations on the actions of right-

of-way boats (Rules 14, 15 and 

16.1), but those rules occupy only 

one of the six pages. Some of the 

rules on the other fi ve pages puzzle 

many sailors. Here I’ll discuss why 

four of those puzzling rules are in 

the book.

Rule 24.1 is simple: If you’re not 

racing, don’t interfere with boats 

that are — it’s basic courtesy. A 

reader once asked me, however, 

why the phrase “if reasonably pos-

sible” is in the rule. Those words 

are there to handle fairly the situ-

ation shown in the fi rst diagram. 

Able, Baker and Charlie, sailing 

closehauled on starboard tack, 

are nearing the fi nish line. Able and 

Baker have identical series scores, 

and Charlie’s series score is much 

worse. Able has been slowing Baker 

by closely covering her in the hopes 

that Charlie will fi nish second and 

Baker third. Able is certainly inter-

fering with Baker by covering her. 

The rules permit such an action, 

provided Able is racing. However, at 

the moment shown in the diagram, 

Able has fi nished and cleared the 

fi nishing line, and he is well clear 

of both fi nishing marks. Therefore 

Abel has ceased to be racing, Rule 

24.1 has begun to apply, and Able 

is still interfering with Baker. Able 

must stop interfering with Baker 

as soon as “reasonably possible.” If 

he does not, he will break the rule. 

He could tack or bear away to avoid 

breaking the rule. His best choice 

is to tack, as doing so avoids the 

possibility of his later interfering 

with Charlie. The phrase “if rea-

sonably possible” is needed in Rule 

24.1 so competitors can cover one 

another at all times while they are 

racing. Without these words, a boat 

would have to anticipate interfer-

ence that might occur immediately 

after she ceased to be racing and 

act before that time to avoid break-

ing the rule.

Another rule that seems myste-

rious to readers is Rule 18.1(b). This 

rule is far more complicated than 

Rule 18.1(a), but many readers, 

after they spend time dissect-

ing these two rules, cannot see 

what purpose Rule 18.1(b) serves. 

They ask, “Why is Rule 18.1(a) not 

  suffi  cient?”

Rule 18.1(a) states simply 

that if two boats are on opposite 

tacks beating to windward, Rule 

18 doesn’t apply between them. 

That’s a well-understood rule that 

rarely causes problems. The very 

next rule, Rule 18.1(b), states that 

Rule 18 does not apply “between 

boats on opposite tacks when the 

proper course at the mark for one 

but not both of them is to tack.” 

To understand why Rule 18.1(b) 

is needed, we need a bit of back-

ground. Rule 18 is intended to 

apply to boats on opposite tacks 

only when the boats are sailing on 

a downwind leg at more than 90 

degrees to the true wind. Under 

the defi nition Overlap, boats on 

opposite tacks can’t even be over-

lapped unless both are sailing more 

than 90 degrees off  the wind. How-

ever, there are situations that do 

occur in which boats on oppo-

site tacks, sailing well above 90 

degrees to the wind, meet at a 

mark that does not mark the end 

of a windward leg. Rule 18.1(b) is 

needed for such situations.

In the second diagram, Rick and 

Bart are on a reaching leg and 

about to meet at the mark at the 

end of that leg. The leg is a close 

reach, and there is a strong current 

aligned with the wind, pushing the 

fl eet to leeward. Bart, a lake sailor 

who had not previously raced in 

strong current, did not account for 

the eff ect of the current by sailing 

a course higher than the rhumbline 

course to the mark, and as a result, 

the current swept him below the 

mark. He then had to tack and sail 

closehauled on port tack to get to 

R U L E S  F O R 

R E A S O N S

KNOWING WHY A RULE WAS ADDED TO THE RULEBOOK MAY 
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K
IM

 
D

O
W

N
IN

G

THERE ARE SITUATIONS THAT DO OCCUR IN WHICH 

BOATS ON OPPOSITE TACKS, SAILING WELL ABOVE 90 

DEGREES TO THE WIND, MEET AT A MARK THAT DOES 

NOT MARK THE END OF A WINDWARD LEG. RULE 18.1(B) 

IS NEEDED FOR SUCH SITUATIONS.
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a position up-current of the mark so 

he could round it. Rick sailed a higher 

course than Bart, and so avoided 

being swept below the mark. At their 

positions in the diagram, Bart might 

say that, because of the current, the 

leg has turned into a beat to wind-

ward for him, but Rick is clearly not 

on a beat. Therefore Rule 18.1(a) does 

not apply between Bart and Rick.

In order to achieve Rule 18’s intent 

in this and similar scenarios, Rule 

18.1(b) is a necessary part of Rule 

18.1. It switches off  Rule 18 between 

Bart and Rick because they are on 

opposite tacks when the proper 

course for Bart, but not for Rick, is 

to tack to round the mark.

Another puzzling rule for many 

readers is Rule 18.4. It applies only 

“when an inside overlapped right-

of-way boat must jibe at a mark to 

sail her proper course.” It’s purely a 

safety rule. It’s easy to understand 

how it works by considering the sce-

nario shown in the third diagram. Two 

boats fl ying traditional symmetric 

spinnakers are approaching a jibe 

mark to be left to port. The wind is 

strong, and they are broad-reaching 

on starboard tack. Izzie is overlapped 

inside Olga. Rule 17 does not limit 

Izzie’s right to sail above her proper 

course. The next leg is a beam reach. 

Olga has sailed high so she can jibe 

while running directly downwind. At 

Position 2, her foredeck crew is on 

the foredeck and has detached the 

spinnaker pole from the mast in prep-

aration for jibing. Olga is anticipating 

that Izzie will comply with Rule 18.4 

by bearing off  on her proper course 

and jibing. If Rule 18.4 did not exist, 

it would be legitimate for Izzie to 

tactically “attack” Olga by continu-

ing her course on a broad reach and 

sailing straight past the mark. 

Especially in strong winds, this 

could create a dangerous situa-

tion for Olga’s crew, which would 

be forced to abort its jibe and turn 

up onto a broad reach on starboard 

tack. Because Izzie would not have 

to change course to carry out this 

attack, this unexpected and aggres-

sive maneuver would not break Rule 

16.1. Rule 18.4 was introduced to 

prohibit such attacks, which were 

considered dangerous.

Rule 18.4 does not apply at a gate 

mark because it’s not always clear 

which gate mark a boat is planning 

to round. For example, an inside over-

lapped right-of-way boat in the port 

gate’s marks zone could be  planning 

to round the starboard gate mark.
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Rule 24.2 states, “Except 

when sailing her proper course, 

a boat shall not interfere with a 

boat … sailing on another leg.” 

I’ve been asked why that part 

of Rule 24.2 is needed. The 

answer is that it limits a tac-

tic often used by the series 

leader in the last race of a series. 

Suppose that the series scores 

for Al and Bill are such that, 

unless Bill places fi rst or second in 

the last race, Al will win the series 

no matter where he fi nishes. The 

course for the last race is wind-

ward/leeward, twice around. Bill 

has broken away from the fl eet 

and is leading as he starts up the  

second windward leg. Al is still 

on the fi rst leeward leg, buried 

back in 15th place. If Rule 24.2 

were not in the rulebook, Al could 

simply stop sailing toward the lee-

ward mark and position his boat 

to slow Bill by closely covering him 

as he sails upwind. If Al were able 

to drive Bill back to third place or 

worse, Al would win the series. 

Such tactics are considered 

unsportsmanlike (see Cases 34 

and 78 in the World Sailing Case 

Book). The quoted part of Rule 

24.2 clearly prohibits this tactic. 

Al is permitted to deviate from his 

proper course to interfere with Bill 

only if he and Bill are on the same 

leg of the course. This means that 

Al must earn the right to use this 

tactic by managing to get ahead 

and stay ahead of Bill.

Email for Dick Rose may be sent 

to rules@sailingworld.com. 

AL IS  PERMITTED TO DEVIATE FROM HIS PROPER 

COURSE TO INTERFERE WITH BILL ONLY IF HE AND BILL 

ARE ON THE SAME LEG OF THE COURSE. THIS MEANS 

THAT AL MUST EARN THE RIGHT TO USE THIS TACTIC BY 

MANAGING TO GET AHEAD AND STAY AHEAD OF BILL.

O L G A
I Z Z I E

W I N D

K
IM

 
D

O
W

N
IN

G



Sturgis Boat Works

P: 508-778-9187

All the details and features on the FAREAST 28R are carefully 

considered to force a shift in racing and enable the crew to 

shake off their competitors. 

At just 28 feet, the 28R is easy to trailer with a lifting keel. Sporty 

lines and a simple layout make sailing the 28R as easy as it is fast.

80 Mid Tech Dr.

West Yarmouth, MA 02673

Web: www.fareastboatsusa.com 

Email: sales@sturgisboatworks.com

20 
 knots+

Design Simonis - Voogd

LOA   9,07 m

LWL   7,17 m

Width   2,75 m

Deepth   1,75 m

Weight           1360 kg

Main   27,80 m2

JiB         20,20 m2

Gennaker     80,00 m2

CE certified    Class C

Price

$49,995.00
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Pure sailing pleasure

With high-tech vacuum infused epoxy hull 
constructions and carbon/composite keel 
structures for rigidity and stability, X-Yachts’ 
brings you the Xperformance Range; the 
latest in contemporary yacht design and build 
technology, contributing to an enjoyable and 
responsive sailing experience. 

Xperformance

Xp 33 · Xp 38 · Xp 44 · Xp 50 · Xp 55

X-Yachts USA  +1 (860) 536-7776 · www.x-yachtsusa.com
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INTERNATIONAL MOTH
The International Moth has one-design roots, but 30 years of developmental rules have 
metamorphosed the early Moth's 110-pound, flat-bottomed hull into a 22-pound speed 
machine. Today's 11-foot Moths foil in 6 knots and kiss 30 in heavy air. The current 
design earns its international name—it is the fusion of the American Moth Boat, 
Swiss-inspired hiking wings, and hydrofoil design from Australia.

MAINSHEET SYSTEM

blocks are spliced onto the center strop. One more hangs 
from the boom. The blocks have strong, free-running ball 
bearings on curved races, making secondary bearings 
unnecessary and adjustments lightning fast under any load.

VANG
Current fashion incorporates a strut off the 
boom for the vang purchase to anchor to. 

purchase is at a more effective angle. 

cascade creates a powerful 24:1 double-
ended system that’s adjusts easily from the 

doubles make up the bulk of this system.

CUNNINGHAM
Flattening the sail with the cunningham 
makes the boat faster and easier to 
control in the strong apparent wind created 
by a foiling Moth. 8:1 double-ended 
cunningham’s are still commonly used 
systems, but top racers have switched to 
T18 blocks and 8 mm lead rings to create 
an even higher purchase.
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ONE-DESIGN SHOWCASE

www.harken.com/one-design

LOA 20’ 11”
LWL 18’ 0”
Beam 8’ 4”
Draft up/dn 12”/5’ 0”
Disp(sailing) 1260 lb
Ballast 450 lb

ULTIMATE 20

The best high performance keelboat on the market today, new or 
used. Easily trailered, rigged and launched with a fully retractable 
keel. Established class with one design racing at NA, regional and 
local levels. A competitive PHRF racer as well as comfortable family 
daysailer. Contact us anytime for a sail on 
“the Ultimate 20 footer”.

ULTIMATE 20 CLASS ASSOCIATION

20328 Turnbull Way, Cornelius, NC 28031
Email: u20class@gmail.com 
www.U20class.org 

LOA 17’ 10”
Draft 3’ 3”
Disp 1,240 lb
Ballast 700 lb
SA 168 sq/ft

IDEAL 18

Ideal 18 is the safe, fun, and comfortable two-person keelboat. Find 
out why new fleets are forming throughout North America. Become 
an Ideal sailor. NEW BOATS IN STOCK SPRING OF 2016.

IDEAL 18 CLASS ASSOCIATION

40 Marina Drive, Rochester, NY 14617
(800) IDEAL18 • Fax (585) 266-4722
www.shumwaymarine.com

LOA 16’ 9”
Beam  6’ 3”
Draft up/dn 9”/3’ 9”
Disp 575 lb

THE DAY SAILER

Designed in 1957 by George O’Day and Uffa Fox, the Day Sailer 
combines the ease of sailing with the challenges of racing. A 
strong, family-oriented class continues to thrive, with over 40 fleets 
nationwide. Come join us and sail the Day Sailer. Builder: Cape Cod 
Shipbuilding, Wareham, MA.

DAY SAILER ASSOCIATION

Mary Niederberger, DSA Secretary
3840 Arrowhead Drive, El Dorado Hills, CA 95762 
daysailersecretary@gmail.com   
www.daysailer.org

THISTLE

Recognized as one of the best & largest competitive one-design 
classes in the country. This high performance racer is sailed by hot 
shots, youth, and families. New & used boats available. For rigging 
& go-fast tips, see our magazine the Bagpipe & instructional DVD. 
New & experienced sailors welcomed. 

THISTLE CLASS ASSOCIATION

Craig Smith • 215-285-9326
PO Box 741, Hatboro, PA 19040
ThistleClassAssociation@gmail.com
www.ThistleClass.com

LOA 23’ 0”
LWL 19’ 11”
Draft 3’ 11”
Disp 2,100 lb
Ballast 900 lb

SONAR

The 23-foot Sonar one-design keelboat has something for everybody. 
Designed by Bruce Kirby, it is an ISAF recognized high-performance 
racer and a comfortable daysailor—just right for getting the entire 
family or friends on the water together. RONDAR is accepting orders 
for new boats. 

INT’L SONAR CLASS ASSOCIATION

Bruce McArthur, President
(203) 655-6665, 2bmcarthur@gmail.com
www.rondarboats.com/us 
www.sonar.org

LOA 19’ 2”
LWL 17’ 9”
Draft 3’ 3”
Disp 1,325 lb

RHODES 19

Exciting, economical and competitively raced nationwide, the Rhodes 
19 popularity is growing among families, couples and individuals 
as a comfortable daysailer and racer for all levels. Visit our website 
for class activities, FAQ, new and used boat listings, fleets, R19 
message board and more! 

RHODES 19 CLASS ASSOCIATION

Rick McGregor, 504-453-7861
macsail@bellsouth.net
www.rhodes19.org

LOA 21’1”
Draft (keel down) 4’6”
Beam 8’2”
Disp 749 lb 
Mast Carbon Fiber

VIPER 640

21’ high-performance sportboat, simple and modern design, past Boat 
of the Year. Fast, Fun, Affordable, and Accessible with a great upwind 
groove and downwind exhilaration on a plane. Robust schedule of 
local, regional, national, and international regattas. With 200+ in the 
U.S. it’s the boat to sail.  

VIPER 640 CLASS ASSOCIATION

Edward “Buttons” Padin, Class Administrator
914-834-8286 
www.Viper640.org

ISOTOPE

Racing to win or sailing for fun, the Isotope has been built since 
the late 60’s. One person can rig, race and right this cat with the 
“righting bar”. The Isotope’s perfectly balanced design is reflected by its 
earned .74 handicap. Custom rigging available. Can be sailed with or 
without a trapeze, solo or with a crew. 

ISOTOPE CLASS ASSOCIATION

Joleen Rasmussen
PO Box 1976, Wake Forest, NC 27588
joleenrasmussen@embarqmail.com
www.intl-fiberglass.com

LOA 16’ 0”
Beam 7’ 6”
Draft up/down  6”/22”
Disp 275 lb
Sail Area(main & jib) 185 

LOA 25’ 8”
LWL 20’ 0”
Beam 8’ 6”
Draft 4’ 6”
Disp 2,600 lb

COLGATE 26

The undeniably fast Colgate 26 combines safety, durability and FUN 
at a remarkably affordable price. One of the fastest growing one-
design classes in America winning PHRF competitions nationwide, 
the C26 offers outstanding performance in both light and heavy 
air. Virtually unsinkable, the C26 is CE certified – Level B. With a 
comfortable oversized cockpit and berths for 
four this boat is a big hit with family and 
friends, Who says you can’t have it all?

COLGATE 26 CLASS ASSOCIATION

(866) 842-4355 • www.Colgate26.com

LOA 17’ 0”
Beam 6’ 0”
Draft up/dn 6”/4’ 6”
Weight 515 lb

LOA 24’
LWL 18’
Beam 4’ 2”
Draft 2’9”
Disp 910 lb

110

The 110 is Ray Hunt’s masterpiece, with fleets on both coasts and 
the Midwest. New boats being built, project boats available, new kit 
boat in development. Great people, great sailing. 2016 Nationals in 
Inverness, CA August 1-5. Learn more at 110class.com

INTERNATIONAL 11O CLASS

Milly Biller, PO Box 38
Point Reyes Station, CA 94956
www.110class.com

P O W E R E D  B Y



LOA 19’ 0”
Beam 6’ 6”
Draft up/dn 5”/4’ 11”
Weight 700 lb

LIGHTNING

After 77 years and 15,580+ boats, the Lightning offers the toughest 
competition in one-design sailing. Join us and compete at the 
International level, race in 10 regional regattas that draw 40+ 
boats, or race in 150 active fleets worldwide. 

INT’L LIGHTNING CLASS ASSOCIATION

Laura Jeffers, ILCA Executive Secretary
(727) 942-7969 • office@lightningclass.org
www.lightningclass.org 

ONE-DESIGN SHOWCASE P O W E R E D  B Y

LOA 19’ 0”
Beam 6’ 9”
Draft up/dn 8”/4’ 0”
Disp. 850 lb

FLYING SCOT

Design, quality, and service have built the Flying Scot into a large 
national class, with over 6,100 boats built and over 110 active 
fleets. Size and stability have made the Flying Scot a favorite family 
daysailer/racer for nearly 60 years .

FLYING SCOT

Boat Information: (800) 864-7208
Fax (888) 442-4943 • www.flyingscot.com
F.S.S.A. (Fleet Information): (800) 445-8629
Fax (803) 765-0860 • www.fssa.com

LOA 19’
Beam 7.17’
Draft 4.3’
Disp 560 lb

VX ONE

The SW 2012 “Performance boat of the year” VX ONE is THE cutting edge 
platform for strict one design sailors, with family and club level afford-
ability. With engineered ergonomics, ease of handling, and durability the 
VX is built for unmatched performance in its category. The professionally 
run class association places the VX ONE center stage for international 
growth and launches an exciting evolution in One Design sailing.

VX ONE CLASS ASSOCIATION

12900 Lake Ave #2001, Lakewood, OH 44107
(216) 226-4411 • vxone.org
vxonedesignracing.com

LOA 22’ 6”
LWL 19’ 0”
Beam 8’ 0”
Draft 4’ 0”
Disp 1,850 lb

INTERNATIONAL J/22

The best combination of stability, handling ease, speed, trailerable 
weight, and all-weather comfort in sailing. There are over 1,600 
boats worldwide.

J/22 CLASS ASSOCIATION

Christopher Howell Executive Secretary
12900 Lake Ave., #2001, Lakewood, OH 44107
Phone: (216) 226-4411, Fax: (216) 916-4840
Email: j22@roadrunner.com • www.j22.org

LOA 22.7’
Beam 5.7’
Draft 3.3’
Weight 1479 lb
Sail Area 285 sq/ft

STAR

The Star Class offers world-class racing at its best!  Winter racing in 
Miami. Cutting edge technology. More than 2000 racing worldwide.

INT’L STAR CLASS YACHT 

RACING ASSOCIATION

914 Bay Ridge Road, Ste 220, Annapolis, MD 21403
(443) 458-5733, Fax (443) 458-5735
office@starclass.org
www.starclass.org

LOA 13’ 9”
LWL 12’ 6”
Beam 5’6”
Draft up/dn 5”/ 3’6”
Weight 200 lb

PIXEL

Fun, fast, easy to sail-PIXEL®-the Bruce Kirby designed 2 person 
dinghy w/main, jib and spinnaker. JSA of Long Island Sound choice 
as double-handed trainer. Self bailing, carbon mast, quick capsize 
recovery & fiberglass hull provide performance, safety, wide appeal. 
Fast-growing, strict one design class.

PIXEL CLASS ASSOCIATION

Wes Oliver, Interim Class President
72 Roton Avenue, Rowayton, CT 06853
(203) 858-9621 • wwoliver@optonline.net
www.sailpixel.com

LOA 25’ 11”
LWL 21’ 8”
Beam 9’ 0”
Draft up/down 16”/5’ 0”
Disp. 4,250 lb

S2 7.9

The S2-7.9 class offers an owner-controlled class association 
supporting sailors of various skills. It sponsors regional and national 
events and an active website (s279.org). The boat’s fully-retractable keel 
allows easy trailering; rigged to race in 45 minutes. A mast replacement 
program assures stable resale value, and affordable sound boats are 
available. A true multi-purpose boat offering 
great racing, comfortable family sailing with 
basic cruising capabilities.

S2 7.9 CLASS ASSOCIATION

(615) 336-7900 • www.s279.org

LOA 30’ 2” 
LWL 20’ 
Beam 6’ 5” 
Disp 4,600 lb
Draft 4’ 9”

SHIELDS

Designed by Sparkman & Stephens, the Shields Class Association 
has active fleets in MA, RI, CT, NY, MD, IL, and CA. The Class recently 
held its 51st National Championship, and published its history in 
an exquisite coffee table book. Details on the book and upcoming 
regattas can be found at www.shieldsclass.com

SHIELDS CLASS ASSOCIATION 

Peter McWhinnie, Class Secretary 
pm@torridonsolutions.com
shieldsclass.com

LOA 26’ 3”
LWL 22’ 0” 
Beam 8’ 3” 
Draft 4’ 11”
Disp 3,304 lb  

J/80

J/80 is fast, stable, and affordable. It’s fun to sail, planes in 15 
knots of breeze, and is easily trailered and launched. With over 
1500 boats in 15 countries, the J/80 is a ISAF recognized and a 
competitive and rapidly growing one-design class. J/80 Worlds -
 www.j80worlds2015.com, Keil, Germany, July 4-10, 2015

J/80 CLASS ASSOCIATION USA

Chris Chadwick, USA Class President
3262 Chrisland Dr, Annapolis, MD 21403
info@J80.org • www.j80.org

NORLIN MARK III (2.4MR)

The World’s Greatest Keelboat! Easy to sail with no hiking and plenty 
of ballast.  Classic meter yacht lines and a highly adjustable rig for 
lively and responsive handling. Active fleets all over the world and 
seventeen national class associations. Easily transported and you 
will always have crew, guaranteed!

2.4MR CLASS ASSOCIATION

US Builder: Edge Sailing Inc.
Tony Pocklington - captiva_24@yahoo.com
Class contact: Tim Ripley - secretary@us24meter.org
www.us24meter.org • www.inter24metre.org

LOA 13’ 8”
Beam    2’ 7.7”
Draft   3’ 3.37”
Hull Weight   559 lb



LOA 22’ 6”
LWL 16’ 9”
Beam 7’ 0”
Draft: full 3’ 0”
Disp. 3,000 lb

ENSIGN

“2002 Inductee, The American Sailboat Hall of Fame”. Classic 
daysailer/class racer with large cockpit. Regional and national 
quality competition in 50 active fleets. By far, the largest class of 
full-keel one-design sailboats in the United States. Builder: Ensign 
Spars, Inc., Marquette, MI

ENSIGN CLASS ASSOCIATION

Mike LaHaye, Commodore
commodore@ensignclass.com
(231) 869-9226
www.ensignclass.com 

LOA 15’ 6”
Beam 4’ 9”
Draft up/dn 6”/4’2”
SA Main 84 sq/ft
SA Jib 35 sq/ft

WINDMILL

One of the fastest one-designs in this size range, with over 5700 
boats built. This lightweight performance sloop is quick to plane, yet 
easy to handle. Strong support nationally. We now have a new builder 
with beautiful glass hulls starting at $4500, and components and 
kits available.  And of course you can always build your own wooden 
boat. Whether new, used, wood or fiberglass; 
the Windmill Class is “Just Plane Fun”.  

WINDMILL CLASS ASSOCIATION

Allen Chauvenet, Class Secretary
achauvenet@gmail.com • windmillclass.com

LOA=LWL 14’ 0”
Beam 4’ 8”
Draft up/dn 4”/4’ 2”
Weight 285 lb

JET 14 CLASS

Quick to plane, easy to handle, very fun and very affordable, this two-
person dinghy is perfect for husband-wife, parent-child and junior 
teams. Come sail with us — the competition is excellent and Jets built 
in the ’50s remain very competitive with our newest glass boats! 

JET 14 CLASS ASSOCIATION

Tiffany and Bryan Parker, Secretary/Treasurer
6176 Winding Creek Ln., North Olmsted, OH 44070
(440) 716-1859 • Jet14Class@live.com
www.jet14.com
Builder: Allen Boat Company 

LOA 29’ 10”
Beam 5’ 10”
Draft 3’ 10”
Disp 2,300 lb
SA (main & jib)  305 sq/ft
SA (spin.) 400 sq/ft

INTERNATIONAL 210

Fast, powerful, exciting, the 30-foot 210, after 70 years, is still 
state-of-the-art in keelboat fun and is still growing with 10 active 
fleets. Great people, great events, great boats.

INTERNATIONAL 210 ASSOCIATION

Greg Sullivan, 59 Water Street, 
Hingham, MA 02043 • (781) 749-4141
g.sullivan@att.net • www.210class.com

LOA 33’
Beam 11’ 
Draft 5.83’ 
Disp 5,800 lb

SOVEREL 33

Inspired by the desire to create a yacht completely unhampered 
by handicap rules, the Soverel 33’s single design criterion was to 
excel under all conditions and all points of sail. An exhilarating One 
Design or handicap racer for the most accomplished and aggressive 
skipper yet safe, easy to sail, and comfortable for the whole family. 

SOVEREL 33 CLASS ASSOCIATION 

Mark McCarthy, Class President
mccarthygm1@aol.com | (860) 301-6749
www.soverel33.com

LOA 13’ 10”
LWL 13’ 0”
Beam 4’ 1”
Draft up/dn  7”/3’ 4”
Weight 129 lb

SUNFISH

Join the United States/International Sunfish Class Association and 
you will join one of the all-time great racing classes. Races are 
held nationwide and internationally, virtually every week of the year. 
Competitors range from ages 8 to 80. 

INTERNATIONAL SUNFISH CLASS ASSOCIATION

2812 Canon Street
San Diego, CA 92106, USA
+1 619 222-0252
Email: sunfishoff@gmail.com
www.sunfishclass.org

LOA 15’ 0”
Beam 5’ 4”
Hull Weight 240 lb
SA (main & jib) 125 sq/ft
Designer Uffa Fox

ALBACORE

Modern boat. Classic heritage. • Over 8200 Albacores built 
internationally • Regatta fleets 40 to 70 boats • Planing speeds 
15kts plus • Stable daysailor and competitive racer • Builders in 
Canada, USA and UK

U.S. & CANADA ALBACORE ASSOCIATION

U.S.: Michael Heinsdorf, mheinsdorf@gmail.com
Canada: Ian Brayshaw
commodore@albacore.ca
www.albacore.org
http://albacore.ca

LOA 34’ 6”
LWL 29’ 6”
Beam 11’ 0”
Draft 6’ 6”
Disp 7,750 lb

J/105

Introduced in 1992 as the first modern day keelboat with bow sprit 
and asymmetric spinnaker, the J/105 today is the most successful 
one-design keelboat class over 30’ in the USA with over 680 boats 
sailing worldwide. Upcoming NACs in Larchmont, NY (2016) and 
Seabrook, TX (2017). 

J/105 CLASS ASSOCIATION 

Christopher E. Howell, Class Administrator
12900 Lake Ave., #2001, Lakewood, OH  44107
(216) 226-4411, Email: howell@j105.org  
www.j105.org

LOA 24’ 0”
Beam 8’ 2”
Draft (keel down) 5’ 0”
Disp. 1,783 lb
SA (main & jib)  380 sq/ft

MELGES 24

The Melges 24 is built with carbon-fiber so she’s light, fast, fun, and 
easy to tow. Over 850 of these hot, new one-designs have been built. 
Chosen as Sailing World magazine’s “Boat of the Year.”

MELGES 24 CLASS ASSOCIATION

Andy Burdick, Class Coordinator 
P.O. Box 1, Zenda, WI 53195 
(262) 275-1110 | Fax (262) 275-8012
www.melges.com
www.usmelges24.com  

P O W E R E D  B Y

WAYFARER

One of the largest one-design centerboard classes in the world with over 11,000 
boats built. A classic spinnaker equipped racing dinghy that, with its wide beam, 
seaworthiness and roomy cockpit, continues to be popular for cruising and 
training. With the redesigned Mark IV being built by Hartley Boats in England 
and distributed in North America, the class is once again showing rapid growth.

U.S. AND CANADIAN WAYFARER ASSOCIATIONS

James Heffernan, Wayfarer International Secretary
USA 919-942-6862
www.uswayfarer.org 
www.wayfarer-canada.org 
www.npboatsus.com

LOA 15’ 10”
Beam 6’ 1”
Draft[CB] up/ 8”/3’ 10”
Min Weight  375 lb
SA   95/46/125

www.harken.com/one-design
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LOA 18’ 0”
LWL 16’ 8”
Beam 6’ 0”
Draft up/dn 7”/3’ 10”
Weight 500 lb

BUCCANEER 18

An exciting design, with planing hull, spinnaker launcher, and 
furling jib keeps this two-handed dinghy racing in North America. 
Friendly and growing class sponsors an active online community. Buy 
new Nickels, or affordably maintain your older boat.

BUCCANEER 18 CLASS ASSOCIATION

Larry Schmida, Commodore
info@buccaneer18.org
www.buccaneer18.org
www.nickelsboats.com

P O W E R E D  B Y

LOA 16’0”
Weight w/board 260 lbs.
Beam 5’0”
SA 140 sq/ft
Draft up/dn 6”/3’

COMET

Designed in 1932, the fun-to-sail Comet offers, high-level double-
handed racing to all ages with equally competitive fiberglass and 
wooden boats. Friendly people, great boats, used and new self-
rescuing design.

COMET CLASS YACHT RACING ASSOCIATION

Talbott Ingram
20 Boxwood Dr., Ocean, NJ 07712
TalbottIngram@gmail.com • (732) 695-0004
www.whitecapcomposites.com
www.CometClass.com 

LOA 15’ 8”
LWL 12’ 7”
Beam 5’ 10”
Draft 2’ 5”
Disp 1,350 lb

BULLSEYE

Excellent for family sailing and racing. Proven exceptionally 
seaworthy for 100 years and easily trailed. Maine to Florida fleets 
of experienced and new racers and a newsletter. 2016 National 
Regatta, Card Sound Sailing Club, Ocean Reef, Florida 4/7-9.

BULLSEYE SAILING ASSOCIATION

37 High Street, Rockport, MA 01966 
(781) 799-5988
secretary-sw@bullseyesailing.org 
www.bullseyesailing.org

CALLING ALL ONE-DESIGN CLASSES

Partner with the NOOD Regattas to run your 2016 class championship.

For more information on how to set up your Championship 

at the NOODs email us at nood@sailingworld.com

LET US DO THE WORK FOR YOU

Want To Include Your Class In 

The Harken One-Design Section?

Call: 401-845-4440 or 

Email: michelle.roche@bonniercorp.com

RC LASER

With over 22,000 boats built and sailed worldwide it is always easy 
to find or start a fleet for true one design racing. 4 sizes of sails 
allow sailing in wind ranges from 2-40  knots in all temperatures. 
From bag to sailing in minutes.

NA RC LASER CLASS

Nick Mortgu, 501 Main St
Riverton, NJ 08077. (609) 820-0509
mortgu@comcast.net • www.rclaser.org

LOA 41.5”
Beam 13.5”
Draft 17”
Mast Height 54”
Disp. 9 lb

LOA 16’ 0”
Beam 5’ 8”
Hull Weight.  420 lb
SA 135 sq/ft

MC SCOW

One of the fastest growing classes in the U.S.! Sail single-handed or 
take a crew. Over 100 fleets throughout the country with more than 
60 regattas per year. Age classifications for more seasoned sailors.

MC SAILING ASSOCIATION

Dan Fink, W257 S10550 Horseshoe Ln, 
Mukwonago WI 53149 • (414) 344-8765
Email: treasurer@mcscow.org
www.mcscow.org

Jun 18-19, 2016
Comet NA Championship 

Several Sailing Association, Annapolis, MD

Jun 18-19, 2016
Isotope NC Governor’s Cup

Carolina SC, NC

Jun 19-25, 2016
Sunfish NA Championship

Sail Salem, MA

Jun 25-Jul 2, 2016
J/80 Worlds 

Club Nautico Bevelle, Spain

Jul 2-8, 2016
2.4 European Championship

CVBCM, France

Jul 16-22, 2016
Flying Scot NA Championship

Sail Newport, Ri

Jul 23-29, 2019
Thistle National Championship

Eugene, OR

Aug 3-7, 2016
Int’l 210 National Championship

Newport YC, Newport, RI

Aug 4-7, 2016
Day Sailer NA Championship

Put-In-Bay YC

Aug 4-7, 2016
Jet 14 National Championship
West River SC, Galesville, MD

Aug 8-12, 2016
Buccaneer 18 NA Championship

Racine YC, Racine, WI

Aug 10-19, 2016
Lightning NA Championship
Rochester YC, Rochester, NY

Aug 14-18, 2016
Ensign National Championship

Mattapoisett YC, Mattapoisett, MA
Aug 16-19, 2016

Rhodes 19 National Championship
Chicago Corinthian YC

Aug 19-21, 2016
Comet Int’l Championship

Shrewsbury Sailing & YC, Oceanport, NJ

Aug 19-25, 2016
J/22 World Championship

CORK/Sail Kingston, Kingston, ON, Canada

Aug 24-27, 2016
MCSA National Championship
Crystal Lake YC, Frankfort, MI

Sept 15-17, 2016
S2 7.9 Championship
Racine YC, Racine, WI

Sept 22-25, 2016
VX One NA Championship

Macatawa Bay YC, Holland, MI

Sept 24-25, 2016
Ideal 18 NA Championship

Indian Harbor YC, Greenwich, CT

Sept 28-Oct 1, 2016
Shields National Championship

Monterey Peninsula YC, Monterey Bay, CA

Oct 20-23, 2016
J/105 NA 

Championship 
Larchmont YC, Larchmont, NY

Nov 16-19, 2016
Viper 640 NA Championship

Royal Bermuda YC, Hamilton, Bermuda

Nov 26-Dec 3, 2016
Melges 24 Worlds

Miami YC, Miami, FL

Sailing World & Harken would like to wish

all the competitors best of luck for 2016!

2016 CHAMPIONSHIP REGATTA SCHEDULE

www.harken.com/one-design

ONE-DESIGN SHOWCASE



SEE THE WORLD, DIFFERENTLY. 

877.937.1868  SUNSAIL.COM/SPF20-SW
Caribbean | Pacific Northwest | Mediterranean | Southeast Asia | Indian Ocean | South Pacific | United Kingdom

We have the perfect sailing escape for you. This summer, feel the wind in your sails as you cruise atop the water with tropical 

islands, refreshing cocktails, and the warmth of the Caribbean sunshine. After all, it’s those exhilarating moments we’re all on 

a journey to catch. What’s more, you can share this experience with up to 10 friends aboard our Sunsail 444 Catamaran. 

Set course towards a summer horizon that’s sun-kissed and sail-bliss. 

Speak with a Vacation Planner today and mention promo code SPF20, exclusive to Sailing World readers, and save 20% off* 

your Sunsail charter this summer. Available in all Caribbean destinations. 

*SPF20 special is non-combinable with any other offers and applies to departures from 6/1/2016 – 9/19/2016. Book by 9/17/2016. 

JOURNEY TOWARDS 
A SUN-KISSED, 
SAIL-BLISS HORIZON
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WORLD’S HIGHEST QUALITY YACHT HARDWARE

Offshore Knife
U  Lightweight

U  One Hand Opening

U  Straight or Serrated 
 Locking Blade 

U  Superior Blade 
 Sharpness And Durability

NEW

Cutting 
Edge

Defender ®

THE BRANDS YOU WANT AND TRUST 
IN STOCK FOR LESS!

Most Orders Placed by 4:30pm ET 
Ship the Same Day! 

defender.com
800-628-8225 CATALOG

We Are Not Required to Collect  Sales Tax 
on Orders Shipped Outside of CT!

Item Cover Description Vent Diameter Only
900446 Stainless Steel  3” $166.99
900447 White plastic 3” 156.99
900448 Stainless Steel  4” 166.99
900449 White plastic 4” 156.99

t� Moves up to 700 (3”) or 1000 (4”) cubic feet of air per hour
t� Whisper quiet fan operation and no wiring required
t� Interchangeable intake and exhaust fans
t� NiMh battery operates vent for up to 40 hours on full charge
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Nicro Day/Night 
Plus Solar Vent
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CF-500 for Boats 16’-24’
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*UFN�������� -JTU�$998.OO Only $69899

CF-700 for Boats 24’-28’
'JUT�8JSF������w�����w�t�&YUSVTJPO�-FOHUI�����

*UFN�������� -JTU�$1698.00  Only $114999
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C L A S S I F I E D S

CHICAGO, IL
June 17-19, 2016 • 

Chicago Yacht Club

MARBLEHEAD, MA
July 28 -31, 2016 • 
Boston Yacht Club

CARIBBEAN NOOD 
CHAMPIONSHIP                                                                                

Oct 23 - 28, 2016*
 British Virgin Islands

   POSITIONS AVAILABLE

BROTHER/SISTER CAMPS 

On mountain lake in western 

North Carolina seek instructors/

cabin counselors with at least 

one year of college. Non-compet-

itive, relaxed program with a fl eet 

that includes Scotts, Lightnings, 

Thistles, Snipes, Y-Flyers, others. 

Other needs include: paddling, 

climbing, backpacking, biking, 

riding, and swimming. MONDA-

MIN & GREEN COVE, PO Box 8, 

Tuxedo NC 28784; (800) 688-

5789; www.mondamin.com or 

www.greencove.com 

CHARTERS: EAST COAST

Newport, Rhode Island
Bareboat & Captain Charters

(4) Beneteau 42’s, (2) Jeanneau 439 (43),
(2) 4+ cabins Beneteau 45’s, Jeanneau 469 (46), 

Jeanneau 49’ D/S & 44’ catamaran 
Sail to Martha’s Vineyard, Nantucket,

Cape Cod, Block Is., Cuttyhunk Is, 
Mystic, NYC & Boston

May 1 - Nov 1
www.bareboatsailing.com

(800) 661-4013

RACE COMMITTEE GEAR

RACE MARKS, FLAGS &

RACE COMMITTEE SUPPLIES

Call, ETP, Engineered Textile 

Products, (800) 222-8277, or 

online at: etpinfo.com/sailing

REGATTA PRO-START

Fully automatic starting horn. 

RRS and ICYRA sequences 

for racing and coaching. 

www.phcsystems.com 

(631) 321-6997.

HOT SAILS

Donate Your Used Sails!

Developing Leaders, 

Producing Champions 

Tax deductible contribution. 

Supports collegiate, high 

school & community sailing 

at fi rst and foremost maritime 

college - New York Maritime. 

Contact: Rob at rcrafa@

sunymaritime.edu or Paul at 

Masthead (800) 783-6953.    

From an inland Lake to the Southern Ocean 
...Line Honors has the gear for you!

www.linehonors.com
262.248.8800  /  866.661.5454

WINNING GEAR

Premium Acrylic or Tough Polyester Army Duck
FREE Rot-Proof Teflon Thread LASTS Life of Cover. ($100 value)

Our covers last 7-10 years! (Industry norm = 5 yrs.)

 The Sailors’ Tailor, Inc.
Spring Valley, OH 45370
Order Online www.sailorstailor.com
Or call us 1-800-800-6050
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for each of these classes +80 more on website
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SAILINGWORLD.COM
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Lifeline, a pioneer in AGM technology, was developed in 1985 for military 
aircraft. Lifeline’s series of maintenance free deep cycle batteries has been 
the leading AGM battery in the Marine and Motor Coach industry for the 
past 15 years. To learn more about Lifeline Batteries contact us or visit 
LifelineBatteries.com
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The Original AGM manufacturers for the Marine and RV Industry

LIFELINE BATTERIES, INC.

292 E. Arrow Hwy 

San Dimas, CA 91773

800-527-3224

www.lifelinebatteries.com
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The Doctor always enjoys a bit of mayhem, and for that, there’s nothing like a scrum at a rounding mark in a competitive one-design fleet. What’s a 

bit of fiberglass work among friends? But I draw the line when bones start breaking. Take care of “number one,” and remember — one hand for yourself 

and one hand for the ship. — Dr. Crash
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Cover Photo: 
Nokomis, the sister 

ship to LUV N IT. 
Photo taken by 
Michel Berryer

By Bruce Niederer

In the previous issue of Epoxyworks, we looked at 
the start up process employed by the craftsmen 
at Van Dam Custom Boats as they built LUV 
N IT, affectionately referred to as the Limousine 
in Part One. We ended our “tour” of this build 
with the hull stained and pre-coated with WEST 

The Team at Van Dam often pre-stains and then 
coats components with WEST SYSTEM 105 Resin/207 
Special Clear Hardener before installation. Here the 

pre-coated and sanded cabin sides are being fit.

Seating and 
storage are 
built and 
finished before 
they’re installed 
in the boat.

SYSTEM® 105 Resin/207 Special Clear Hardener, 
and the custom-built stainless steel cutwater 
being fitted for installation.

Let’s pick up the build with the cabin top 
being installed…

The cockpit coamings in place. The multiple 
pre-laminated curved pieces that make up the aft 

corner of the cabin have been installed. 

The cabin trim, door jambs and window trim 
installed, and the cabin top primed.

The finished boat 
was delivered to 
its new owners the 
summer of 2015.  
Here are the proud 
new owners of a 
Van Dam Custom 
original, doing what 
it was meant to 
do-having fun and 
LUV N IT!

Part Two

LUV N IT Build
1

3

2

4
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Dave Snyder 
fitting the 
ceiling 
boards on 
the interior.

The engine room 
is wired before 
the engines 
are set. Van 
Dam does all 
wiring to ABYC 
standards with 
team members 
who are ABYC 
certified.

With the shaft 
logs installed and 
the bilge area 
painted white, 
the first engine 
is lowered into 
place and set on 
custom aluminum 
mounts.

The neat installation 
of the engines and 
the shop-made 
exhaust pipes. The 
area under the 
engines is isolated, 
covered with 6 oz. 
cloth and WEST 
SYSTEM Epoxy, then 
painted white.

Now the focus becomes hours and hours of finish work. On 
the left Trevor Brazell and Justin Halteman work on finishing 

the interior of the cabin. On the right, the dash, steering wheel 
seats and sliding windows are installed.

Van Dam is comfortable 
with multiple finish 
approaches and finish 
products. In this case, as 
on many of its new boats, 
Trevor Brazell sprays an 
automotive clear coat over 
the top of the WEST SYSTEM 
105/207 on the exterior.

Trevor Brazell pulls 
the tape on a freshly 
painted waterline. 
The boat’s name 
gleams under the 
new clear coat.

This piece of mahogany 
was carved to fit custom 
engraved crystal glasses 
and decanters—a 
good example of the 
level of detail Van Dam 
provides for their clients.

Van Dam does its first of multiple 
sea trials with engine hatches 

off and all mechanical and 
electrical systems accessible. This 
allows for ready monitoring of all 
components, assuring a trouble 
free experience for the customer.

LUV N IT is a great example of Van Dam Custom Boats' 
dedication to fine boatbuilding and complete customer 
satisfaction. Every Van Dam boat is a result of sound 
engineering, high-quality materials, excellent craftsmanship 
and long experience in boat building. To learn more, visit 
their website: vandamboats.com
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Below are two views of the model 
built to the plan dimensions.

The current boat I have is in good shape, sails 
well and has been a lot fun for 17 years. It had 
grown in the planning stage from 18 to 20, 22 
and finally to 36 feet long on deck. But, while 
it grew much longer and somewhat wider, it 
didn't gain much in headroom. The need for a 
bigger boat with more room, fused with a desire 
to sail a tall ship with passengers, resulted in 
a plan for a new boat. I have been captain of 
several big sailing vessels around the U.S. and 
the Bahamas, and have built several boats, so 
the idea of building one to sail close to home 
seemed natural.

Various limitations of water depth and haul out 
facilities produced a plan for a boat 60 feet on 
deck, 14 feet wide, schooner rigged with two 
masts, a centerboard and shallow draft. The 
inspiration for the design is an early 19th-century 
Baltimore Clipper-type Virginia pilot schooner 
whose measurements were taken by a French naval 
engineer in 1820. The lines were later re-published 
by Howard Chapelle, the American naval architect 
and historian. Reuel Parker, a leading light of 
the wooden boat fraternity, adapted the plans to 
modern building techniques and built a successful 
boat 20 years ago that cruises the East Coast and 
Bahamas, proving the validity of the concept. My 
boat will be named Huron Jewel and be licensed to 
carry six passengers on day sails in Potagannissing 
Bay and voyages to the North Channel.

In working out my ideas about a new boat, I 
drew heavily upon Mr. Parker’s experiences and 
developed a plan further adapted to current wood/
epoxy construction and U.S. Coast Guard rules.

We have built a 32' x 72' boat shop and are 
now lofting: drawing lines on the concrete floor 
based on a full-size model temporarily pinned 
together to get the dimensions just right. We’ve 
already acquired two Yanmar diesels for power 
and a tiny wood stove made in Benton Harbor, 
Michigan for heat and the proper aroma of 
wood smoke that belongs on a traditional 
schooner. We are sourcing as much material as 
possible through suppliers and manufacturers 
in Michigan, and have pledges of volunteer help 
from the local community.

A Tall Ship for  
   Drummond Island
By Captain Hugh Covert

The sail plan is that of a typical 19th-century 
schooner, gaff rig with four lower sails: jib, 
staysail, a boomed foresail and mainsail. A 
main topsail will be part of the working canvas, 
making for about 1,700 square feet, with an 
additional fisherman staysail for lighter winds.

The hull will be planked in Douglas fir 
(milled in Michigan) and sheathed in WEST 
SYSTEM Epoxy (made in Bay City, Michigan) 
and fiberglass cloth. The interior will have 
eastern white cedar, as well as birch and other 
hardwoods. The masts will be of wood as well. 
We’ll be carrying almost 14,000 pounds of 
ballast, mostly lead, but also counting the weight 
of engines and gear such as anchor chain.

We plan to launch in Big Shoal Bay in the summer 
of 2017, after building the hull and turning it over 
the summer of 2016 to finish the interior.

She will be a very fast and stable 
boat, suited to cruising around 
the rocky shores of Drummond 
Island, the Les Cheneaux Islands 
and the North Channel, and 
capable of extended voyages to 
the Caribbean.

Captain Hugh Covert owns and 
manages Shelter Island Transit 
Company on Michigan’s Drummond 
Island. We'll be keeping in touch with 
him as the project progresses, and 
hope to provide updates in future 
issues of Epoxyworks.
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I have always been fascinated with balanced objects. 
Buildings, stones, sculpture—the more impossible a balanced 
item looks, the more intriguing. I have been thinking for a 
long time about how to bring almost unbelievable centers of 
gravity into objects that are practical. 

A good floor lamp is hard to find, so after our children 
destroyed our paper-lantern shaded floor lamp while playing 
hide-n-seek, we went shopping and found nothing. I decided 
I wanted to build a balanced and beautiful floor lamp. 
Lamp construction is very approachable. Lamp-specific 
hardware elements are readily available for next-to-nothing 
on a few well run internet stores. Aside from these standard 
fittings and castings, any material can be incorporated and 
the design possibilities are endless.

Design
The inspiration for this lamp would be a Fiddlehead Fern. Aside 
from being a tasty forage food, they have a very interesting 

Balance
By Alan Gurski

balanced structure that I have always admired. The materials 
would be maple wood and aluminum as I like mixing 
organic and industrial materials in the mid-century tradition.

I sat down with my trusty ¼" grid graph paper over 
coarkboard and set a workable scale of ¼"=3". I determined 
the space available for the lamp would require it to fit into 
an imaginary rectangle 2' wide and 6' high. I knew the 
general shape of a Fiddlehead so I used a piece of plastic 
cut away from an egg carton lid as a fairing batten. As the 
shape I wanted began to form, I fixed the curves with push 
pins plunged into the underlying corkboard. I picked easily 
scalable points on the graph paper grid where I could. Once 
I got the shape refined and the pins in place, it was time to 
study the balance element.

Finding balance is a matter 
of placing material or mass at 
distances off a neutral axis or 
centerline so the forces cancel 
each other out (like a seesaw). 
I knew my centerline and then 
calculated the mass of my 
materials on each side of the 
centerline. As the wood structure 
element was a relatively fixed 
mass per foot, some simple math 
was all that was required. I set 
out to keep the top curve material 
about equal on each side of the Fiddlehead Fern

Graph paper sketch. Note 
centerline of balance and push-
pin holes for fairing the curve.

Finished 
floor lamp.



Number 42, Spring 2016 5

centerline. I used the glass lamp shade and bulb 
components on the right side to balance the more 
vertical material on the left side of the centerline.

Construction
I needed to get the very distinct recurve and spiral 
elements so I set out to steam bend the wooden 
element. To keep this brief, it was a terrible failure. 
First the maple snapped and then the substituted 
ash snapped. Suffice it to say steam bending is best 
accomplished with green/air dried very straight 
grained stock of a species with excellent cross-grain 
strength. At the 10' lengths required for this project 
there was no such stock to be found locally.

Laminating veneers was my fallback plan. I 
needed to get the lamp cord inside the 1 ½" x 1 ½" 
lamination so I decided on a three step process. I 
would laminate a 5/8" inside member, a ¼" center 
member with a hollow for the lamp cord and a 5/8" 
outside member (totaling 1 ½" thickness). Thus I 
could run the lamp cord inside the lamination and 
then bond the three members. I found some (+-) 
0.1" spruce veneer at the required 10' length in our 
Technical Center. I ripped these down to 1 ½" wide 
and determined that 7 veneers each would give me 
the roughly the 5/8" thickness I was looking for in the 
inside and outside members. I further determined 
the ¼" center member would be walnut as a dark 
contrast to the much lighter spruce.

With stock prepared I set out to build the bending 
jig. Two layers of ¾" MDF were laminated with 
WEST SYSTEM® G/5 Five-Minute epoxy and an 809 
Notched Spreader using the 1/8" tooth to keep the jig 
lamination thickness constant at just a little greater 
than 1 ½". I transferred the grid from my design 
sketch to this jig blank. From the grid I laid out 
the series of known points from the design sketch 
and lofted the curve with a stiff batten. I then cut 
carefully with a reciprocating saw and fine-tuned for 
fairness with a sanding block. I used a large hole saw 
in the drill press to make the clamping holes.

With the jig ready it was time for the inside 
member lamination. I mixed a small amount 
of 406 Colloidal Silica filler into WEST SYSTEM 
105 Epoxy Resin/207 Special Clear Hardener to 
maintain some glue joint thickness, and rolled 
it onto the veneers with an 800 Roller Cover. 
Once all the veneers were wet, I stacked them, 
wrapped them in polyethylene plastic sheeting and 
taped it snugly. The polyethylene wrap simplified 
transportation to the jig and protected the jig and 
clamps from epoxy squeeze-out. Starting at one 
end, bar clamps were applied at logical intervals 
and tightened sequentially until epoxy squeezed out 
from between the veneers. This inside member was 
left to cure in the plastic sheeting.

The next day I removed the sheeting and put the 
lamination back on the jig. The ¼" walnut accent 
strip was laminated to the inside member. The 
accent strip is comprised of two pieces of wood 
each ¼" thick but only ½" wide. When placed at 
the top and bottom of the lamination they would 
leave a ½" recess slot in the middle of the lamination 
for the future installation of the lamp cord. It is 
important to point out that each member or layer of 
the finished lamination has a different shape. The 
radius of the inside member is the smallest with the 
center member radius slightly larger and finally the 

The clamping 
jig made from 
laminated MDF. 
Note the subtle red 
grid lines scaled 
up from the design 
sketch.

Cut-offs of the 
laminations 
showing the inside 
and middle member 
lamination ready for 
lamp cord and then 
outside lamination.
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outside member is the largest radius. Each successive 
member was laminated on the former rather than 
the jig itself.

Next I prepared the outside member in the same 
fashion as the inside member including the 
polyethylene wrap. This was important because, in 
order to run the lamp cord, I needed to laminate 
against the now combined inner member and center 
member without actually gluing to it. Once this was 
cured I had two “halves” of my finished, laminated 1 
½" x 1 ½" blank.

I prepared the blank for lamp hardware by square 
cutting the two ends and installing the hollow 
threaded lamp nipples. I ran the cord along the slot 
in the walnut accent strip and then took the pieces 
back to the jig to glue the two halves together again 
with my 105/207/406 laminating mix.

Once the epoxy had cured I began sanding. I scribed 
some reference marks on the blank with a compass 
and began the process of turning a square blank into 
a round piece. I started with a course grit on a belt 
sander and changed to increasingly finer grits on 
an orbital sander. Finally I faired with a hand-held 
sanding block.

During the course of my sanding marathon I got 
just a bit overzealous and experienced some grain 
tear-out where the inner most veneer was getting 
thin from being worked down toward something 
round in shape. This has happened on other projects 
so I have learned to save the fine sanding dust from 
the orbital sander’s dust bag. With some G/5 Five 
Minute Epoxy and the sanding dust, I made my 

own custom filler putty. I knifed in this mix, let it 
cure, and continued sanding. When mixed very 
rich with sanding dust, and barely wet, a better filler 
putty cannot be found. I challenge you to find the 
grain tear.

After many sweaty hours of hand sanding and 
fairing I coated the nearly round piece in Sanding 
Sealer, let it dry and sanded down to 320 grit. Next 
I applied three coats of satin polyurethane and the 
woodwork was complete.

A Weighted Base
The lampshade holder and base were installed and 
fine fitted to the wood piece. I checked for balance 
and could not have been more pleased. The light 
gauge and hollow aluminum base, at only 11" at 
its widest, provided for a very stable floor lamp. 
That being said, the fact that this floor lamp was 
destined for a carpeted room with three young 
children inspired me to fill the aluminum base with 
a combination of 105 Epoxy Resin/209 Extra Slow 
hardener loaded with beach sand. The sand-filled 
base lowered the lamp’s center of gravity, ensuring 
it would not topple over if jarred during some 
intense game of hide-n-seek. I was able to cast such 
a large volume of epoxy without fear of excessive 
exotherm as the shop temperature was mild and 
the 209 Extra Slow Hardener produces very little 
heat as it cures. This allowed the thermal mass of 
the sand to absorb much of the heat generated by 
the slow curing mass of epoxy.

With the base filled, the lamp was wired and the 
bulb installed. I found the unique frosted flower 
bulb shaped glass shade at our local antique shop to 
complete the lamp.

The finished 
lamination

Glass lamp shade found at an antique store on stock 
lamp hardware
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During warm summer months, handling 
characteristics of WEST SYSTEM Epoxy will be 
different than at other times of the year. Our 
cure times are based on an ambient temperature 
of 72°F, but in warmer temperatures the epoxy 
will cure faster. There are some steps you can 
take to ensure good results when using WEST 
SYSTEM Epoxy in warm environments. 

Epoxy cures by a chemical reaction between 
the resin and hardener that releases heat, called 
an exothermic reaction. The larger the volume 
of epoxy the more heat that is generated. 
Many epoxy users have seen pots of epoxy 
uncontrollably exotherm. The good news is there 
are some things you can do to prevent this. A 
good rule of thumb for gauging cure speed is 
that for every 18°F increase above 72°F, the 
working time and pot life will be cut in half. 
To maximize the working time of the epoxy, 
consider how much time you need and what 
temperature you’ll be working at, then select the 
hardener accordingly.

The pot life on the WEST SYSTEM technical data 
sheets refers to a confined mass of 100 grams 
of epoxy at 72°F. Pot life is always shorter than 
working time because epoxy contained in a pot 
kicks off faster than epoxy spread into a roller 
pan (thin film). Spreading out the epoxy extends 
working time.

Select either the 206 Slow or 209 Extra Slow 
Hardener for best results in warm temperatures.

To maximize working time (and minimize waste), 
mix a batch size that you can use within half 
of the pot life. With 206 Slow Hardener that 
would be 10-12 minutes and for 209 Extra Slow 
Hardener it would be 20-30 minutes at 72°F. This 
approach lets you continue using the same mixing 
pot, mixing stick and roller cover or glue brush. 
The 300 Mini Pumps meter approximately 1 
fluid ounce per pump stroke so you can mix small 
batches quickly and accurately.

After thoroughly mixing resin and hardener, 
pour the epoxy into roller pans or onto the 

Warm Temperature Bonding
By Don Gutzmer

substrate. This increases surface area so heat 
buildup (exotherm) can dissipate, slowing the 
epoxy’s reaction.

To slow epoxy’s reaction in very warm 
temperatures, create a foam box that is glued 
together and sealed to hold your roller pan as 
shown in the picture. Fill the inside of the foam 
box with tap water that will act as a heat sink 
and increase epoxy’s working time. An ice cube 
or two can be added as long as you do not chill 
the epoxy too much. Chilling the epoxy too 
much can cause moisture in the air to condense 
on the epoxy. The moisture can cause the epoxy 
to cure at a faster rate, become cloudy and 
reduce its cured physical properties.

The thicker the mass of epoxy, 
the quicker it will cure. For 
large bonding applications we 
recommend using a two-step 
bonding technique: 

1. Wet out the surface with neat 
(unthickened) epoxy. 

2. Apply epoxy thickened 
with high-density filler 
like 403 Microfibers, 404 
High-Density, or 406 
Colloidal Silica. 

Wetting out the surface with a thin coat of neat 
epoxy will help ensure that it has contact with 
all the nooks and crannies before the epoxy 
starts to cure. The thin coat of epoxy will cure 
more slowly and have time to effectively wet 
out the surface. The thickened epoxy is applied 
to bridge gaps, and should be applied last to 
the places with the largest gaps (requiring more 
epoxy volume) to maximize assembly time.

To monitor the cure process from each batch, 
pour a small sample into a container to see how 
fast the system is curing in thin film. “Controlling 
Exotherm” by Mike Barnard in Epoxyworks 
39 covers managing exothermic reaction when 
working with large quantities of epoxy.

Foam box holding 
water and a roller 
pan to help cool 
epoxy and increase 
working time.
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As a technical advisor, part of my job is to guide 
our customers to the correct product selection 
and discuss proper repair procedures. Sometimes 
it’s a fun challenge to take on my own projects 
to stay busy, and it helps me learn what my 
customers are up against when they do similar 
projects. This project was repairing the cockpit 
sole (floor) of a 1994 Four Winns 190 Horizon. 
The pictures will help tell the story. 

The fasteners that held the seats in place likely 
provided the main entry point for the water which 
eventually rotted the plywood in many different 
areas. Removing the rotted wood was a dirty, time 
consuming task and the hardest part of the repair. 
To remove the damaged wood I used a powered 
multi-tool, circular saw, pry bar, and hammer. 

Cockpit Sole 
Repair
By Don Gutzmer

I could see that the remaining flotation foam was 
dry and in good condition. 

The boat was built with 4 longitudinal stringers. 
The two inboard stringers next to the fuel tank and 
the bulkhead between them had mostly rotted away 
and needed to be removed. The outboard stringers 
were surrounded by flotation foam and in good 
shape, so there was no reason to remove them.

Using pieces of cardboard, I created templates 
for the two stringers I had to replace, and the 
bulkhead. The templates were my guide as I 
cut the replacement stringers and bulkhead out 
of ½" marine-grade plywood. I paid special 
attention to ensure the end grain of the plywood 
was well sealed with WEST SYSTEM 105 Resin 
and 205 Fast Hardener. Using an angle grinder 
with a carbide wheel, I prepared the fiberglass 
hull for good adhesion.

I mixed 105/205, then thickened it with 403 
Microfibers to a mayonnaise-like consistency 
and used this to glue the stringers to the hull. 
Thickening the epoxy ensured there would be 
enough material to prevent a glue-starved joint. 

With the replacement stringers in place, I then 
installed the bulkhead. I applied a layer of WEST 
SYSTEM 727 (17 oz.) biaxial fiberglass tape to the 
stringer/bulkhead hull joint, like the existing 
tabbing, for added reinforcement.

After the bulkhead was installed, I placed pieces 
of cardboard over the exposed flotation foam 
to create the template for cutting out the new 
plywood sole. I pieced the plywood in three 

1994 Four Winns 190 Horizon

Rotted and damaged 
wooden cockpit sole

Rotted stringer 
and damage 
done to the 
flotation during 
wood removal

Cardboard 
templates made for 

the new plywood 
sole and stringers

The pry bar and hammer 
were what worked best 
for me. 

Because a majority of the 
wood had not fully rotted 
away, a lot of plywood 
came off the flotation 
foam in small sections, 
taking pieces of foam 
with it. When I had all 
the rotted wood removed, 



sections with the same veneer orientation. To 
create a backer panel for the butted plywood 
seam, I set a small section of plywood into the 
foam. I then used a little two-part, pourable 
flotation foam to level the surface of the original 
flotation foam (which I’d inadvertently removed 
with the rotted plywood). I mixed 105/205/403 
to a mayonnaise consistency again and applied it 
to the bottom side of the plywood sole and the 
surface of the flotation foam to ensure a good 
bond when installing the sole.

Once the epoxy had cured, I applied a layer of 
WEST SYSTEM 742 (6 oz.) fiberglass cloth to the 
bare wood to provide additional wear resistance 
and prevent the wood from checking or splitting 
over time. I tabbed all of the edges that met the hull 
by applying a layer of 727 (17 oz.) biaxial fiberglass 
tape for added reinforcement. 

I coated the plywood sole with 105/205 tinted with 
503 Gray Pigment and sprinkled it with paint color 
flakes for a nice cosmetic finish. UV degradation 
doesn’t concern me because I’ll only be using this 
boat a handful of times throughout the year.

To replace the old wooden center sole panel, 
which provides access to the fuel tank, I 
repurposed a composite panel made from 1"-thick 
high-density foam and thin fiberglass skins. This 
was a leftover test panel from Gougeon Brothers. 

If that hadn’t been available, I would have made 
the replacement panel from wood like the original 
sole panel. The composite panel is very strong 
and stiff and does not deflect when walked on. 
Recycling it this way was actually an upgrade to 
the original construction. After reinstalling the 
fuel tank, I finished this panel to match the rest of 
the cockpit sole, then fastened it in place. 

I coated the original removable wood hatch for 
the storage compartment with 105 Resin/207 
Special Clear Hardener to prevent water damage. 
I installed this hatch into the composite panel 
to provide additional access to the storage just 
forward of the bulkhead and fuel tank.

The project overall was a fun challenge and 
turned out well. 

For detailed information on how to repair a cockpit 
sole, see our Fiberglass Boat Repair & Maintenance 
manual, pages 40–42. To download a free PDF 
of this manual, go to westsystem.com/ss/assets/
HowTo-Publications, and click on Download 
Fiberglass Boat Repair & Maintenance.

The plywood stingers and bulkhead have been dry fit. The backer 
panels for the butted plywood seams are set into the foam.

Completed cockpit 
sole ready for use

The plywood sole 
was covered with 
one layer of 6 oz. 
fiberglass and a coat 
of epoxy tinted with 
503 Gray pigment. The 
composite panel is 
being dry fit in place.

Checking the placement of the access hole to the 
storage compartment, using the wood hatch, before 
cutting the opening.
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I have a 1996 Sea Ray 400 Express Cruiser that I 
purchased in April 2014. The vinyl is in excellent 
condition in the cockpit. However, when someone 
sat in the front passenger seat (45" wide) the back 
looked like it wasn’t attached. I went to the Sea 
Ray Owners Club website to explore the repairs 
and a fix for the seat. I learned that if I waited 
until the seat back broke, the vinyl would be 
damaged, and it would be costly to replace. 

It took me several hours to remove the seat, the 
vinyl seat cover and the foam. The roto-molded 
seat shell was severely cracked on each edge. I 
contacted the manufacturer and learned that a 
new one could be purchased from Sea Ray for 
$523 delivered to Atlanta, Georgia. Ultimately I 
decided to repair the old seat instead and reuse 
the original vinyl.

On Ship Shape TV I saw an ad about using  
G/flex Epoxy to glue together a kayak that was 
cut in half. I thought, maybe they could tell me 
how to repair my old seat shell! I downloaded 
the WEST SYSTEM manuals and read as much as 
I could before calling Gougeon Brothers, Inc., 
Technical Support office. Gougeon Technical 
Advisor Don Gutzmer said my seats could be 
repaired if I followed all the steps and used the G/
flex Thickened Epoxy Adhesive (G/flex 655) and 
some fiberglass tape. I beefed up a few of those 
steps to make sure my project would be a success.

Sea Ray 400 Seat Repairs
By Sam Magruder

The seat shell was dirty from 18 years of use, and 
was also covered in foam glue. I used a flat razor 
blade scraper to remove the bulk of the foam 
glue where the repairs were to be done. I wanted 
the shell to appear like new where I would be 
doing the repairs. After cleaning the repair 
areas, I noticed the bottom of the seat had five 
additional cracks that needed repairing.

Alcohol would not remove the stubborn glue 
residue, so I cleaned the seat shell with MEKP 
(methyl ethyl keytone peroxide). This is a highly 
flammable solvent which I had to use outdoors, 
but it cleaned all of the old foam glue off the seat. 
I poured some on a white towel and rubbed it on 
the shell until the shell was spotless. In some cases 
I repeated the application multiple times. I used a 
white towel because MEKP can make the dye in a 
colored towel bleed onto the seat shell.

Don Gutzmer advised that I should feather back 
1" from the cracks for the 655 G/flex Thickened 
Epoxy Adhesive to adhere correctly. Some 
of these cracks were 12" long. Because I was 
prepping a large area, I used a rotary tool (rather 
than a scraper) to feather the cracks. A faster, 
rougher tool resulted in the correct shape, and 
then a finer tool made the shape smooth. I did 
this for every crack I was repairing. I then drilled 
a ⅛" hole at the end of each crack to prevent 
further cracking.

The seat has 18 years of 
accumulated dirt and 

residual foam and glue that 
needed to be removed.

Severe cracking had 
compromised the 

structural integrity 
of the seat. 
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I ordered the quart size (655-2QT) of the 
thickened G/flex along with WEST SYSTEM  
732-10 fiberglass tape (4" x 10').

I sanded each joint with 80-grit sandpaper and 
wiped the entire area surrounding the repair 
with alcohol to remove dust from sanding.

To flex the seat back into shape I used two 
ratchet straps. These worked perfectly to get the 
shell back to the correct angle. After getting the 
seat to the correct angle, I used the rotary tool to 
prepare the cracks.

Don had advised that in addition to the epoxy I 
should use the fiberglass tape to strengthen the 
repair. On each crack on the bottom of the seat, 
I used a 1", 3", and 4" wide strips all with the G/
flex 655 Thickened Epoxy Adhesive. I used the 
4" wide tape and cut 1" off the edge to produce 
a 1" wide and a 3" wide piece. This raised the 
thickness of the repairs to about ⅛"-3/16". For 
the side repairs (heavy stress areas) I used strips 
of 2" wide tape, staggered 2", and two each of 
staggered 4" wide pieces.

Once the Epoxy arrived I prepped my work 
area with:

• G/flex 655 Epoxy (1 quart cans of Part A and 
Part B)

• 3 paint stir sticks about 1" wide (one for 
getting part A out of the can, one for Part B, 
and one for mixing)

• Newspaper spread across a large area of floor 
to protect it from epoxy

• Cut up cardboard (about 12" x 12") to use as 
pallets for mixing each batch of epoxy

• Disposable latex gloves

• A flat-bladed screwdriver for opening the cans

• Pre-cut fiberglass tape for each repair area

• Propane torch

• Alcohol for the final wiping

• 2 ratchet straps for keeping the seat in shape 
while it was being epoxied

• An old box to hold the seat bottom in the up 
position

• Disposable 1" paint brushes for brushing the 
epoxy

• 10 large rags for cleanup

Now I was ready to get started. I wiped the seat 
repair areas, plus an extra 4" all around with 
isopropyl alcohol and let that dry for 10 minutes. 
I then used the blue flame of the propane torch 
moving at 12" a second over all the areas that 
were to be repaired, plus 4" wider than each side 
of the crack. The flame treating helps to oxidize 
the surface to improve adhesion.

I used separate paint stirrers to glop equal 
amounts of 655 G/flex Epoxy Resin and Hardener 
onto a cardboard pallet and worked these together 
for 3-4 minutes to make sure it was thoroughly 
mixed and uniform in color. I scraped the separate 
resin and hardener stirrers with a third stirrer and 
wiped them clean for reuse.

I applied the mixed G/flex to each repair area way 
too thick over a 4"-5" wide area. I then applied 
the fiberglass tape going from smallest to largest, 
applying the mixed epoxy between each layer. I 
used the stirrer to smooth out the epoxy and to 
apply more to the top of the tape. 
When I needed more epoxy I 
added it from the mixed batch 
on the cardboard pallet. I did 
this until all 3 or 4 layers were 
covered with epoxy. I used the 
paintbrush to smooth any lumps. 
Once I was done I scraped the 

The cleaned 
bottom of the 
seat shell. The 
circles highlight 
the areas where 
cracks need to be 
repaired.

All the cracks were beveled with 
the use of a rotary tool with a 
tapered bit.
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repaired area with the paint stirrer until all the 
tape was covered and fairly smooth.

I made the repairs in two sessions: the bottom 
and the sides. To the side I applied only the G/
flex, not the fiberglass tape. The bottom was 
flat and easy, but the side stress areas required 
moving the shell around.

To prepare for the second repair session, I 
smoothed the cured epoxy using a palm sander 
with 80-grit sandpaper, alcohol wipe, and blue 
flame on the raw roto-molded parts.

For the sides of the seat, high stress areas, I 
spread epoxy away from the crack 12" on each 
side. I also used 4 layers of fiberglass tape. When 
completed these repair areas had a 3/16" buildup. 
I let the epoxy fully cure for 48 hours. With the 
palm sander I feathered each edge and the top of 
the repairs to smooth out any rough spots.

When it was done it felt sturdy and solid. My 
cost to repair this was about $170 including the 
epoxy, tape, propane torch, and supplies.

I have done some other fiberglass repairs so I 
thought this would be similar. However, there are 
a few things I wished I had known beforehand:

• G/flex 655 Thickened Epoxy Adhesive is 
thick—almost like sheetrock mud.

• G/flex 655 Epoxy is messy, so change your 
disposable gloves often.

• G/flex 655 Epoxy could be worked easily 
for about 30 minutes. Multiple batches may 
be needed.

• I ordered the quart sized containers of the  
G/flex 655 Epoxy and I only have about ⅓ of 
each can left.

• G/flex 655 Epoxy takes several hours to cure 
and 24 hours to fully cure.

The 655 Epoxy fixed the cracked seat and it is 
very sturdy. If you follow the directions, the 
repair is simple.

I want to thank Don Gutzmer of Gougeon 
Technical Support for all of his help with the 
repairs. He made it simple and easy.

The bottom of the 
seat shell with cracks 

filled and reinforced 
with fiberglass.

The completed seat 
installed and ready 

for use.

The corners of the seat shell were reinforced with 
fiberglass tape. 
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Applying Polyester 
Gelcoat Over Epoxy
By Mike Barnard

Andy Miller has a great understanding of WEST 
SYSTEM Epoxy, having used it for years as 
owner and chief repairman of Miller Boatworks 
in Herbster, Wisconsin. Andy also maintains 
BoatworksToday.com, a website featuring 
instructional boat repair videos. Having 
watched, verified and referred people to the 
videos on Andy’s website over the last few years, 
I know that Andy knows his stuff. What’s even 
better is that, when he’s unsure about a detail, he 
contacts us for the right answers. This gives me a 
lot of confidence in the methods featured in the 
videos at the Boatworks Today website.

Andy wanted to conduct some experiments to 
either validate or debunk what most people in the 
marine industry are taught; that gelcoat cannot 
be used over epoxy. I relayed the information that 
we’ve gathered over 30 years of in-house testing. 
While he found that interesting, he didn’t want 
to mimic our experiments. He chose to take a 
different approach, replicating the variables the 
average service technician faces while doing a 
repair in the real world.

We know polyester gelcoat can be used over 
WEST SYSTEM Epoxy. As Jeff Wright wrote in 
“Polyester Over Epoxy” in Epoxyworks 22:

“As with many products, the surface must 
be prepared properly: if it is not, then poor 
curing and adhesion may result. Polyester 

materials can be affected by amines in the 
epoxy hardener. If the hardener has not 
fully reacted with the epoxy resin or the 
amine blush is not removed from the cured 
surface, problems can occur. Proper surface 
preparation will prevent these problems. (See 
our Fiberglass Boat Repair & Maintenance 
manual, Section 16.4.1 for details.)”

To ensure the amines won’t compromise the cure of 
the polyester gelcoat, standard mixing and curing 
instructions apply. Before coating a fully cured 
layer of epoxy with polyester gelcoat, prepare the 
surface properly to remove any amine blush.

Surface Preparation Steps
1. Allow the epoxy to cure to the point where 

sanding produces a fine powder.

2. Wash away amine blush with water and an 
abrasive pad such as a 3M #7447 Hand Pad.

3. Dry the surface with paper towels, or rinse 
well and allow it to air dry.

4. Sand the epoxy with the sandpaper grit level 
recommended by the gelcoat manufacturer. 

I asked Andy to follow these steps and do some 
testing to prove to himself that it is possible to 
gelcoat over epoxy. He videotaped the steps as 
well as the testing he did.

A screen capture of 
the accompanying 
video to this article 
explaining the tests. 
boatworkstoday.com/
archives/1668
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To ensure thorough mixing and that the epoxy 
would completely cure, he took the additional 
steps of pouring the mixed epoxy into a new 
container and stirring it again before applying 
it. He then allowed the application to cure for 
3-4 days. This wasn’t required but would help 
ensure consistent results, especially if there 
are multiple people doing this in a repair or 
manufacturing environment.

Real World Testing
Andy focused on three common factors in repair 
work: fine edge bonding, flexing stress, and 
cleavage strength. All of these tests were done 
comparing the three WEST SYSTEM hardeners 
he commonly uses with 105 Resin: 205 Fast 
Hardener, 206 Slow Hardener and 207 Special 
Clear Hardener. The fiberglass used for all the 
tests was 738 Biaxial Fiberglass Fabric with Mat.

Fine Edge Bonding
Fine edge bonding is important when finishing off 
a gelcoat repair. As the gelcoat is sanded down and 
feathered into the surrounding area, the perimeter 
of the patch becomes very thin, almost translucent 
depending on the color you’re working with. 
What Andy is looking for here is to see how well 
this fine edge stays intact. When gelcoat gets this 
thin it tends to lift or chip if not bonded solidly to 
the substrate.

All three epoxy samples performed as well as the 
polyester sample. When sanded to a fine edge 
and picked at with a razor blade, no lifting or 
separation of the gelcoat was noticed.

Flexing Stress
Boats flex while in use. In order to prevent stress 
cracks in the gelcoat, this material needs to be able 
to move with the boat without delaminating or 
peeling apart from the substrate. Andy made three 
samples of single layer 738 Biaxial Fabric wet out 

with 105 Epoxy Resin and either 205, 206 or 207 
hardener. He finished each with a polyester gelcoat 
to test how well it would bond. The gelcoat was 
sealed with PVA and allowed to fully cure.

Here again, all of the epoxy samples performed 
as well as the polyester sample. Each of the 
samples were bent and twisted to varying degrees 
far beyond what would normally happen on a 
boat underway. Stress cracks were noticed as he 
intentionally broke the fiberglass sample in half 
looking for bonding failure along the fracture 
point, but there was no lifting or separation of 
the gelcoat from the cured epoxy.

Cleavage Strengths
While it’s good to have cleavage strength 
data, it can be helpful to simplify that into 
something more concrete and easily understood. 
Andy made sample pieces with each of the 
three hardeners, then made identical polyester 
samples. When the epoxy samples were cured, 
water washed and sanded, he bonded the epoxy 
and polyester samples together with polyester 
gelcoat. When the samples were fully cured, he 
ripped them apart to determine a clear pass/fail 
on the bonding strength. Whichever side broke 
free from the gelcoat, comparatively, did not 
have as strong of a bond.

The results surprised Andy. The samples showed 
that the polyester gelcoat bonded to the epoxy 
laminate but the amount of force to break the 
samples and failure mode varied between the 
different systems. Our experience from many 
years of testing has taught us that WEST SYSTEM 
hardeners all achieve similar cured properties so 
there should not be a difference. Andy’s work 
illustrates the strength and weakness of shop 
floor testing. He was able quickly determine if 
the adhesion of polyester gelcoat to an epoxy 
laminate was acceptable, but he was unable to Fine edge bonding test. Scraping the edge of the gelcoat with a razor tests how 

well the fine edge of the gelcoat stays attached to the epoxy layer below.

Flex stress test. The panel was intentionally broken in 
half looking for bond failure along the fracture point.
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measure it quantitatively. Experienced epoxy 
users like Andy also know that they have to 
evaluate the results achievable in their shop but 
may need testing results from a lab to reach 
a final conclusion. We always encourage our 
customers to test materials in their shop to gain 
confidence, and we remind them we are willing 
to support them with additional testing in our 
Technical Center. 

Tensile Adhesion Strengths
While this wasn’t “shop floor testing” like Andy 
did, a couple of us analytical types at WEST 
SYSTEM wanted to put some hard numbers to 
this data. When Andy made up the cleavage 
strength samples, he made several more for us so 
we could do some of this testing ourselves.

Using an ASTM standard that is typically used for 
cored composites, and our MTS load frame, a force 
was exerted perpendicular to the bond line in order 
to cause failure. To determine the strength of the 
various bonds, we compared the amount of force 
required to cause each sample to fail. 

Because we expected the plywood glue to fail before 
the polyester and epoxy, I reinforced the plywood 
edges without reinforcing the polyester or epoxy 

Sample Area (sq. in.) Max. Load (lbs) Peak Stress (psi)

Polyester / Polyester 4.03 1382 343

Polyester / 105/205 3.78 1572 416

Polyester / 105/206 3.58 1309 366

Polyester / 105/207 3.85 1586 412

glue joint. I prepared the pieces for testing by 
applying fiberglass and epoxy on each of the four 
sides that had exposed end grain. When they cured, 
I cut this laminate with a razor blade directly on the 
gelcoat line. This fiberglass and epoxy reinforced 
the plywood, and cutting through the fabric on the 
gelcoat line forced the failure to occur in the bond 
line between the pieces of plywood. The results 
are recorded on the Tensile Strength table, and as 
you can see the strength is nearly identical for all 
four samples. Each of these samples (including the 
polyester-to-polyester sample) failed in the polyester/
glass laminate. This more quantitative tensile 
adhesion testing confirms that polyester gelcoat will 
properly cure and adhere to epoxy.

Andy Miller’s Conclusion
Based on Andy’s and our own testing and 
experience, I am confident saying WEST SYSTEM 
Epoxy is a suitable substrate for polyester-based 
material such as gelcoat. Gelcoat-to-epoxy adhesion 
will be as reliable, if not better than, a polyester-
to-polyester adhesion, providing proper steps are 
followed throughout the repair process.

For further details of Andy’s tests, see the 
video documentation of his testing process at 
boatworkstoday.com/archives/1668.

The MTS machine pulled apart samples to determine 
the amount of force needed to cause failure. 

The samples after failure. The results of the maximum 
loads are listed in the table below.

Tensile Strength
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Last summer we partnered with Sail Magazine 
to produce a series of short videos showing 
how to repair an older J22 I had arranged to be 
brought into the Tech shop. The boat, named 
Hog Tide, needed the types of repairs we wanted 
to cover. The videos can be found at both 
westsystem.com and sailmagazine.com.

If you’re wondering about the name, all the J22s that 
race in East Tawas, Michigan out of the Tawas Bay 
Yacht Club have ‘pig’ names—Pork Bellies, Pigs in 
Space, Pygmalion, Evil Dr. Porkchop, The Other White 
Meat, and my favorite, Notorious P.I.G, are notables.

This article features still pictures taken while the 
videos were being shot. I’ll comment as we walk 
through the process.

The bulkhead we were replacing had a lot of 
checked and rotten areas around each chain 
plate. There was rot just about everywhere except 
for the trim piece, which we removed and saved 
to re-install on the new bulkhead. 

To remove the bulkhead intact, I used a 
vibrating side cutter with a diamond grit blade. 
This allowed the bulkhead to be removed 
full size so we could trace the shape for the 
new bulkhead.

The back side tabbing was left in place to make 
the alignment process a no-brainer when we 
installed the new bulkhead.

Had the bulkhead not come out so cleanly, we 
would have needed to make a template from 
scratch for the bulkhead. Tom demonstrates how 
to make an accurate template by fitting some 
cardboard loosely then stapling small wooden 
strips extending to meet the hull of the boat 
to define the exact shape needed. Tom laid out 

The bulkhead we 
were replacing, 
looking from the 
companionway 
towards the bow.

J22 Hog Tide at the 
Gougeon Brothers 
shop, getting a new 
bulkhead.

Tom double checking the fit of his template. The inset 
shows the wooden strips measuring the hull. 

The bulkhead has been removed and the tabbing that 
was on the back side was left in place. Inset, the intact 
bulkhead that was removed.

Hog 
Tide 
Project
By Bruce Neiderer
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the template and made tick marks at the end of 
the wooden sticks on the sheet of marine grade 
plywood. Then, using a flexible batten, it was 
simply a game of connect the dots to define the 
shape of the bulkhead.

Once our new bulkhead was cut out, it was ready 
for 6 oz. fiberglass to be laminated to both sides. 
After curing overnight, all surfaces that would 
receive epoxy were prepped using an abrasive pad 
so as to not damage the fibers of the fiberglass, but 
still scuff up between the weave of the fabric. 

To install the new bulkhead, I precut enough 
727-4 Biaxial 4" Tape for the tabbing then 
shanghaied Tom to be my “ground crew” while I 
worked inside the boat. 

Tom supplied me with 105 Resin/206 Slow 
Hardener filled to a non-sag consistency with 
403 Microfiber filler. We chose to use the 403 
because it thickens fast without much airborne 
dust while mixing. The resulting graininess 
of the fillet would be glassed over anyway, so 
cosmetics were not an issue.

We applied thickened epoxy to the flange 
(original tabbing) we’d left intact, then 
clamped the bulkhead to the flange drawing 
it into perfect position. This allowed me to 
apply a fillet to the perimeter of the part—with 
the exception of the limber hole along the 
centerline—water still needs to flow into the 
bilge from the bow area.

Once the fillets got a bit tacky, the 727 glass tape 
tabbing was installed—again using 105/206. Note 
that we used several shorter lengths of glass tape 
to make the curve and overlapped them a bit. This 
kept the glass from buckling around the curve and 
eliminated the need to cut pleats in the glass.

New bulkhead with a layer of 6 oz. fiberglass cut to size

The new bulkhead clamped to the tabbing from the old bulkhead to hold it in 
place, and the new fillet applied.

The new fiberglass 
tabbing applied.

The cabin of the J22 fully reassembled.

Shortly after we’d completed 
the transom replacement 
(along with some other repairs) 
Hog Tide was returned to her 
owner and took first place out 
of eight J/22s racing on Lake 
Huron’s Tawas Bay just a few 
weeks later.

To watch the complete series 
of videos covering all the 
repairs we accomplished, visit 
westsystem.com/ss/how-to-
use-demos or sailmagazine.
com/videos.

Tom transfers the template points to the plywood.
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When Jan Gougeon built Strings in 2010 one 
of the most interesting features he included, at 
least from my point of view, was the float that 
goes on top of the mast. Due to its zeppelin-like 
shape, this is also called a blimp or a dirigible. 
The purpose of the float is to make the boat 
self-rescuing: if the boat tips, the float prevents 
it from going any farther than lying on its side. 
The mast and float are then used to right the 
boat. Jan developed this system when designing 
the Gougeon-32 back in the late ’80s, so he 
thought it would work for Strings.

Jan built the float by making a half mold to build 
the two halves from, then gluing the sections 
together. He simply used pink insulating foam 
board (Owens-Corning Foamular® InsulPink®) 

Strings' Float
By Greg Bull

2" thick that he picked up at our local home 
improvement store. To create the desired thickness 
he glued the pieces of foam together with WEST 
SYSTEM 105 Resin/206 Slow Hardener with 410 
Microlight filler mixed to a catsup consistency.

He roughed out the shape with a rasp followed 
by a coarse file and 36-grit sandpaper on a 
wooden sanding block. When it reached the 
shape Jan was looking for, he added a thin coat 
of thickened epoxy over the entire surface and 
let it cure. He smoothed this down first with 
36-grit sandpaper on a sanding block, then 
moved up to 80-grit and finally 220-grit. This 
completed the mold.

He waxed the mold surface then laid a layer of 
carbon fiber fabric over the mold with 105/205 
and allowed it to cure until tacky. Next the 
surface was coated with epoxy filled with 410 
Microlight. The next day the sanding started 
again—this time to smooth the outside of the 
dirigible. It was easier to sand the outside with 
the part still stuck to the male mold surface and 
get it really close to the final smoothness. 

When the fairing was done, Jan made a stuffing 
jig. The stuffing jig served a couple of purposes: 
1. To hold the half-round part so work could be 
done on the inside and 2. to create a flat plane 
to trim the half dirigible to. The stuffing jig 
would also help in the final assembly. 

When the jig was completed, the first half of 
the dirigible was pulled from the mold and 
put into the stuffing jig. It had been left on 
the mold during the jig building process to 
maintain the correct shape. Jan laid up the 
second half the same as the first, again fairing 
the outside.

The completed dirigible 
atop Strings’ mast as 
it's being stepped for 
the season.
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With the first half of the dirigible held in place 
in the jig, the structure could be installed on 
the inside. This is where Jan came up with the 
great idea of using just tows of carbon to create a 
grid work on the inside of the dirigible half, like 
small frames or ribs on 2" centers. The tows were 
laid length wise first (the long way) then across 
(the short way). This added a lot of structural 
reinforcement with minimal weight.

Where the pivot tube goes through to attach 
the dirigible to the mast, more reinforcement 
was added. Strips of 1/8" x 1/2" thick clear spruce 
function as stringers positioned on or next to the 
carbon tows bracing the area around the tube to 
help carry the load. 

Putting an internal flange on the inside 
perimeter of the dirigible halves allowed the 
assembled dirigible to be smooth on the outside. 
The temporary backer for the flange was made 
of plywood covered with plastic, then screwed 
down to the jig with the plywood protruding 
into the inside of the dirigible half by about 
1". Jan applied 105/205 mixed with 407 Low-
Density filler to a peanut butter consistency. 
He used the rounded end of mixing stick to 
fillet the corner formed by the plywood and the 
edge of the dirigible. After the fillet cured, the 
temporary plywood backer was removed. This 

made a smooth bonding area on both halves 
and provided a larger surface area for joining 
the two halves. Having more bonding surface 
area allowed him to apply a thinner coat of 
thickened epoxy to create minimal squeeze-out 
when he joined the two halves. The squeezed out 
thickened epoxy was smoothed over the surface 
of the seam. Carbon fiber tape, 2" wide, was 
then applied along the seam, adding strength. 

For fairing, 105/205 thickened with 410 
Microlight was again spread across all surfaces. 
Most of this fairing compound was sanded off 
so that you could see black carbon through the 
fairing, but he didn’t sand into the carbon. This 
took a couple of applications to reach the desired 
smoothness. Once this was achieved, paint was 
applied to match the rest of Strings.

Installing carbon fiber tows inside the dirigible

Wooden sticks serve 
as stringers inside 
the dirigible.

The dirigible 
surface during the 
fairing process

Left, the temporary 
plywood backer for the 
flange screwed onto 
the jig. 

Far left, thickened epoxy 
was applied to the 
underside of the wooden 
backer to create the 
flange. 



20

I didn’t know what I was getting myself into 
when I decided to build my own boat. While not 
exactly a novice—I have owned a 21' sailboat 
and am a tall-ship model builder—I'm not 
experienced in building sailing vessels.

I looked through various plans and decided on 
the Argie 15 from Dix Designs. This is a stitch 
and glue boat which looked easy to build, but also 
gave me a variety of options. I ordered the plans 
and started to acquire the materials needed to 
construct and assemble this boat.

The Argie 15 is designed to be rowed, sailed, or 
used with a small outboard motor. I lofted the 
lines from the plans and cut out the panels from 
marine grade plywood. The Dix Design plans 
called for the joints to be butt fitted and covered 
with 2"-wide fiberglass tape and epoxy. I opted 
to scarf the joints to provide better strength in 
the panels (two side panels per side and one for 
the floor).

The first step was to align the floor panel and 
the two lower side panels, and to drill the holes 
for the wire ties, or stitches, that would hold the 
panels in place. The next step was to do the same 
with the upper panels on each side. At this point, 
it actually looked like a boat.

Now the fun really started. The tasks turned 
to tightening all the stitches to close any gaps 
between the panels, and to check for proper 
alignment and symmetry. As a novice in 
fiberglass techniques I knew I was in for an 
experience, and boy was that correct. I began 
by laying the dry fiberglass on the inside seams 

Shiloh, an Argie 15
By Craig Bousquet

using WEST SYSTEM 105 Resin and 205 Fast 
Hardener. The first batch worked correctly. But 
when I did the same seam on the opposite side I 
must have taken just a tad too long as the epoxy 
uncontrollably exothermed in the mixing cup. In 
both cases it was about 70°F in my workspace. 
I’d used pumps to correctly meter the resin and 
hardener and it had cured within the time frame 
listed in the WEST SYSTEM User Manual & 
Product Guide.

I realized I needed to use the 206 Slow Hardener 
instead to give myself more working time. This 
required me to make another trip to my local 
West Marine, where they now greet me by 
name—shades of Norm in Cheers.

The most important lesson learned on the 
first go around: Don’t think you have more 
working time than what the WEST SYSTEM User 
Manual & Product Guide states; you really don’t. 
Now that I woke up and smelled the epoxy 
uncontrollably exotherming in the mixing cup, 
I knew that I had to move quicker and have the 
strips of glass laid out and taped into position.

I finished epoxying the seams on the inside, then 
turned the hull over and removed the stitches so 
they wouldn’t interfere with glassing the outside 
seams. I had great luck pulling the stitches all 
the way out from the outside without having to 
cut the fiberglass tape on the inside.

I mixed more 105/206 and blended in 403 
Microfiber filler to fill in gaps between the 
seams, and to flair off the edges of the side 
panels and floorboard. I epoxied a narrow layer 

I was eager to get 
out on the water 

and start enjoying 
my work. The barrier 

coat is holding up 
very well.
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of fiberglass on each outside seam and allowed 
it to fully cure. I then sanded the fiberglass and 
epoxied a second, wider fiberglass strip to each 
outside seam. The increased bonding area of the 
wider fiberglass improved the strength of the 
seam reinforcement. I turned the boat over and 
repeated this process on the inside.

The Dix Designs plan required me to stitch and 
glue the seat supports to the hull side panels. 
I didn’t agree with this and decided to fasten 
stiffeners to the seat supports, and then screw 
them into place. After all interior panels were 
in place and attached to the hull, I mixed a 
batch of epoxy with 405 Filleting Blend and 
used that to seal any small gaps and fillet the 
corners. I applied several coats of epoxy to all of 
the enclosed interior seat areas to seal the wood 
against moisture.

At this point the chill of winter had set in, and my 
garage is not heated so I stopped working on the 
project from November until the following April.

Upon the return of warmer temperatures, I 
sanded my previous epoxy coats to make them 
fair. I applied two layers of epoxy over the 
outside and inside of the hull to seal the wood. 
The epoxy was rolled on with a foam roller. The 
hull will be painted in the near future, but I was 
eager to get it into the water to start enjoying 
my work.

The boat after the 
epoxy coating was 
rolled on.

Glassing of the 
inside seams

The panels have been stitched and some 
seams fiberglassed

I recently started on the dagger board and 
rudder and anticipate using G/flex Epoxy, as it is 
designed for constant shifting loads. Currently, I 
am rowing about four hours a week. The epoxy 
coat has held up very well, with boat launching 
and recovery every trip.

The instructions in the WEST SYSTEM User 
Manual & Product Guide were a great help. I 
called WEST SYSTEM Technical Support several 
times with technical questions and they were 
very accommodating. One of my mixing pumps 
came apart while dispensing the epoxy and the 
company sent me a set of new ones.

I named my boat Shiloh which means “peace.” 
When on the river it’s mostly silent and you 
can hear the birds and other delightful sounds 
of nature. Within the next year, the hull will 
be painted and the mast and sails will be in 
place, but for now, I have had great fun rowing 
up and down the Mohawk River in the Albany 
area of New York.
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The US Navy asked Phil Bolger & Friends Inc. 
(PB&F) to develop a container-transportable 
power cruiser. This was a rather irresistible 
opportunity. We had been developing a modest 
sequence of design concepts to match a variety 
of unusual requirements for the Navy. This time 
they wanted us to design this craft, and manage 
the prototyping of the project from the earliest 
stages of construction to final testing. While our 
design office had never built anything bigger 
than perhaps 16 feet, we understood the basics of 
how any design would be built.

In pursuit of a collaborative model, the US Navy 
would put up a modest budget which would 
then be matched by the City of Gloucester. The 
Navy would stretch its limited research funds, 
and the City would get to explore working 
with this most potent marine industrial partner 
— a rare opportunity for marine-industrial 
development. If successful, this first modest step 
might result in increasingly more ambitious 
collaborations in the future.

GADABOUT
By Susanne Altenburger

This was the brief:

• Can this patrol craft design be built as a 
prototype for the US Navy by Gloucester 
low-income non-boatbuilders to adequate 
quality and performance?

• If so, the US Navy would take these plans 
and the well-illustrated construction manual 
overseas to help poorer nations build their 
own riverine and inshore patrol craft.

• Later these crews could repeat the effort 
on larger or smaller scales to match their 
particular needs.

The US Navy has an extensive network of 
friendly overseas partners, including those who 
cannot necessarily afford to buy boats built 
in highly industrialized, high-wage nations. 
By selecting plywood, epoxy, fiberglass and 
closed-cell foam core as construction materials, 
an untrained building crew can complete the 
project under rudimentary conditions with little 
industrial infrastructure. 

To support the project development, the Navy 
would first build the #2 hull on a US naval base 
as a test of the construction manual, and an 
opportunity for Navy staff to learn the process 
so they could eventually serve as instructors 
overseas. For the hulls built far away, the Navy 
would fill containers with all the materials, 
hardware and consumables necessary, slide the 
#2 hull into its own 40' ISO container, and these 
steel boxes would be shipped to the partners’ 
locations. Once these containers had arrived, the 
instructors would fly in, pull the materials out and 
demonstrate the remaining construction process. 

Starting with the many smaller pieces, learning how to measure three times and 
cut once, then onto epoxy coating and fiberglassing sessions.

Testing out 
GADABOUT 's 

performance at 
70% throttle
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This would build motivation among the local 
Navy/Coast Guard boatbuilding apprentices, and 
they’d get going on the first local copies.

Apart from the convenience of shipping the #2 
hull as a model for overseas partners, the Navy 
wanted the general tactical utility to ship fully 
assembled boats anywhere. This way they could 
open innocuous looking containers and quickly 
launch a military craft. Therefore, the design had 
to match the internal dimension of the standard 
40' box, starting with the door-opening. Getting 
the most boat into the box would be one of the 
leading design goals, leaving just enough room 
for low-key insertion and extraction. To match 
a standard ISO 40' shipping-container, the boat 
would measure:

• 39' 1" length (vs. 39' 6" available)

• 7' 5" width (vs. 7' 8")

• 7' 3" height (vs. 7' 6")

• 6500 lbs empty and dry

• 225 hp outboard and 200 gal of fuel for 20-
25+ kts depending upon load

As an inshore and coastal craft, patrolling for days 
on end with a crew of two to four, this boat called 
for two bunks, a modest galley and a private head. 
On shorter runs, eight additional troops would be 
carried, deployable to the beach via the bow gate. 
Her bow cockpit was designed to carry a swivel-
mounted .50-cal MG or Mk.19 40 mm grenade 
launcher system and gunner. Additional weapons 
would be carried by military crew members.

What had started as a promising collaboration 
between the US Navy and the City of Gloucester 
began to suffer under the increasingly severe 
fiscal consequences of the Great Recession. There 
would never be more than 55% of the original 
budget for the project. Soon, instead of four, 
only one person remained on the job. Then, 
without any more funds for even a boat shop, 
the partially finished project had to be moved 
outdoors in the New England winter. Without 
a matching budget our bills for materials, 
hardware and labor would really add up.

The project eventually became the property 
of PB&F. Before she was even completed, 
private interests snapped her up as a well-
subsidized good deal that was already 
demonstrating success:

• She had indeed been built by non-boatbuilders 
from Gloucester in full public view.

• She has been constructed using 90% 
sustainably sourced hull materials using US 
farm-grown Douglas fir marine-grade plywood.

Why does the latter matter? 
Beyond the US Navy interests, 
PB&F wanted to demonstrate 
that this low-carbon design 
and construction technology 
was also a reasonably “green” 
approach. 21st Century, low-
carbon, “green” commercial 
boat building could help 
reestablish Gloucester’s fishing 
fleet and port sustainability. 
Fishermen would be eager to 
obtain an advanced boat while 
saving a lot of money.

Turning over the 
largest piece: – 
her completed 
bottom, with her 
V nose applied 
and everything 
fiberglassed and 
painted. 

Learning how to join full-length pieces, here are her 
near 40' topsides laminated to match the design’s plan 
view curve and panel twist. Instead of attempting 
to learn scarfing with Douglas fir plywood we used 
modified "Payson joints" for all long or wide panels, with 
the joint stronger than the wood. This was the first 

dry assembly of the 
kit, with the pieces 
coming together to 
look like a boat.
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We mimicked the non-industrial construction 
approach that would be the norm overseas. We 
used an unseasoned crew and worked ourselves into 
the construction process. We learned skills building 
the smaller pieces, which we applied building 
dozens of increasingly larger parts. 

We used WEST SYSTEM 105 Resin, 205 Hardener 
and the very portable 306 Metering Pump. The 
larger 305 Positive Displacement Pump was 
indispensable for large-area bonding operations 
such as rapidly adding plywood layers in one 
shot along the full length of her topsides and hull 
bottom panels, and for wet layup of several layers 
of fiberglass cloth at once. The pumps allowed 
us to work quickly enough to get through the 
laminating process before the epoxy could cure. 
There were times when three crew members 
would rush to spread epoxy and handle the 
fiberglass while the fourth produced a steady flow 
of mixed resin and hardener. Any slow-down or 
interruption would have resulted in a waste of 
expensive materials and additional man-hours to 
clean up the mess and repair any damage.

Because we needed to maintain a low-tech 
approach, instead of vacuum-bagging our 
laminates we installed lots of dry-wall screws 
to temporarily secure pieces and apply 
clamping pressure. This required us to make 
frequent late night runs to the project in order 
to unscrew the fasteners before the epoxy fully 
cured, grabbing them for good. We found it 

slow and tedious to have to heat each fastener 
with an electric soldering iron to overcome 
the epoxy’s tenacity before removing fasteners 
using a power screwdriver. An easier option 
would have been to wax the screw before 
fastening the laminates to prevent the epoxy 
from adhering to the screw when cured.

Even the largest individual piece, the bottom 
and V-nose assembly, would be fully glassed and 
painted before we turned the boat right-side up to 
receive the prepared frames, bulkheads, transom, 
topsides, etc. Unfortunately, by that time the 
project crew was down to just me and one other 
person, and then to me alone. With such a small 
crew, assembly took longer than planned.

Nevertheless, by the time she was done all of 
the outside surfaces had at least one layer of 
10 oz. fiberglass cloth, and the topsides and 
hull bottom had several layers. Even with all 
her plywood and a fair number of foam panels 
laminated into her structure, she would have 
over 2000 lbs of positive buoyancy offsetting the 
heavier-than-water weight of fiberglass, epoxy, 
outboard, batteries, ground-tackle, weapons, etc. 
—making her harder to sink after taking bullets 
under her waterline.

It was gratifying to finally see her come alive. We 
enjoyed feeling her out at increasing speeds, then 
taking her out into the bay, the assault-landing 
simulations with some local veterans, family-
outings and just plain showing her off to pleasure 
boaters and the working waterfront alike.

Starting with a CAD-based design, built by non-
boatbuilders using US-sourced plywood and epoxy, 
she was completed and is expected to serve her 
owners for as long as they will care about boating.

Susanne Altenburger, Phil Bolger & Friends Inc. (PB&F), 
Boat-Design since 1952

Testing the fit of 
the completed 
shipping container 
boat for low-key 
insertion and 
extraction into a 
standard ISO 40' 
shipping-container

Local veterans 
performing assault-
landing simulations



Number 42, Spring 2016 25

Contacts for WEST SYSTEM product 
and technical information
North and South America, China  and Korea
GOUGEON BROTHERS, INC.
P.O. Box 908 
Bay City, MI 48707
westsystem.com
Phone: 866-937-8797 or 989-684-7286
Technical Services/Health & Safety 
Phone: 866-937-8797 or 989-684-7286
Order Department 
Phone: 866-937-8797 or 989-684-7286

Europe, Russia, Africa, the Middle East 
and India
WESSEX RESINS & ADHESIVES LTD
Cupernham House, Cupernham Lane 
Romsey, England SO51 7LF
wessex-resins.com
Phone: 44-1-794-521-111 
E-mail: info@wessex-resins.com

Australia and Southeast Asia
ATL COMPOSITES Pty. Ltd.
P.O. Box 2349/Southport 4215 
Queensland, Australia
atlcomposites.com
Phone: 61-755-63-1222 
E-mail: info@atlcomposites.com

New Zealand and Southeast Asia
ADHESIVE TECHNOLOGIES LTD.
17 Corbans Ave./Box 21-169 
Henderson, Auckland, New Zealand
adhesivetechnologies.co.nz
Phone: 64-9-838-6961 
E-mail: enquires@adhesivetechnologies.co.nz

Look for Epoxyworks online
If you are a new subscriber to 
Epoxyworks or haven’t diligently 
saved every issue in a three-ring 
binder, you can find back issues of 
Epoxyworks at epoxyworks.com.  
You can also click on the 
“Epoxyworks” logo on the 
westsystem.com homepage.

How-to publications
For sale at WEST SYSTEM dealers, free downloadable pdfs on westsystem.com or 
by calling our order department, 866-937-8797.

002 The Gougeon Brothers on Boat 
Construction—A must for anyone building 
a wooden boat or working with wood and WEST 
SYSTEM Epoxy. Fully illustrated composite 
construction techniques, materials, lofting, safety 
and tools. 5th Edition, revised in 2005.

002-970 Wooden Boat Restoration 
& Repair—Illustrated guide to restore the 
structure, improve the appearance, reduce 
the maintenance and prolong the life of 
wooden boats with WEST SYSTEM Epoxy. 
Includes dry rot repair, structural framework 
repair, hull and deck planking repair, and 
hardware installation with epoxy.

For information about WEST SYSTEM® products or technical 

information for a building or repair project, Gougeon 

Brothers offers a range of detailed publications that can 

help you get started. These publications are available at 

your local WEST SYSTEM dealer or by contacting Gougeon 

Brothers. They are also available as free downloadable 

PDFs at westsystem.com.

Free literature (US and Canada only) 
Visit westsystem.com to order online or call 866-937-8797 for the WEST SYSTEM 
free literature pack. It includes:

000-425 Other Uses–Suggestions 
for Household Repair—Repairs and 
restoration in an architectural environment. 
Many useful tips for solving problems 
around your house and shop with epoxy.

002-950 WEST SYSTEM User Manual & 
Product Guide—The primary guide to 
safety, handling and the basic techniques of 
epoxy use. Includes a complete description of 
all WEST SYSTEM products.

Also included are the current price list and stocking dealer directory.

002-550 Fiberglass Boat Repair 
& Maintenance—Illustrated guide 
to repair fiberglass boats with WEST 
SYSTEM Epoxy. Procedures for structural 
reinforcement, deck and hull repair, 
hardware installation, keel repair and teak 
deck installation. Also, procedures for 
gelcoat blister diagnosis, prevention and 
repair and final fairing and finishing.

002-898 WEST SYSTEM Epoxy How-To 
DVD—Basic epoxy application techniques, 
fiberglass boat repair and gelcoat blister 
repair in one DVD.
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Readers' projects

Epoxyworks reader Ted sent us these 
photos of the floor he installed with 
105/207 at a restaurant in Ann Arbor, 
Michigan.

IIT Architecture students designed and 
built a building facade panel system. This 
project was meant to simulate a real-world 
challenge and give hands-on experience 
working with carbon fiber. 

Their instructor also led the group of 
students who created the FIBERwave 
pavilion in Epoxyworks 40.

Facebook Feature

This in-progress cedar strip canoe was  made 
with WEST SYSTEM 105 Resin and 207 Special Clear 
Hardener purchased from KC Sailing in Lawrence, KS.

Like WEST SYSTEM Epoxy on  
Facebook and share your latest  

WEST SYSTEM creations. 
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AND THE OTHER.

THERMOSKIN SYSTEM

Extreme sailing in wet and cold 

requires more. More stretch to aid 

fl exibility. More strategically placed 

reinforced protection. More comfort 

with zoned thermal insulation. This 

versatile winter clothing system can 

be worn in single or combined layers. 

So even if the temperature drops, 

your performance won’t.

G I L L N A . C O M



race off shore

Sun Fast   3200   new 3600

www.jeanneau.com    410.280.9400     info@jeanneau.com

Perfectly adapted for short-handed distance racing and crewed regattas,

the Sun Fast 3600 is a boat ideally suited to compete both inshore and offshore.


