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Checklists

 Engine Start, Operation, and Shutdown

 Ship Systems
 Departure and Operation
 Arrival and Shutdown
 Sail Hoisting and Stowage
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Before Starting














Verify that there is adequate fuel for the voyage
Check that fuel supply valve is OPEN
Check for fuel leaks
Check fuel strainer for water and contaminants
Check for cooling system water leaks
Check inlet water strainer
Open engine cooling system inlet water seacock
Check fresh water cooling fluid level
Check oil level
Check transmission fluid level
Check battery switch positions
Turn ON DC Main power switch
Turn ON instruments

Engine Starting











Place the throttle in neutral at ¾ forward power setting
Switch ON the instrument panel power switch
Check that the fuel gauge is operating and accurate
Press the alarm test switch and check for alarm buzzer operation
Cold Start: Pull out STOP cable and then push in
Press Start button and hold until started
Check for illumination of any warning lamps
Check exhaust for water discharge
Reduce throttle until engine runs smoothly at lowest power setting (800 RPM)
Reset throttle after engine warms

Engine Operation





Adjust throttle between 800 and 2800 RPM
Regularly check for exhaust water discharge and amount
Make smooth power transitions; do not overload drive shaft
Pause at neutral when changing between forward and reverse gears

Engine Shutdown







Shift throttle to neutral and let idle for a few minutes before stopping
Stop the engine by pulling out STOP cable
Turn OFF the instrument panel power switch
DO NOT TURN OFF instrument panel before engine has stopped
Place throttle:
 Under sail, in neutral in reverse
 When moored, in gear in reverse
Close engine cooling system inlet water seacock
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Before Departure



























Stow companionway door
Set battery selector switches to desired settings
Check battery condition and water levels
Inspect and clean bilge pump filter
Turn ON DC Main power switch
Turn ON instruments
Check and empty bilge
Check potable water supply quantity and condition
Stow all loose gear and cargo
Mount MOB horseshoe
Mount anchor on bow roller
Inspect the condition and verify the adequacy of PFDs
Check that all deck inlet caps are closed
Check sails for rips and wear
Check running rigging for chafe and wear
Check standing rigging for corrosion and wear
Check navigation lights for proper operation
Check flashlights and searchlights for battery condition
Check the portable and fixed VHF radios
Check the condition of the fire extinguishers
Check that the spares kits are aboard
Uncover compass and unlock steering wheel
Disconnect AC circuit breakers
Remove shore power supply cord and other cables, and close covers
Single all lines and remove any other unnecessary lines
Unfurl and display the US Ensign (8:00 am to sunset)

After Departure







Close lifeline gates
Stow boathooks
Stow fenders
Stow extra dock lines
Open forward hatch and selective portlights
Prepare lines and sails for hoisting

Operation







Set battery selector switches to desired settings
Select necessary electrical circuits
Turn OFF all nonessential electrical systems
Regularly monitor battery condition
Monitor weather broadcasts and VHF-16
Monitor wind and sea conditions
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Before Arrival






Close forward hatch and any interfering portlights
Stow all loose lines and gear
Deploy fenders
Deploy necessary dock lines
Distribute boathooks

Shutdown at Occupied Mooring














Strike, furl, and stow the US Ensign (sunset to 8:00 am)
Stow anchor in anchor well (unless in use)
Pump out refrigerator
Close all seacocks in heads and galley
Close and dog unneeded portlights and hatches
Cover compass and lock steering wheel
Loosen backstay tension
Check and empty bilge
Set battery selector switches to desired settings
Marina mooring:
 Test shore power quality of the dockside outlet
 Connect shore power supply cord and other cables
 Attach retainer lines and shock chords to cables
 Engage AC circuit breakers
At anchorage:
 Turn OFF all nonessential electrical systems
 Turn ON masthead navigation light (sunset to sunrise)
Check all mooring lines

Shutdown at Vacant Mooring

















Strike, furl, and stow the US Ensign (sunset to 8:00 am)
Stow MOB horseshoe
Stow anchor in anchor well
Pump out refrigerator
Close all seacocks in heads and galley
Close seacock in stern holding tank vent
Close and dog all portlights and hatches
Cover compass and lock steering wheel
Loosen backstay tension
Check and empty bilge
Connect shore power supply cord and other cables
Attach retainer lines and shock chords to cables
Engage relevant AC circuit breakers
Turn OFF all electrical system circuits
Set battery selector switches to desired settings
Check all mooring lines

SEAMANSHIP

Safety Precautions Underway
Safety Harnesses and Tethers These are used every day when offshore because our
philosophy and commitment to each other is to stay on board. In particular we have agreed
that life harnesses should always be worn at night, when alone on deck—including the
cockpit and when going forward (which is only done when another crew member is
watching.) Harnesses are also worn at all times in rough weather by anyone coming up from
below. This is usually when the wind is over 20 to 25 knots; although it is also contingent on
the point of sail, climate, and water temperature.
Life harnesses come in a variety of forms from basic straps
to a combination of life jacket/ harness and wet weather
gear/harness combinations. It is worth buying the best —
webbing strength, stitching, and comfort are the determining
factors in choosing harnesses. Consider the different
climates involved in your cruising plans. Because we are
often in the tropics, we favor the inflatable vests with built-in
harness. In our safety check we make sure these fit each
crewmember. Straps must always be snug and tested for
clothing of different thickness. Their weight should also be
considered, particularly as combination units, since a heavy
harness and tether can cause neck and back pain.

A harness should be judged for its
breaking strength, stitching, and
comfort.

A light (strobe lights are popular if within the budget) and whistle should be permanently
attached to the life harness. Adding a crotch strap is also recommended since it is possible
to slip out of a life harness when being hauled back on board. We had a friend who was
tragically lost off the South African coast when his wife was trying to haul him up their high
topsides. Since then we have heard of several cases and there is particular mention of this
problem in accounts of the 1998 Sydney-Hobart Race.
The tether must be strong and connected correctly to the harness, usually through two rings.
Clips vary in quality and type and must be secure but easy to undo. For this reason we
prefer the double-gated Gibb snap hooks that are easy to operate and do not open when
jammed or twisted on a pad eye attachment point, as can happen with a single snap hook.
When going forward most sailors use a tether that has two attachment hooks or use two
tethers with a hook at either end so they can be hooked on at all times. In the cockpit it is
useful to have at least two pad eyes or a short jackline for comfortable maneuverability while
on watch.
It is important to remember that the load on safety equipment can be huge — many times
the weight of the person. The Ocean Cruising Club suggests the minimum breaking strength
of tethers be 4,950 pounds, that they should withstand a load of 3,300 pounds, and that all
sewing be lock stitched.
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Jacklines run along the deck and are attached by shackles to strong points at the bow and
stern. Many sailors favor a point forward of the stern so a person overboard cannot be
dragged behind the boat with the potential of drowning. With the tether clipped to the jackline
safe, easy maneuvers on deck are possible.
Two materials are commonly used for jacklines and each has its pros and cons.
Traditionally, stainless steel wire is the norm. This provides a strong line that will not stretch
or deteriorate in the sun, although when wearing shoes it can skid underfoot. In contrast, flat
nylon webbing does not skid but after time, deteriorates in sunlight and is unstable,
stretching when wet and shrinking when dry. The disadvantage of this stretching, particularly
when under load after a person has gone over the side, was again dramatically documented
in reports of the 1998 Sydney-Hobart Race.
We use stainless steel jacklines because we feel more confident in their performance. We
were, however, given some webbing jacklines last year so decided to put them to the test.
The stretching soon became evident and because a friend’s webbing had just failed, we
returned to stainless steel. When wearing shoes we are careful not to tread on the lines but
find skidding is not an issue with our usual bare feet. The best answer is probably stainless
steel inside tubular nylon webbing—something to try when we have the time!
Life Jackets/Vests There are many different types of life
jackets. At purchase time it is important to check their
suitability for offshore cruising and for the climate. A life
jacket, which is comfortable in cool conditions, may be
unbearable in the tropics. Each person should be allocated
a life vest for his or her size and weight. Rules for wearing
life jackets are in line with the procedures for life harness
use: above decks at night, alone on deck, when going
forward, or in rough weather.
When purchasing life vests remember that one for each
person is also necessary for the dinghy. Cheaper ones for
this purpose are advisable since they are subject to theft. A
storage bag is useful; we have one that is an integral part of
a padded seat.

Safety is of particular significance
when cruising with kids.
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Seasickness Prevention
The ability to cope with seasickness is a significant factor in making or breaking any cruise,
whether coastal or offshore. Anyone can be seasick, although some are more prone than
others, and it is important for all on board to have an understanding of the causes and
effects. It is particularly hard for those who are not affected by mal de mer to fully realize
how frustrating and debilitating it can be. As one who suffers, I say this with feeling!
Seasickness is a form of motion sickness and a normal response to sensory conflict about
body motion, which is received from the receptors (vestibular, visual and body
proprioceptors). Fluid in the semicircular canals of the ears, our center of balance, moves
with our body motion and stimulates these receptors in the brain. Constantly changing
motion causes the signals to be mixed and the resulting confusion can lead to dizziness,
nausea, and vomiting.
Motion sickness is rare in those under two years of age and peaks between ages 3-12.
Rates are higher in females, 1.7:1 compared to males according to Health Canada, although
my experience in the boating world is that men are less honest in owning up! Symptoms can
be exacerbated by emotions such as anxiety or fear as well as other illness and medications.
The good news is that most people adjust to the motion at sea within 48 to 72 hours,
although unfortunately this immunity can change with differing conditions. One can develop
sea legs for a downwind motion, for example, but feel queasy again with the winds on the
beam or ahead as the boat moves in a very different manner. Once in calm water, recovery
is generally rapid, but sea legs can be lost quickly. I might get away with one night in a
harbor but seldom two and then have to go through the whole acclimation process again.
Prevention There are several strategies that can be successful in preventing seasickness,
in addition to medicinal remedies. It is worthwhile trying these out well in advance of a long
passage, as it is much easier to avoid seasickness than treat it once it has started.
Stay as close to the middle of the boat as possible to lessen the frequency and intensity of
motion. Minimize head and body movements and in particular, don’t overexert yourself. If
below decks, lie down. Be sure to have lee cloths on the main cabin berths, generally the
area of least movement. Avoid small, cramped spaces and don’t bend over to work in the
bilges or lower lockers. And reducing the intake of diuretics, such as tea and coffee, before
leaving the dock will lessen visits to the head—a plus in the first critical timeframe of
adjusting to life underway.
Focus on a distant object or the
horizon when on deck and avoid
fixing on a moving object such as
the compass. Sitting to windward
and facing forward can help. When
below decks, lie with your eyes
closed and avoid reading.

The right sea
berth—located
amidships where
the movement is
least, and having
lee cloths to keep
sleeping sailors
in one place—is a
crucial element
of life underway.
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Most people feeling queasy stay on deck in the fresh air initially and take slow deep breaths.
If you have to go below, open a hatch if possible to keep the air fresh. Fans also keep air
circulating and are refreshingly cool on the face. Avoid strong odors such as coffee and
bacon; in fact don’t ever be talked into working in the galley or going below if you're not
feeling well! If possible, minimize working on the engine, as diesel fumes can affect even the
most hardy.
Staying interested in the activity on the boat, or in the vicinity, being at the helm or in control
of the vessel and generally keeping your mind alert can be excellent diversions.
Read the Signs Lethargy, yawning, headache, flatulence, hyperventilation, and drowsiness
are common signs of mal de mer. Increasing malaise can be accompanied by turning pale,
warm flushes, lightness of head, apathy, and shivering. If one does not take measures at this
time, vomiting will generally follow quickly. Incidentally, at this stage it’s best not to fight it, as
once it's over, you'll feel much better! Be sure to drink plenty of fluids. (Those feeling ill
should be given a bucket; it is not safe to hang over the side.)
Diet For most people, diet is the most
important
factor
in
preventing
seasickness. Rich and spicy foods eaten
even the day before can trigger the
process. Coffee should not be taken and,
in fact it will almost guarantee
seasickness. If you drink tea, it should be
weak and hot chocolate should be made
with water. When you're feeling ill, bland
foods such as crackers or bread nibbled
slowly work best, with sips of carbonated
drinks. Interestingly, while actually eating
you generally won't feel ill. It is important
to keep hydrated, but avoid citrus juices.

Should the need arise, don't hang over the side. These
cruisers are actually engaged in a much more
pleasantly activity-scouting out snorkeling terrain.

Alcohol can have an extremely negative affect, even if it's as little as one beer or glass of
wine. Sadly, one of the worst scenarios comes from what we all are likely to do before a long
trip; to go out for a sumptuous dinner ashore, accompanied of course with wine. One of my
worst days at sea was in the Bay of Biscay after a magnificent dish of ‘fruits de mer.’ At the
time, we hadn’t planned to leave the next day, but a weather window had unexpectedly
appeared and it's hard to give up such an opportunity.
Eating ginger, preferably raw or in capsule, or even gingersnaps, is an ancient remedy for
settling the stomach. We always complete a meal with crystallized ginger and it has become
a regular item on board.
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Remedies for Mal de Mer
Seasick pills are commonly used both by novices and circumnavigators, but you should take
them well in advance. Being alert on watch is imperative, it is important to find a brand that
controls nausea but does not cause drowsiness. There are many types on the market and
trying out different ones is really worthwhile. Once you find a brand that suits you, buy a
large supply as you might not find them in the next port let alone the next country! Always
check dosages and restrictions carefully. Here's a list of the most common treatments
available:
Cinnarizine (Stugeron®) Manufactured in Britain, this is probably the most popular and
successful medication among cruisers. It is also sold in Mexico and in many ex-British
protectorates such as the British Virgin Islands. We also found it in Australia and South
Africa under different generic (brand) names. It is not available in the US or Canada. The
dosage guidelines call for 30 mg taken one to two hours before exposure, and 15 mg every
six to eight hours thereafter. It appears to be effective in all conditions and most users claim
that they find it as effective as a scopalamine patch.
Dimenhydrinate (Dramamine®,Gravol®) Most in-house brands of these over-the-counter
preparations come as regular tablets, chewable tablets, long-acting capsules, liquid
preparations, suppositories, and injectable preparations. Although popular among travelers,
the main disadvantage for cruisers is the tendency to cause drowsiness, feelings of vertigo,
and the fact that it may not be as effective as other medications in extreme conditions.
Meclizine (Bonamine,® New Dramamine®) This has long been used by cruisers for lesssevere conditions, but make sure that you test it for drowsiness before heading over the
horizon. It is available in a tablet that can be chewed, swallowed, or dissolved in the mouth.
Cyclizine Commonly sold as Marzine® in the US and used as an oral preparation, it is only
available as an intra-muscular preparation in Canada. This also does not seem to be as
effective in rough conditions.
Promethazine (Phenergan®) Available in tablet and syrup form, Promethazine is often
used in severe conditions, but due to its disadvantage of causing extreme drowsiness, it may
be taken with an amphetamine-like agent. Such is the ‘Navy cocktail’ of Phenergan and
Ephedrine, which was developed for the astronaut program and now used by
cruisers. Available in tablet and syrup form, once nausea has begun, Phenergan®
suppositories can be used.
Dextroamphetamine (Dexedrine®) Although amphetamines have significant effects on
motion sickness, as with Promethazine, their main use appears to be only for severe
situations when they are used in conjunction with other medications, (available in short or
long lasting preparations).
Scopolamine Patch (Transderm-V®) Scopolamine is very popular among cruisers for long
trips in preventing seasickness as well as reducing irritability produced by a constantly
moving, hot, humid environment. The Scopolamine patch is placed behind the ear at least
eight hours before exposure and is replaced after 72 hours. Only the concurrent use of two
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patches is recommended. (As the transderm V relies on a controlled release, the whole
patch should be used.) Although the long period of coverage is convenient for cruisers, the
delay in effectiveness is a disadvantage if a decision is made to leave without advance
warning. If departing port earlier than expected, taking another medication to ‘tide you over’
is not recommended as mixing drugs can cause a severe case of malaise. In many places,
Scopolamine patches are only sold under prescription for this reason. Conversely, a delay in
departure, with much of the patch being used up while still in port, can make this an
expensive resource. Like most medications, Scopolamine patches can have side effects,
typically dryness of the mouth and temporary blurring of vision, so check this out in advance
of an ocean passage.
Pressure-point bands Commonly sold in drug stores ‘travel bands’ or Dea pressure-point
wristbands, developed from Chinese acupuncture principles, are very successful in
suppressing seasickness for some cruisers.
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Distress Signals
When you, your crew, or your vessel is in a situation of distress, “anything goes.” In a true
life-threatening emergency, you can (and should) blast, flash, beat, ring, or shout anything
possible to summon help. Rule 37 and Annex IV (International and Inland Rules) define
specific distress signals recognized by all mariners.

Flags and Visual Signals
 An orange flag with a black circle and square
 A signal consisting of a square flag having above or below it, a ball or
anything resembling a ball
 The code flag (N) “November” hoisted above the code flag (C) “Charlie”
 Slow and repeated raising and lowering of a person’s arms outstretched
to each side

Pyrotechnics and Smoke
 Rockets or shells throwing red stars fired one at a time at short intervals
 A flare -- either rocket parachute or hand held – that shows a red light
 A smoke signal giving off orange colored smoke

Radio Communications
 A signal sent by radiotelephone (VHF Channel 16) consisting of the spoken word
“MAYDAY”
 A signal made by radiotelegraph or by any other signaling method consisting of the
group • • • - - - • • • (SOS) in Morse Code
 Signals transmitted by an EPIRB
 The radiotelephone alarm signal
 The radiotelegraph alarm signal
 Approved signals that are transmitted by using radiocommunication systems

Miscellaneous Signals
A high-intensity white light flashing at regular intervals from 50 to 70 times per minute.
(Approved only by the U.S. Inland Rules and must not be used in international waters.)

Canadian Waters
Vessels may use a square shape or anything resembling a square shape and/or a flashing
white (strobe) light similar to that approved as a distress signal for use on U.S. inland waters.

SEAMANSHIP

Mayday Calls
Only when grave and imminent danger threatens life or property and immediate help is
required should you use the distress procedure and MAYDAY. Transmitted on VHF
Channel 16 or 2182 kHz (SSB), your message should be heard by boats, USCG stations
and other shore stations that are within communications range. Speaking slowly, clearly,
and calmly, use the marine radio to communicate the following information:
On initial attempts to contact emergency personnel, say the following:

“MAYDAY… MAYDAY… MAYDAY…”
“THIS IS THE SAILING VESSEL BOBALOU”

On first response or after no response after two attempts, transmit the following:

“MAYDAY… MAYDAY… MAYDAY…”
“THIS IS THE SAILING VESSEL BOBALOU”
“MAYDAY BOBALOU POSITION IS … [vessel position in
degrees and minutes of latitude North or South and longitude East or
West, or as a distance and magnetic or true bearing from a wellknow navigational landmark]”

“WE ARE … [state the nature of the emergency]”
“WE REQUIRE [type of assistance required]”
“ON BOARD ARE [number of adults and children] AND [list safety
equipment] [State the condition of any injured persons.]”
“BOBALOU IS A 38-FOOT SLOOP WITH A WHITE HULL.”
“I WILL BE LISTENING ON CHANNEL (16 or 2182).”
“THIS IS BOBALOU. OVER”
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Urgency Calls
Send the Pan-Pan urgency signal to indicate that you have a very urgent message
regarding the safety of your vessel or the safety of a person. This call may be preceded by
the radiotelephone alarm in only one type of emergency – if someone falls overboard from
your boat and you require the assistance of other vessels to retrieve him.

“PAN-PAN … PAN-PAN … PAN-PAN …”
“ALL STATIONS … [or the name of A specific vessel] ”
“THIS IS THE SAILING VESSEL BOBALOU …
BOBALOU … BOBALOU”
“WE ARE … [state the nature of the emergency]”
“WE REQUIRE [type of assistance required or other useful
information such as your position, description of the vessel,
and/or the number of adults and children on board]”

“BOBALOU.”
“OVER”

Canceling a Pan-Pan:

“PAN-PAN, PAN-PAN”
“HELLO ALL STATIONS, HELLO ALL STATIONS”
“THIS IS THE SAILING VESSEL BOBALOU”
“TIME IS … [time of transmission by 24-hour clock]”
“CANCEL PAN-PAN
“OUT”
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Man Overboard
One of the most frightening emergencies that can occur on a vessel is a crew member or
other person falling overboard. The priority is getting the boat near the man-overboard
victim as soon as possible so that he or she stays in sight of those on deck. Once the
person in the water disappears from sight, the odds of a successful rescue are low.
Man-overboard victims face a number of dangers including panic, injury during the fall, and
hypothermia. Quick thinking and coordinated action are essential to an effective rescue.
The simplest and most efficient procedure is to follow the steps listed below. The basics of
recovery will involve:
 Shout Man Overboard.
 Connect the MOB with the boat.
 Close the distance between the boat and the MOB.
 Bring the MOB aboard.
Shout “MAN OVERBOARD” and keep watch on the victim. When someone has fallen
overboard, immediate action is vital. Any crew member who sees a person go overboard
should immediately and loudly shout, “MAN OVERBOARD STARBOARD” or “MAN
OVERBOARD PORT,” while at the same time keeping his eyes on the victim, pointing
emphatically to the person in the water. This crew member should not be assigned or
accept any other duties.
Simultaneously, jettison a man overboard rig. One crew member will jettison the man
overboard horseshoe ring with whistle and throwable float. Throw the device upwind of the
victim so that it can blow toward him. In addition, three other tasks should be assigned: (1)
note the compass heading, wind speed and direction, and time; (2) issue a Pan-Pan radio
call; and (3) throw a constant line of debris to track the MOB.
Simultaneously, the helmsman should stop the boat’s forward progress as soon as
possible and then quickly reverse course. On a sailboat, it is always best to head into
the wind immediately by turning the bow into the wind until forward progress slow and then
turn back to recover the victim. In a case where the MOB was not immediately noticed, it
may be best to jibe as this maneuver has a greater likelihood of reversing course with the
fastest speed, moving the boat nearer the person in the water.
Get closer to the victim. Under sail, choose from one of two methods:
 The Rod-Stop Method – While on a close reach, as you approach the MOB, dowse,
roll-up, or luff the jib. Cast off the main sheet and tie a preventer to the boom, bringing
the boom all the way out to leeward. Hold the boom down and flatten the sail, using
the boom vang, cunningham, and outhaul. The sail will fill on one side and then the
other moving the boat forward ever so slightly. To get underway, let go of the
preventer and trim sails.
 Heaving-to – If the boat is either close-hauled or on a close reach, heave-to until you
reach the person overboard.
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While under power, go briefly into reverse to slow down and at the same time turn toward
the victim in a simple circle. At night or in reduced visibility, and when unsure of when the
person fell overboard, execute the Williamson Turn. Put the helm hard over to the side that
the MOB fell over, until your heading has changed 60 degrees. Then quickly reverse rudder
and come around 240 degrees and heading back on the exact reciprocal course.
Recovering the person overboard. In most cases, the MOB will not be able to climb
aboard due to extreme fatigue and waterlogged clothing. Decide quickly whether the
recovery will be active or passive.
 Active Recovery
The victim is able to assist in getting on deck. A sturdy ladder
amidships, or two or three different lengths of line strung between stanchions or cleats
can be used. Another alternative is to rig a line from a fixed point amidships, so that it
reaches below water level, then lead it back around a stanchion to the windlass.
 Passive Recovery The victim may be hypothermic, exhausted, injured, or
unconscious. Recovery can include the use of the boom with a block and tackle (the
boom vang), or to lift the victim in the belly of the jib or mainsail. Also, the main
halyard can be fed to a winch to lift the MOB.

Survival Floating
If you fall overboard, follow the tips below to help stay afloat until rescued.
 Keep clothes on. If your shoes are light enough to swim comfortably, leave them on.
If they weigh you down, remove them. Remove any heavy objects from your pockets.
 If you can float on your back, save energy by doing so. Kick only when necessary.
 While signaling for help or waiting for rescue, tread water to stay upright.
Remember, the more you move around in cold water, the quicker your body
temperature will drop and the faster hypothermia will set in.
 In warm water, conserve energy by using the face-down floating technique called
“survival floating.” Each move made should be slow and easy.
 Every second counts. As soon as a heaved line reaches you, quickly tie a bowline
around your chest. If a horseshoe float, secure yourself into it.
 As the rescue boat approaches, stay away from both the bow and the stern.
 When trying to board the boat, make effective use of your remaining energy.
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Mean
Wind
Speed
(knots)

1

1-3

2

2

4-6

5

3

7-10

9

1.6

2.6

4

11-16

13

3.6

5.9

7.9

8.9

5

17-21

19

6.6

10.5

14.5

16.4

6

22-27

24

10.2

16.4

22.3

24.6

7

28-33

30

14.8

23.6

32.5

36

8

34-40

37

22

35

48

54

9

41-47

44

30.5

49

67

74

10

48-55

52

40.5

65

89

98

11

56-63

59

46

12

64-71

69

>50

period

48-hr period

(See also: Tuning the Mast and Rig)

Main – One
Reef
Intermediate
Genoa

Full Main
Intermediate Genoa

6-hr

Main – Two
Reefs
Solent or
Storm Jib
DANGER

10-minute
period

Bare
Poles

Average
Wave
Height
(feet)

Maximum Wave Height

Wind
Speed
Range
(knots)

Beaufort
Force

Sail Plan
Configuration

Beaufort Scale
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Tide Adjustment Table
Time Difference
High Low

Station

Height Difference
High Low

Captiva Island (outside)

-2 20

-2 28

1.13

1.13

Captiva Island, Pine Island Sound

-0.46

-0.20

0.91

0.91

Redfish Pass, Captiva Island (north end)

-0.55

-1.14

0.91

0.91

Tropical Homesites Landing, Pine Island

-0.08

0.22

0.87

0.87

0.43

1.28

0.83

0.83

Pineland, Pine Island

-0.19

0.26

0.83

0.83

Port Boca Grande, Charlotte Harbor

-1.12

-1.56

0.74

0.74

Punta Gorda, Charlotte Harbor

1.06

1.27

0.83

0.83

Shell Point, Peace River

1.52

2.30

0.91

0.91

El Jobean, Myakka River

1.38

1.56

0.83

0.83

Placida, Gasparilla Sound

-1.27

-0.59

0.70

0.70

Englewood, Lemon Bay

-0.57

-0.40

0.70

0.70

Venice Inlet (inside)

-2.02

-1.38

0.91

0.91

Sarasota, Sarasota Bay

-1.38

-0.58

0.91

0.91

Cortez, Sarasota Bay

-2.00

-1.25

0.96

0.96

Egmont Key, Egmont Channel

-2.27

-2.24

0.91

0.91

Anna Maria Key, Bradenton Beach

-2.53

-2.46

1.02

1.02

Anna Maria Key, city pier

-2.10

-2.19

0.99

0.99

Bradenton, Manatee River

-1.24

-0.55

0.97

0.95

Redfish Point, Manatee River

-0.30

0.14

0.92

1.00

Mullet Key Channel (Skyway)

-2.22

-1.58

0.91

0.91

0.08

0.17

0.91

0.91

-0.22

-0.29

0.86

0.86

Hillsborough Bay, Tampa Bay

0.07

0.26

1.22

1.53

McKay Bay Entrance

0.21

0.29

1.23

1.13

Old Port Tampa

0.41

0.39

1.11

1.03

Pass-a-Grille Beach

-1.34

-1.30

0.87

0.87

Gulfport

-1.32

-1.05

0.96

0.96

St. Petersburg Beach Causeway

-1.18

-0.44

0.92

0.92

Johns Pass

-2.14

-2.04

0.97

1.02

Madeira Beach Causeway

-1.40

-1.18

0.97

1.00

Matlacha Pass (bascule bridge)

Shell Point
Pinellas Point

Boca Ciega Bay
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Compass Compensation
A built-in correcting magnet system, standard on all Helmsman models, consists of two sets of
magnets fixed to two adjusting rods with slotted ends. The slots should be horizontal before starting
the adjusting procedure. A small non-magnetic screwdriver is provided for this purpose.
On bracket and deck models, the black plastic inserts must be removed to gain access to the slotted
compensator rod ends. Before starting compensation, check the area around the compass to make
sure all material of a magnetic nature is secure and in its sea-going position.
Through the years, many methods and devices have been used to compensate compasses, such as
gyros, azimuth circles, sextants, or a pelorus. However, we are going to show you one simple, yet
effective method, using equipment that you should have on your boat, and another method using
equipment you might have on your boat.
Method 1.
 Step one. With the compass in its intended position, but not finally secured, select a
course on your chart using two identifiable marks, buoys or landmarks that are within ten
degrees (10°) of the North/South line. Try to select this course so that you can maneuver
your boat "down range" of the marks selected (See example).
 Step two. From a position down range of the North/South marks, and keeping the marks
lined up, run the boat visually along the Northerly course selected. Turn the port/starboard
compensator until the compass reads correctly.
 Step three. Reversing direction, run the boat Southerly, again keeping the marks lined
up. If the compass is not correct at this time, there is an alignment error. To correct,
rotate the compass itself to remove one half of this error. Repeat Steps 1 and 2 and then
recheck this Step 3.
 Step four. Simply repeat the procedures of Steps 1, 2 and 3, except this time, using and
East/West course and the fore/aft compensator, although at this time any alignment error
should have been eliminated.
 Step five. Upon completing the procedure, secure the compass in its final position.
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Method 2. (Requires the use of GPS or Loran)
 Step one. While at sea, with the compass in its intended position, but not finally secured,
obtain the Loran/GPS bearing to a visual buoy or landmark that is within 10o of a
North/South line.
 Step two. Position your boat along that line and steer your boat directly at that mark.
Turn the port/starboard compensator until the compass heading matches the Loran/GPS
bearing.
 Step three. Check the Southerly course by steering away from the mark, to a bearing
180° from Step 2. The compass heading should be bearing from or bearing to +180
degrees. If any error is present, it is an alignment error. Rotate the compass itself to
correct for one half of this error. Repeat Steps 1 & 2 and then recheck this Step 3.
 Step four. Simply repeat the procedures of Steps 1, 2 and 3 for the East/West course,
using the fore/aft compensator, although, at this time, any alignment error should have
been eliminated, and no alignment correction is required.
 Step five. Upon completing the procedure, secure the compass in its final position.
Note: When performing this method, always use the bearing "To or From" mode on the
Loran/GPS. Do not use the Heading Information because it is inaccurate in real time.
To assure accuracy on all headings, check for deviation every thirty degrees and record any
deviation on a deviation card. We recommend checking at the start of each boating season for
changes in deviation. If you feel that the deviation on your boat is of an unusual nature, the services
of a professional compass adjuster will be a wise investment.
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Shore Power Testing
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Safety Equipment for Coastal Passages


As I write this column we are in the midst of this scorching summer when it is hard
to envisage passage making along the Texas coast. But maybe by the time you get
to read this we will have had our first fall front and a reminder that for much of the
year the weather here is ideal for sailing.
And the thought of fall recalls the annual Harvest Moon Regatta: the race/cruise
along the Texas coast from the Flagship Hotel at Galveston to Port Aransas. This
year the race will begin on Friday October 9, and as this coincides with the
Annapolis Boat Show, which I have to attend, I will have to miss the race for the
first time in a number of years. Hopefully those who enter will have perfect winds
this year and a great time. But don't be so complacent about this easy coastal hop
that you don't prepare properly for what is an open water race of 150 miles along a
noted lee shore!
Preparation for a passage is good seamanship but what it involves is dependant
upon the experience of the skipper and the crew, and the type of vessel, its
equipment and condition. Each skipper will therefore prepare in a different way for
such a passage.
Besides the basic requirements of the Coast Guard there is a list of items that I
always want to have aboard on such a passage and I consider these a minimum for
coastal sailing.

Crew safety gear
As a first priority on any passage, not only do I want to try and ensure that
everyone has a good time, I want to try and prevent accidents happening. For this
reason I always try to have rules about when and how safety harnesses and tethers
should be used. I try and ensure good safety in the galley by providing a protective
apron and a galley strap and by making sure that galley items are stowed safely
when not in use. And I try to ensure that the vessel is in good condition so that the
chance of gear failure is reduced to a minimum.

S E A M A N S H I P

Navigation equipment
Avoiding getting into trouble in the first place is far better than having all of the
equipment to deal with such an emergency if it occurs. Practicing sound navigation
is essential in this respect. But this does not merely mean having two GPS
receivers aboard the boat. It means planning a course that takes into account the
proximity of a lee shore, shipping, or any other navigational dangers. It means
plotting positions regularly on a chart to be certain that you are heading where you
think you are. And it means obeying the navigation rules, showing the correct
lights at night and taking appropriate action in respect of other vessels.

Repair the boat items
It is inevitable that on any passage something will need repairing. On a well
maintained boat it may be something trivial item that can wait until you reach port,
but it may be something more serious such as a broken shroud or stay, a steering
failure or a hole in the boat. Any of these can happen without warning and the
well-prepared skipper will have planned ahead for the possibility of such failures.
In preparation for a passage, go over the boat and consider how each of the
essential systems on the boat could fail and then mentally plan some method of
repair. What if the main halyard fails? What if the mainsail rips? Play what if before
you leave and make up a list of repair items as a consequence.

Medical gear
Even on a coastal passage along the Texas coast there will be times when you could
be several hours away from medical assistance and so it is necessary to plan to
take with you some medical items. Cuts and scrapes can occur at anytime. Broken
limbs are unlikely but you may want to consider how you would deal with one if it
occurred aboard your boat. Seasickness is a real possibility as are sunstroke and
dehydration, and even hypothermia is a possibility at sea during a cold front in
October! Besides a first aid kit, radio communications are very desirable, as they
will enable you to call for assistance or, at a minimum, obtain advice over the radio.
But your boat's VHF radio will only work if both it and the antenna are in good
condition. Cellular phones work well when among the oilrigs but beware; many of
the newer type of digital phones do not yet work out in the Gulf!

Man overboard gear
If someone should fall overboard without being attached to the boat then you
immediately have a serious situation. If it is at night or the conditions are rough it
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is even more so. Having the right equipment will not prevent such an occurrence
but it may make all the difference in safely recovering a person if this should occur.
A horseshoe buoy, man overboard pole and life sling are all on my list of essentials.
But you can add to this with personal strobe lights, a light on the man overboard
pole, personal floatation devices etc. Clearly getting back to the person in the water
is a first priority and in this the GPS man overboard feature can be of assistance if
all the crew know how to use it. And once you have returned to the person in the
water you then have to get them back aboard which is rarely easy and sometimes
virtually impossible without the right gear.

Abandon ship gear
Though it is hard to consider losing your boat at sea, a hole that is too large to
patch or a fire that gets out of control will mean that you will have to abandon ship.
And it is then that life vests will be essential as will an automatically inflating raft
or, as a minimum, an inflatable dinghy. Chances are that if you ever have to
abandon ship along the Texas coast then you will not be in the dinghy too long but
you may still want to have some water aboard and maybe other items too. A
waterproof hand-held VHF radio is probably the best piece of equipment you could
have with you in this situation apart from the raft itself. With the radio you should
be able to call for assistance from the many other vessels that use the coastal
waters.

Fire fighting equipment
With a clean and well-maintained engine room and good galley safety, fire is not a
likely event but should it occur it is serious. Besides the number and size of fire
extinguishers required by the coastguard, you may want to consider an engine
room fire extinguishing system, extra fire extinguishers that can be kept in the
cockpit and a fire blanket that can be used in the galley.
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Suggested sidebar
Safety equipment required by the U.S. Coast Guard
•

Life vests (one per person)

•

Throwable device (such as a horseshoe buoy)

•

Fire extinguishers (number and size dependant on the size of the vessel)

•

Sound signaling device (and a bell for vessels longer than 12 meters)

Minimum additional safety equipment considered necessary for a coastal
passage
•

Safety harnesses and tethers for each person on the crew plus secure fixing
points in the cockpit and strong jack lines along the length of the deck

•

VHF radio (ideally one fixed and one hand-held)

•

GPS (ideally two)

•

Charts, plotting instruments and the knowledge to use them

•

Man overboard pole

•

Life sling (or other similar devices for recovering a person from the water to
back aboard the vessel)

•

Emergency inflating raft or, as a minimum, an inflatable dinghy, on deck,
with sufficient air in it that it will not sink

•

Fire blanket for the galley (if the galley will be used)

•

Apron and galley strap (if the galley will be used at sea)

•

A good first-aid kit and the knowledge to use it (such as Red Cross first aid
and CPR classes)

•

Repair items for the hull, rigging, steering, engine and any other system you
consider essential
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Getting off a Dock against the Wind


When you spend much of your working week moving boats around it gets pretty
straightforward. You learn to check which way the stern will move when you put
the boat in reverse, you can anticipate the way the wind will affect the boat and so,
most times it is not too difficult. Indeed with continued practice it gets easier so
that even aboard an unfamiliar boat it is possible to maneuver reasonably safely
and effectively. But even with lots of practice and experience there are some
situations that are just plain difficult and here it helps to have some specific
techniques to help solve the situation.
Recently I arrived at the office to find that the large motor sailor moored alongside
at the dock had to be at the yard for a haul-out by 10.00am. Getting away from the
dock was not going to be easy (Fig 1). A strong wind was blowing the boat directly
onto the dock and with its relatively high topsides the windage was considerable.
And to add to the difficulty, the boat was in a spot where there was little room to
move either forwards or backwards until the vessel was more upwind and in the
middle of the fairway.
The prospective owner of the boat was already at the boat and being a ships pilot,
he suggested the technique of springing the stern of the boat out from the dock. In
many situations this is a good technique to use and is both effective and impressive
as a method of getting away from a dock where you are being pinned by the wind.
Either the bow or the stern can be sprung off allowing the boat to then make way
away from the dock without hitting it or scraping alongside.
In many cases, springing the bow off is the favored technique as once this has been
accomplished you can engage forward gear and motor away. The method works
best when, in reverse gear the stern tends to move towards the dock but by using
the rudder to direct the prop wash it can also often be used even without this
effect. Firstly position a crewmember with a roving fender (one not tied to the boat)
near the stern. then rig a spring line from the stern of the boat to a cleat on the
dock roughly amidships (Fig 2). Ideally this line will be led from a stern cleat on the
boat around a cleat on the dock and then led back to the boat so that it can be
easily slipped off later by a crewmember on the boat. Then with the engine in slow
astern both bow and stern lines can be slipped. As more power is applied astern
the stern will kick in towards the dock (hence the need for the fender) with the
result that the bow moves out (Fig 3). Once the bow is far enough up wind, forward
gear can be engaged and the vessel move out away from the dock with the spring
line being slipped as way begins to be made.

S E A M A N S H I P

A similar technique can be used to spring the stern off by rigging a spring line from
the bow of the vessel to a cleat on the dock near amidships (Fig 4). This time
forward gear is used and as the bow moves forward (and is pulled in to the dock)
the stern moves out (Fig 5). Again a crewmember with a roving fender is needed
near the bow to protect the area as it comes into contact with the boat.
Both of these techniques work well when tied alongside floating docks or docks
where there are no obstructions above the surface of the deck. But where the
pilings are high or other obstructions exist then you have to be extremely careful,
as it is very easy to damage davits, stern rails or wind vane steering gear when
springing off the bow or, damage bowsprits when springing off the stern.
This was my concern with the large motorsailor that we had to move. Springing the
stern off was the only alternative as the vessel had a dinghy and davits at the stern,
which would almost certainly have caught between the piling on the dock. But in
any case there was insufficient water ahead to make this feasible. The better
alternative was springing off the stern but even here I was worried about the
bowroller (though strong) getting caught on one of the piling and I was uncertain
whether the boat would be able to get enough way astern to stop the bow being
blown more downwind once the spring line was slipped. Indeed none of us was that
familiar with the way the boat handled and we had no idea of how easy it would be
to steer going astern. For these reasons I opted for a less impressive and more time
consuming and cumbersome approach to the task. We decided to float a line down
from the upwind dock so that we could pull the stern out into the channel in a
controlled way (Fig 6). In fact had the boat not been fitted with a bow thruster we
would have led a similar line to the bow. In this way we could maneuver the boat
upwind into a clear area of water where the lines could be slipped and the vessel be
free to maneuver. In fact we used the stern line in this case not only to pull the
stern up into the wind but, by letting the bow blow down wind we were able to turn
the vessel around so that she could head forwards out of the fairway. Though it
was a more laborious method it worked perfectly and we were able to get the boat
away and off in a controlled manner. Had the engine quit or some other eventuality
occurred we could have held the boat from the stern at any time without risking it
being blown into any of the other boats.
Making the right decision as to how to get your boat into or out of your slip or away
from a dock in strong winds or currents is not easy. All of us want to appear
proficient and able to maneuver our boat on a dime and it takes courage to rig
extra lines or choose some method that is slow and somewhat cumbersome. But
the latter is always good seamanship. The faster flashier maneuvering may
impress, but the risk of damaging your own boat or someone else's is always
present. If you are not sure that a method will work in the prevailing conditions
then don't attempt it. Either try something a little safer or postpone the whole
maneuver until the conditions are easier. This way you won't have to deal with your
insurance company more than once a year when you pay your premium. And
remember the old adage about sailors: there are old sailors and there are bold
sailors but there are not any old, bold sailors!
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Steering a Boat Without a Rudder

Have you ever thought what would happen if your rudder fell off when you were out
sailing. The calamity is perhaps only one down from losing a mast. What would you
do? Could you still steer the boat? This question was posed to me recently when I,
along with a number of others, was taking a U.S. Sailing Instructors course. As
part of the class we each had to present a short lesson and mine was steering a
boat without a rudder!
Though not easy, this is possible and learning how will help you understand better
how your boat sails and how best to tune the rigging and set the sails. Imagine you
are out sailing on starboard tack with the wind on your beam (Fig 1). Your sails are
working to propel the boat forwards and to leeward but the hull section below the
waterline (Fig 2) including the keel (or centerboard) is resisting the motion to
leeward and so your boat moves mainly forwards. This underwater section that
stops the boat moving sideways is important. If the sideways push from the sails is
too far forward or too aft the boat will pivot rather than move sideways and the
boats course will change. To compensate for this happening the rudder is normally
used to keep the boat on course. But without a rudder, the only way to keep on
course is to set the sails so that no pivoting occurs.
The underwater section of the hull pivots around an imaginary point called the
center of lateral resistance (CLR). If a push were applied at this point the boat
would move exactly sideways. On a sloop rigged vessel the mast is placed close to
the center of lateral resistance (though in practice it is always forward of this
point). Now it becomes clear that if sailing only with a jib (Fig 3), the force of the
sail will cause the boat to pivot and the bow to move to leeward. In other words, a
boat with just a jib and without a rudder will turn away from the wind. The
opposite happens with the mainsail (Fig 4) and the boat heads towards the wind.
When the sails are set perfectly the forces from the jib and mainsail will be equal
and the boat will be balanced (Fig 5). This is the ideal, and those sailors who win
races will achieve this set nearly all of the time.
Without the rudder it should now be clear that you could steer the boat by using
the sails. If you sheet in on the jib and let the mainsail luff then the boat will turn
away from the wind; if you do the opposite and let the jib luff and sheet in on the
main it will head up into the wind. By slight adjustments of the sail trim you will be
able to steer!
The sails are not the only things that can affect the way the boat sails. The weight
of the crew is an important factor as is obvious when you watch any racing sailboat
beat to windward with the crew all leaning out on the high side.

S E A M A N S H I P

If the crew weight is too far forward, the underwater shape of the boat will change
as the bow goes down and the stern comes up (Fig 6) with the result that the center
of lateral resistance will move forward. Now there will be more sail area aft of the
CLR than forward of it and the boat will try and turn up in to the wind. The
opposite happens when crew weight is too aft. Moving the crew weight forward or
aft will help steer the boat.
When a sailboat heels over the effect is that it tries to turn up into the wind and to
stop this happening a lot of weight is needed on the rudder. When the boat is
upright, the combined force of the sails is directly above the center of forward
resistance (CFR) of the hull (Fig 7). The sails push forward and the drag of the hull
tries to prevent this. When the boat heels these forces are no longer above each
other and the effect is to turn the boat into the wind (Fig 8). It is therefore desirable
to keep the boat sailing as upright as possible to stop this happening and this
explains why a racing crew is always on the windward side when beating. You can
use this healing effect as another way to help steer a boat without a rudder.
And so when your rudder falls off you can steer your boat using the sails and the
weight of the crew as follows:
To turn the boat into the wind you can:
1. Sheet in mainsail and/or let out jib
2. Move weight forward
3. Heel boat to leeward
To turn boat away from wind you can:
1. Let out mainsail and/or sheet in jib
2. Move weight aft
3. Heel boat to windward

Next time you are out sailing try tying your rudder amidships and using the sails
and crew weight alone to steer the boat. This will certainly help you learn about
how your boat handles and will help improve your sail trim. But one piece of
advice: don't try this when there are lots of other boats close by!


