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Forewond

By Nick Hillier - Chairman Yachts
&

Ian Rycroft - Chairman Motorboats and
Waterlines Editor

The time has come to put down my varnish
brush and pick up my pen to write my first
Foreword to Waterlines. It is an honour to do
so. Soon after taking the helm as Chairman
(Yachts) in November, I was sent a copy of
Chuck Paine’s "My Yacht Designs” and I have
been absorbed reading it ever since. I hadn’t
fully appreciated how young Chuck was when
he came up with the Frances 26 design nor
had I sensed how exciting it must have been
when Peter Gregory secured a licence to build
the Frances in the UK in the late seventies.
Chuck’s early boats really do combine
seaworthiness and good looks in sharp
contrast to the mass-produced alternatives
that are around today.

As I write this, many of you will be making plans
for the new season but for most of us it will be
a compromise between meeting our commitments
to work/family and sailing but I hope even the
busiest of us will find time for the occasional micro-
adventure at sea.

This is probably an opportune moment to remind
readers what VSA membership can offer. First and
foremost it offers a directory of owners who are
a potential source of advice and enthusiasm for
your chosen vessel so I would encourage you to
make use of our website or these pages to share
your lessons learned or problems solved as well as
providing accounts of your sailing adventures even
if they don’t include great sea voyages. Rallies
provide a great opportunity for members to meet
but they do require somebody to take the initiative
and make the initial arrangements. Please feel free
to write to me or any member of your committee
if you need any advice on setting about this. We
do this twice a year here in the Solent. They are
informal affairs which amount to little more than
agreeing a date and then about half a dozen boats
meet for a glass on the pontoon before dining in a
local pub or sailing club. Our rallies are in no way
restricted to local members so if you plan to cruise
in the Solent area, why not make our rally one of
your objectives?

I am pleased to say that a few years ago I met
some of our Shadow members in their luxury motor
boats when I took part in the rally to Limehouse
on the Thames, organised by my predecessor.
Included among them was Ian Rycroft with whom I

now share the Chairmanship of the VSA. Although
I was rather envious of the comfort and volume
of their vessels, this was soon put into a proper
perspective when they admitted to their fear of
rough waters.

I owe a public apology to my predecessor for having
to be leant upon by our Secretary before taking
on the role of Chairman but I have to admit that
Committees are not really my thing. Having now
met my fellow committee members, I find myself
among a team of very friendly people with whom it
will be good to have an excuse to meet from time
to time. I say this to encourage others to put their
names forward as non executive members. We
could certainly do with a representative both from
the South West and the East coasts. Finally if it is
not too late, may I wish you all a very happy new
year and happy sailing in 2022.

By Kevin Misselbrook

When the Frances 26 was
built in the UK, Victoria
added

Marine
wooden

sensibly
coamings

either side of the cockpit.
These provide additional
protection and extend the
back support whilst seated
However,
if you ever need greater
visibility (especially when
heeling) then sitting up on
these thin cockpit coamings
can literally, be a pain in the

in the cockpit.

posterior.

In an attempt to alleviate the
problem, last winter I made an
extension to provide a slightly
wider “perch”. Although this
only extends the width of the
coaming by 40mm it does have
a beneficial impact. It doesn’t
transform the seating but it
does provide just a modicum
of comfort leaning back against

the lifelines and dodgers.

backrest fixed to the upper

lifeline would improve
situation further.

I also added a Spinlock
telescopic tiller extension which
allowed me to lean back and
steer without having to grow
longer arms !

I made the coaming extension
out of 40mm x 40mm iroko
being sold on Ebay for
woodturning. This was then
shaped, (and re-shaped)
sanded and dry-fitted before
securing with stainless steel
bolts and waterproof glue. The
whole lot was then varnished
and seems to blend in well.

Kevin Misselbrook

NO STANDING

ANYTIME




Rep Incu

Blue Opol'

calorifier

Gank

Towards the mid-end
of 2020, I noticed that
Blue Opal’s calorifier was
producing water with a
slightly brown tinge, and
made a note to investigate
it. The rest of 2020 went by,
and suddenly it was March
2021 and I still hadn’t done
anything about the brown
water. The original 16
litre calorifier, installed at
Warsash, was manufactured
by Quick Italy. I contacted
them via email to find out
if they had any dimensional
details of the unit, but alas it
was an old enough unit that
they did not. Thus, I had to
dive into the locker and try
to take some measurements
of the existing unit to work
out what I could replace it
with.

The short version is that
a modern Quick Nautic B3
1200W 20 litre unit fits in the
same space without any issues;
the key differences are the
spacing of the hose terminals,
and the modern unit is totally
encapsulated and of a uniform
size - the old unit exposes a
fair bit of the tank at the hose
end, and has a ridge at the
other end with some U-channel
material acting as trim. The new
tank is 500mm long, 300mm in
diameter, and the bracket base
adds 16mm to the “height” of
the tank (so 316mm).

The scene

The calorifier is fitted in the
port locker, with two brackets
mounted on a pad of glassed-in
wood. It's up fairly high - you
cannot see it without kneeling
on the cockpit sole and sticking
your head into the locker.
This is a distinct benefit for
replacement, because it means
even someone who is over 6
feet / 190 cm tall can actually
get into the locker and have
enough room to manoeuvre
around - just. I will just say
that my bruises have bruises,
mostly from the effort required
to lever myself out of the locker.

The original calorifier,
looking forwards

Looking from the cockpit
towards port

The plan

The plan, such as it was, was
fairly simple - empty the
contents of the tank, disconnect
the hot and cold hoses, get the
old tank out and then disconnect
the heater hoses from the
engine. Next up, remove the
old brackets because there’s
no way that Quick have
maintained compatibility over
30 years, and fit the new
brackets using the pad that
already exists (crossing my
fingers that the new brackets
are not significantly longer/
taller than the old ones). Then,
hook up the heater hoses to the
new tank, wrangle it into place,
secure the straps, and get the
hot and cold hoses on. Finally,
pressure and leak test.

Stage 1: Draining the old
tank

The first part of getting the
tank out was to drain it, or at
least drain as much water as I
could. I draw your attention to
the second image - for some
reason, the hot water hose
was connected to the fitting
that is clearly marked with
an arrow pointing towards
the tank (aka the inlet!). It
worked, but it was a bit odd
to see.

With no way for air to enter
the top of the tank, there was
no way for water to flow out
of the drain tap on the inlet.
Easy to solve, just attach the

supplied drain hose, stick it in
a bucket, slacken the hose clip
on the cold-water hose (which
is on the hot water outlet), and
water should flow out.

Alas, the supplied drain hose
doesn’t fit over the nozzle of
the drain tap. Ok, approach
number two - kneel in the
cockpit, and try to hold a bucket
under the drain. Turns out
this is really awkward; more
awkward than getting into the
locker, contorting my legs, and
trying to drain the tank with the
bucket nearly in my lap; not
comfortable, but it worked well.
I'd periodically lift the bucket
over the lip of the locker, and
pour the brown contents into
the cockpit. Eventually I just
took both the blue and red
hoses off, and let the water
pour into the bucket.

I should note that I was doing
all of this work alongside the
club, so that if I got stuck or
otherwise had problems, there
were people within shouting
distance. My phone was also
right to hand. The locker lid was
tied up out of the way so that it
could not drop on my head and
trap me, and the club boatman
was aware that I was working
in the locker.

Stage 2: Removing the old
tank

With as much of the water
drained out as possible, I
moved on to getting the bolts
that held the straps to the
brackets released. This required
getting out of the locker to
find an adjustable wrench (the
absolute best way to round off
the corners of a nut!), and when
that proved to be the wrong
tool, getting out of the locker
again to go and find a second
13mm socket and ratchet driver
from the boathouse toolkit.

It should be noted that I cannot
see what I'm doing when taking
these bolts out. I'm a tall bloke,

and despite sitting at nearly the
lowest point of the locker, my
head still clears the lip of the

The brackets, and the bolts
holding the straps

locker. Getting my head and
torso into a place where I can
see the bolts and operate on
them was not a thing that was
going to happen easily. Anyway,
it's a useful skill to be able to
feel bolts with your fingers, and
get tools to connect to them!

With a few imprecations, the
bolts came free, and the whole
tank dropped on me, though
not from a great height. At this
point, the 240V supply and the
heater hoses are still attached.
With some help from the
boatman, I wrestled the tank out
of the locker, receiving a brown
water shower for my troubles
(it wasn’t completely drained).
The heater hoses refused to
disconnect after the hose clips

were released, so a sharp knife
was used to separate the hoses
from the tank. A quick consult
of the manual for the old unit
let me mark the “from engine”
hose with a bit of electrical
tape. Nothing is ever simple
with a boat, and in 30 years,
the manufacturer had swapped
the inlet and outlet positions for
the heater hoses.

Stage 3: Bracket swap

The existing brackets were
indeed a completely different
setup from the new brackets
and straps, but I was able to re-
use at least two of the existing
holes. Both the new and old
brackets have elongated holes
for mounting, but for some
reason the old brackets had
extra holes drilled. Also, there
were three pairs of holes drilled
into the mounting area, so I
can only assume that someone
made a mistake when setting
up the mounting brackets.

Old calorifier released from the straps




Lining up the new brackets;
extra holes towards the right

With the dry fit done, and the
new holes drilled, the brackets
had to be taken back off
so that the straps could
be fed through the slots
at the top and bottom of
the brackets. The previous
straps were bolted to the
bracket, requiring four bolts
and at least four nuts. The
new design has a reduced
parts cost by only needing
two bolts and two nuts, and
also uses metal that's half
the thickness of the old parts
(on the brackets at least, the
straps had a similar thickness).

I was a bit nervous about the
length of the screw for the top
right mounting hole - the screw
was getting really hard to turn
before it had fully tightened, so
I used a stack of penny washers
to reduce the depth the screw
had to enter the pad.

Straps inserted through the
brackets, and all screws
in place

Stage 4: Install the new
calorifier

The plan here was to connect
the old 240V wires to the
terminals in the new calorifier,
eschewing the cable that came
with it, as getting that cable
installed would have meant
taking the trunking cap off,
snipping a bunch of cable ties,
and opening up the breaker
box. As I'm not an electrician, I
left the breaker box alone, and
just connected the wires to the
correct terminals. Quite happy
about this, as the supplied
cable doesn’t use tinned copper,
nor was the copper crimped; it
was just straight into the screw
terminals.

Setting up for the old cable to
be connected; there's even a
strain relief bit!

With the power connected, the
next set of connections to be
made were for the heater
hoses, and this is where 1
made a mistake. Connecting
them in the cockpit meant it
was really easy to get them
on and clamped in place,
and also meant I could run
the engine for a few minutes
to make sure that the
hoses were getting warm in
the correct sequence (the
documentation mentions
a non-return valve, but
doesn’t say if it's on the
heater hoses or the cold/hot
hoses).

Heater hoses connected,
240V connected, testing
the engine cooling

Next up was hoisting the
tank into position against
the brackets, and somehow
simultaneously holding the tank
in position, closing up one of the
straps, fitting the bolt into both
ends of the strap, and getting a
nut on. Now, I don’t know about
you, but last I checked humans
only have two hands, not four,
SO copious use was made of
knees and legs to hold the tank
up, while contorting myself to
pinch the strap ends together
with one hand, and get the bolt
and nut on with the other hand.
It got done, but it was ... not
easy.

Both straps on, but the ends
aren’t in the final position yet

The act of bringing the calorifier
into the locker, rotating it to the
correct orientation, and then
routing the hoses over the top
of the brackets put a sufficient
twist into the hoses to nearly
close them off. So out came the
7mm socket and ratchet driver,
and a quick release of the clips,
twist the hoses, tighten the
clips sorted everything out with
a minimum of warm engine
coolant being spilled on me.

Finally, the red and blue water
hoses were connected, and it
was time for the pressure test.
Out of the locker for what felt
like the 30th time (I periodically
had to haul myself out of the
locker to cool off and stretch),
and down below to start the
engine, turn on the fresh water
pump, and open the hot tap
in the galley. After a minute

of the pump going, and dirty
water being spat out of the
tap, it started to run clean and
consistent, so I concluded that
the tank was full. Turned the
pump off, closed the tap, and
shut the engine down.

Back into the locker to check
on the fittings for leaks, and
to my chagrin, all four fittings
were leaking at the brass-
stainless interface. Not enough
PTFE! This called for a cup of
tea, and a chinwag on the club
deck before being tackled. After
that break, I decided that I'd
tackle the leaks the next day,
since it would mean removing
all of the hoses, and all of the
fittings, and rewrapping the
threads with double or triple
the amount of PTFE tape. It
was a good call, because on my
return to the mooring, I only
had about 20 cm of water under
the keel in the channel out from
the club, and the tide was still
on the ebb.

Stage 5: Redoing the PTFE

So, back down the next day to
sort the fittings out. Physics to
the rescue again for the hot and
cold hoses - with the hot tap
closed off, and the hot hose still
connected, I could disconnect
the cold hose and only a few
tablespoons of water came out.
Brass fitting off, way more PTFE

tape applied, and the fitting
was cranked on just that little
bit harder. The fitting for the
cold water hose also doesn’t
thread all the way down for a
face seal; the threading on the
stainless is only about half of
what's present on all the other
inlets/outlets.

Cold back on and clamped.
Hot hose off. Repeat the PTFE
work. Put the fitting back on,
and tighten it down just that
bit more than I had before to
get a good face seal. Repeat
for both of the heater hoses,
though for these I couldn’t take
advantage of physics, and had
to have a bucket under the
hoses to capture all the liquid
that poured out.

With everything connected up
and tightened up, I did the
same pressure and engine
test, and after 10 minutes at
pressure and engine running, a
bit of paper towel held against
the fittings came back dry -
success! I should point out that
this still took me several hours
to do, due to it being a warm
day; I was levering myself out
of the locker every 10 - 15
minutes to cool off (and thanks
to a fellow club member who
reminded me to have a drink of
water).

Everything hooked up, strap bolts in their final position
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All of the parts were bought from SVB in Germany.

® Nautic Warm Water Boiler B3 - 20 litre (42193)

® Maestrini hose nozzle, brass MS58 -

® Maestrini hose nozzle, brass MS58 -

® Magnesium anode for B3 boiler — spares (40248)

At the time of purchase in 2021, the bill was €500.

2" thread, 12.7mm hose diameter (11561)
2" thread, 15.9 hose diameter (11578)

Blue Opal is a Victoria 34, in the master cabin layout; where most Victoria 34s have a
wet-locker, chart table, and quarter berth, she has a heads and a chart table where you
sit with your back to the galley, facing the starboard hull. With the heads moved aft, the
forward berth is commensurately larger. I bought her in late 2016, and in early 2017 she
came to Ireland after having works done at the yard in Conwy.

Rep Iacn

Blue Opol'

calorifier

tank

1: You can never have too
many penny washers in the
bits box. I have multiple
compartmented plastic
containers holding various
things like washers, Wago
connectors, nuts, bolts and
so on. They live on board all
the time, as I never know
when I'll need them.

2: Connecting the heater
hoses in the cockpit made
sense at the time, and allowed
me to check that coolant flowed
properly, but created more
work for me when I was down
in the tight space of the locker
and needed to undo them to
get the kinks out.

LESSONS LEARNED

3: Some Jubilee-style clips
have really sharp ends; I
shredded the pocket of the
shorts I was wearing, but better
the shorts than my leg. Check
your clips, and see if they need
rubber caps.

4: Smaller Jubilee-style dips
(since  that's actually a
trademark, and did you know
they’ve been made since 19217?)
can be driven with a 7mm
socket. This makes it so much
easier when working in tight
spaces where a screwdriver
would be hard to fit, and socket
drivers don't slip off very easily.

5: The cheap and cheerful
socket set from Halfords
includes a screwdriver handle,
and the handle has a 4" square
drive in the end, allowing you
to use the ratcheting handle
to get some torque applied
when tightening up slot-headed
screws.

Vietotia Cup

/3@51? ofog Cup

Congratulations to
Adrew Gleadle (left)

on winning the Victoria Cup,

presented by Jon Spencer

2021

FUNNY
BOAT
NAMES

We have all seen them, the
boats with the humourous
names. The list is almost
endless so rather than fill a
full page, here are some of
the better ones I've seen or
been told

I have included my own boat
name in the list for no other
reason than I think it’s rather
good and as the editor of
Waterlines the power has gone
to my head!

O K X X X K K X X X X X X ¥

Congratulations to

John Willis
for winning the Best Log Cup

2021

Sea Seior * Forced Family Fun
Usain Boat * Unsinkable II
Water You Lookin” At? * Main Mistress

The Codfather * Fishizzle

Nacho Boat * Zombies Can’t Swim
Cirrhosis of the River * Favorite Mistake
Feelin’ Nauti * Finally

Aquaholic * Here Lil’ Fishy

Yeah Buoy * Wine Down Time

Knot on Call
B-Yacht'ch

Hydro Therapy
Pier Pressure
Fishful Thinkin’
She Got the House

11
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34

Hydrovane self-steering choice and installation

I have owned and
sailed offshore cruisers
for over thirty years,
and they have had
both electronic and
wind vane steering
equipment. Most of the
electronic autopilots
that I have owned
have been designed for
moderate displacement
craft and sea conditions
with the most powerful
and capable being the
Raymarine ST7000
linear drive, which is
installed on ‘Anitra’ -
my Victoria 34.

Whilst electronic autopilots
technical advancement
has vastly improved over
the past three decades,
they still need power and
can and do fail for many
reasons. Failures whilst
sailing inshore isn’t such a
concern; however, sailing

offshore or on longer
sailing trips can become
an issue especially if you
are sailing short-handed.
This is where self-steering
gears come into their own.

Wind vane self-steering
solutions are not cheap,
and it is difficult to justify
the cost unless you plan
to make proper use of
them. That said, self-
steering units can be used
successfully for coastal
sailing, and they are
magical mechanisms to
watch when they are in
operation.

An interesting little book,
which is long out of print
called “Self-Steering”
was published in 1975
by Tom Herbert and ‘The
Amateur Yacht Research
Society’. This publication
discusses the history
and development of wind
vanes and goes back as far

By Charles Grossie

as 1957. It does include
details of the early Aries
and Hydrovane gears
amongst many others
including the Hasler servo
pendulum.

Many of these self-
steering gears have
been in production and
development for many
years. Examples of these
that I have personal
experience of owning
include the following:

Hydrovane

(1968 - present day)
designed by Derek
Daniels.

Aries

Lift-up #5 (1981 -
1992) designed by Nick
Franklin.

Monitor
(1975 - present day).

There are of course many
other longstanding and
reputable brands and

designs of wind vane,
which I have no personal
experience.

I have always had a
fascination of the servo-
pendulum wind vane and
in the mid 90’s I installed
an Aries ‘lift-up’ design
on my Rival 34. The Rival
had a long shallow fin and
skeg arrangement (like
that of the Victoria 34)
and displaced 5400 kg
unloaded. The Rival 34 is
a tiller steered yacht and
the tiller-pilots that I had
at that time, tended to
be underpowered and not
able to respond quickly to
directional change. The
Aries was an amazing
piece of equipment and
could steer the Rival
almost perfectly especially
in heavy winds and sea
state. Servo-pendulum
gears (mostly) use the
ships main rudder and
therefore require steering
lines to be installed in
and around the cockpit
coaming, which always
causes obstruction and
takes a little while to setup
and disassemble. This was
my main dislike for this
style of wind vane. That
said, it was extremely
efficient, was silent and
easy to maintain. It also
allowed me to take my
two young children with
me on sailing trips to the
West of Scotland.

After selling my Rival
in 2003, I purchased
a Biscay 36 ketch. It
had a full keel and was
significantly heavier with
a displacement of 7100 kg
(I believe it was heavier!)

unloaded. It came with a
~1984 Hydrovane VXA11l.
Back in 2003, this unit was
almost 20 years old and
required rebuilding as the
Delrin bearings were tight
and the unit didn't move
freely. After an arduous
rebuild, the refurbished
unit performed quite well,
but wasn’t asresponsive as
the Aries. The Biscay was
wheel steered and I liked
being able to engage the
Hydrovane once I had the
sails set; yacht balanced,
and the wheel locked. No
messy lines crossing the
cockpit. The Hydrovane
is an auxiliary rudder
and there are extremely
high loads on the lower
mounting. I noticed that
there were significant
stress fractures apparent
on the transom around
the lower single mounting
bracket/pad. Despite a
substantial backing plate!

Another aspect of the
servo pendulum, which
I also had experience
of on a friends Rival 38
was the excessive wear
on the wheel steering
unit. The Aries performed
faultlessly on the Rival
38, but the steering lines
attach to a drum which is
fastened to the steering
wheel. The bearings failed
in the Whitlock steering
pedestal, but granted, he
had completed a few long
offshore passages.

Decisions Decisions

At one stage I had
actually bought a current
model Monitor; a Danish
built Aries, and a current
almost new Hydrovane.

All of them sitting in my
garage!

All three of the above wind
vane designs have been
installed on many Victoria
34’s and John Willis has
a Hydrovane (named
‘Hercule’) installed on his
lovely Frances 34 ‘Pippin’.
Apart from liaising with
John and asking for his
opinion on the success of
the Hydrovane installation
on ‘Pippin’ (which was very
positive), I haven’t been
able to obtain anyone’s
direct experiences of
the Aries or Monitor that
have been installed on
the Victoria 34. However,
I know that they should
work perfectly if installed
correctly. Paul Heiney has
sailed his Victoria 38 ‘Wild
Song’ to Cape Horn and
back with his Monitor and
other than chafing to the
steering lines, the Monitor
and the steering pedestal
didn't falter.

One additional and
significant design feature
of the Hydrovane is of

course that it provides
an emergency rudder
by default. One of the

downsides is that the
steering rudder cant be
raised clear of the water
when not in use. You must
physically remove it. Easy
if you have a scooped stern
with a platform, but difficult
if you have a conventional
transom, which requires the
use of a dinghy or similar.

I weighed up the pro's
and con’s for the servo-
pendulum and Hydrovane
units and decided on the
Hydrovane.

13
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Installation
considerations

With the decision finally
taken and the installation
to consider, I referenced
the Hydrovane installation
documentation which is
readily available from
the https://Hydrovane.
com web site. Guidance
to approaching the
installation is provided in
addition to ‘things to note’
if you are considering
buying a second-hand
Hydrovane. I was already
familiar with the various
models of Hydrovane, so
had a head start when
I was looking for my
Hydrovane. The current
VXA-1 and VXA-2 units
have had some significant
updates since 2009 and
it is important that you
know what the main
differences are before
buying a second-hand
unit. I purchased the VXA-
2, which has the remote
course setting option.

The Hydrovane self-
steering unit can Dbe
mounted off-centre, which
provides great flexibility to
the yacht owner, especially
if the stern of the yacht
has a wide transom with a
scoop and has a boarding
ladder centrally mounted,
as an example.

Figure 1. Hallberg
Rassy 36 MKII

For me, I wanted to mount
the unit amidships on the
centre line.

Figure 2. Examples of
the Hydrovane installed
on a Victoria 34

The Hydrovane web site
provides an extensive
gallery of photos of yachts
with  Hydrovane units
installed. You can browse
by yacht brand/model
or simply browse similar
designs to what you may
be considering.

I managed to obtain the
engineering drawings
for the installation of a
Hydrovane unit mounted
on a Victoria 34 from
Hydrovane. This only
provided a side elevation
view but was enough to
understand how the unit
was to be positioned.
Also, the ‘standard’ length
shaft is suggested, but the
longer shaft options could
also be considered if you
wanted the drive unit and
wind vane to sit higher up
above the transom rail or
push-pit arrangement.

Figure 3. Hydrovane
VXA 1 or VXA 2
engineering drawing
for a Victoria 34

The next stage was to
pay a visit to my Victoria
34 and look at how the
installation  would be
undertaken. As ‘Anitra’
was out of the water for
the winter, it was good to
be able to walk around her
and look up at the stern
profile which provided a
good understanding of the
positioning and challenges
that lay ahead.

Internally, access inside
the starboard aft locker

is very good, but there is
restricted access up and
under the stern hull/deck
moulding to allow you to
get at the backstay chain
plates fixings as this is
where the upper mounting
for the Hydrovane would
be facilitated.

On the port side, there
is an internal fibreglass
moulding which provides
a gas locker and some
extra storage. However,
access to the transom
isnt possible. I also
looked at the possibility
to gaining access via the
main port side locker from
the cockpit, but this was

pretty much impossible.

Even at this early stage
of the inspection, it was
clear to see why an offset
installation would make
sense, i.e., offset to
the starboard side. Few
obstructions to hinder
a standard installation.
However, I was still intent
in mounting the unit on
the centre line.

Mounting bracket
options and hardware

Hydrovane provide
several options in respect
of mounting brackets and
associated hardware. The
information they provide
from their web site is as
follows:

Every installation
requires two brackets - a
combination of the three
brackets we manufacture.
The brackets required are
entirely dependent on the
transom of your boat.

15



16

Figure 4. Hydrovane
mounting brackets -
the three options

H ‘Hinged’ Bracket -
Every installation must
have at least one H
Bracket. The 'H’ bracket
is located at about the
closest point from the
shaft to the stern.

E ‘Elbow’ Bracket - This
is the single strut bracket.
It can be more difficult to
install but is less expensive
than the A bracket.

e It is the only bracket
without a hinge,
meaning the angles
are fixed and must
be accommodated by
using timber pad(s)
to accommodate the
contour of the hull
and the difference in
angles.

e Fixed Angles - Each of
the castings at either
end of the Strut (Stay
Tube) hold the tube at
an angle of 15 degrees.
The result, depending
on the direction the
castings are positioned,
creates aggregate

angles of either 30 (15
+ 15) or zero (15 - 15)
degrees.

e The Strut is provided at
a maximum length of
18", to be cut down to
required length.

A ‘Double Strut’
Bracket - The A bracket
is Hydrovane’s biggest,
strongest, and most
versatile bracket. The A
bracket solves the most
difficult installation issues.

e Arms swing up or down
vertically

e Arms open in or out
from 40 to 80 degree
separation (as of
summer 2013 - prior

model fixed at 40
degrees)
e Transom attachment

flanges fully rotate to
become flush with any
surface.

e Strength - Engineers
love triangles

e Struts/tubes can be
cut to any length.
Struts are provided at
31”7, to be cut down
as necessary. Some

installations require
even longer tubes,
which Hydrovane’s can
provide.

In all cases, the hull
mounted bracket bases
must have a wooden
or plastic pad installed
between the bracket and
the hull. The pad must be
profiled ensuring that it
matches any curve that
may be present on the
transom, i.e., whenever
the bracket is bolted in
place and tensioned, the
hull must not be subjected
to any flexing.

Selected mounting
options

Given the design of the
Victoria 34 transom, the
upper mounting required the
H bracket. The backing pad
needs to be at least 3” thick
to provide distance between
the Hydrovane control head/
wind vane counterbalance
and the push-pit. For a
centre-line mounting, the
H bracket needs to be
mounted over the backstay
chain plate, which effectively
straddles it.

Based on my prior
experience of  stress
crazing on the transom
of my Biscay 36 and
experiences of a good
friend who experienced
the lower E bracket failing
on his Tradewind 35 (9000
kg unloaded), I opted for
the very strong A bracket
option. The Golden Globe
Race (GGR) 2018 entrants
who installed Hydrovane
units used the A bracket
and completed the race
had no issues to report.
Those who are preparing
for the GGR 2022 such
as lan Herbert-Jones has
installed a Hydrovane
unit on his Tradewind 35
‘Puffin’ and he has used
the A bracket for the lower
mount.

I don’t intend to sail in
the Southern Ocean, but
I wanted my installation
to be as strong as is
reasonably possible. I
opted for the A bracket,
and I managed to buy a
used unit from another
Hydrovane user who had
changed boats and no
longer needed it. Even
though this wasn’t new,
it was still relatively
expensive. This was the
original version which
had a fixed spread of
40 degrees but turned
out to be perfect for my
installation. Ample lengths
of the heavy walled
stainless-steel tubing
were provided too.

Figure 5. My
Hydrovane mounting
brackets - the ‘H’ and
‘A’ brackets

Transom access via
the gas locker

I still wasnt 100% sure
that I could successfully
mount the A bracket
given the restrictive
access to the port side
of the transom because
of the gas locker being
an internal moulding. I
weighed up the options
in respect of where to cut
an access hole in the gas
locker. T also checked to
ensure that the surface of
the gas locker moulding
was mostly flush before
proceeding. I opted to drill
a few 3mm holes in the
rear of the gas locker inner
GRP moulding using these
holes to test the distance
between the gas locker
and the inner surface of
the transom. The distance
was on average ~40mm,
which  wasn’t massive,
but enough to allow for
an internal backing plate,
washers and nuts to be
positioned. With this being
the gas locker, I needed
to ensure that I selected
a watertight hatch cover
that used an ‘0’ ring as a
seal. I selected the ‘Allen’
brand hatch cover and
ordered it from Force 4

Chandlery (UK). Hatch
cover PN: M860831 -
145mm Grey, ‘O’-ring seal
PN: M850992. This gives
a 145mm access hole
once installed. Obviously,
don’t install this until you
have finished installing
the Hydrovane bracket
(backing plate, washers,
and nuts from the inside).
I made a cardboard
template of the cut-
out which is 157mm in
diameter. This meant that
no mistakes were made
when marking the position
and size of the cut-out on
the rear gas locker GRP
panel. Once the cut-out
was marked up with a
marker, I drilled a series
of 3mm holes around
the circumference with a
battery powered drill. I
then used a new full size
hacksaw blade with an
adjustable handle (like a
pad saw) to cut around
the drilled circumference.
I faired off the inner face
of the cut-out with a half-
round file. I vacuumed the
fibres and dust away to
help minimise skin and eye
irritation. This was now
ready for the installation.
Afterwards, I used CT1
clear sealant to seal the
Allen hatch cover body
onto the GRP gel coat. To
hold it in place, I used A4
grade M3 pan-head slotted
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machine screws (20mm
from memory) complete
with washers and nuts. 1
ensured that the sealant
sealed the unit properly
remembering that this is
a gas locker. I also made
sure that the ‘o’ ring was
adequately lubricated
using Vaseline. Please
note that the lower and
smaller hatch cover is not
needed for the Hydrovane

installation].

Figure 6. Port-side gas
locker — preparation
for transom access
and hatch covers
installation

Backing pads,

backing plates and
associated hardware

Rather than buying
the backing pads from
Hydrovane, I made my

own from lengths of 1”
thick iroko planking that
I had in the workshop
(old science laboratory
benches!). For the upper
H bracket (as mentioned
earlier), I needed to make
a backing pad which
required at least 3” space
between the hull and the
hull mounting bracket.
I needed to laminate 3
pieces of 1” iroko. The
hull  mounting bracket
was used as a template
and I allowed for a
border of 10mm before
cutting the planking.
After preparation, I used
waterproof glue to glue
the three pieces of 1”
plank together. I wused
G-clamps to compress
the iroko pieces using soft
wood between the faces
of the clamps to prevent

compression damage. A
few days later, I was able
to trim the Ilaminated
block of iroko before using
an upturned belt sander
(clamped to a ‘Workmate’
portable workbench) to
profile it. This took a while
but worked very well.

The two backing blocks
that were needed to the

lower A bracket mounting
pads only needed to be 1”
in depth, so only had to
be cut and profiled again
allowing for a 10mm
border. The upturned
sander was used again to
profile them.

Using the H and A hull
mounting brackets as
templates, clearance
holes should be drilled in
the mounting pads.

Figure 7. Hydrovane
mounting pads - the
three options available

As I had been researching
and planning the
Hydrovane installation for
some months, I had time
to order up various items
of mounting hardware.

All the bolts, washers,

locking washers and Nyloc
nuts were A4 grade marine
grade stainless steel.

Thefollowingweresupplied
by Highland Fasteners
Limited, Oban (UK) www.
highlandfasteners.com

2 X M10 X 140mm part
thread hex headed bolts
(top H bracket)

4 X M10 X 80mm part
thread hex headed bolt
(lower A bracket - each
side)

Note: I also ordered a
range of bolt lengths
which included 100mm,
120mm and 130mm to
allow for variables during
the installation.

The following were
supplied by Bolt World.
www.boltworld.co.uk

3 X M10 X 60mm fully
threaded counter sunk
socket head (replacement
longer bolts for middle
three back-stay bolts)

Backing plates can be
made of marine grade
aluminium and Hydrovane
can provide these too.
However, I had access to
0.25"” A2 stainless steel
plate, which I cut to size
using the Hydrovane H
and A bracket bases as a
template for hole spacing.
Slightly oversized holes
should be drilled as the
transom is curved. If I
were doing the installation
again, I would wuse
aluminium as it is much
easier to work with.

Figure 8. Hydrovane ‘H’
bracket mounting pad
and backing plate

The backing plate for the
top H bracket was designed
so that it would sit behind
the middle three back stay
chain plate. Ensure that
all the holes are drilled
slightly oversized as the
backing plate will need to
flex towards the transom
once tightened.

The installation
Part 1

With the vyacht out of
the water, I positioned a
trestle at the transom.
This made it easy to stand
at the correct height when
working on the upper H
bracket. The first task is to
take some of the tension
off the rear back stay
and then start removing
three out of the five rear
backstay countersunk
bolts (middle three). The
nuts and washers needed
to be slackened and
removed from inside the

starboard locker reaching
up inside the transom.
This is awkward.

With the nuts and washers
removed, three of the new
longer 60mm countersunk
bolts can be inserted, but
not fastened at this point
as there is the fitting of the
top H bracket 3” deep iroko
backing pad to complete.
A centre line between the
mounting holes on the
block is required before
marking up the width of
the back stay chain plate
(on the hull facing side of
the block). This is to allow
for a channel to be cut
into the block to allow it to
straddle the chain plate.
See photos overleaf. Using
a tenon saw, cut to an
initial depth of 8mm and
then chisel out the slot.

It is now a case of
presenting the top
mounting block against
the externally mounted
rear chain plate to see
how well it fits over the
chain plate. As the rear
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face of the block needs to
be profiled to the curve of
the transom, you will need
to deepen the channel in
the block. A trial-and-error
approach is required until
it fits flush against the hull
and in between the top
and bottom countersunk
chain plate countersunk
bolts. There should be no
gaps visible between the
block and the transom.

If you have someone
to assist you, now is a
good time to accurately
position the 3" backing
block equally spaced
between the top and
bottom countersunk bolts.
The block should be held
horizontal and then using
one of the holes as a guide,
a hole should be drilled
into the transom using the
same size clearance drill (I
used a 10.5mm drill). The
transom is approximately
10mm in thickness, so
will take a while to drill
through. Using one of the
long 10mm mounting bolts
to lock the block in place,
and firmly holding the
block against the transom,
drill the second hole. You
can now insert a second
10mm mounting bolt to
see how things align.

Figure 9. ‘H’ bracket
and mounting block
positioning and fitting

You will how want to see
if your backing plate fits.
This will be awkward, so
have patience.

Once you are sure that the
backing plate fits OK and
that all the bolts protrude
through the backing plate
adequately, allowing for
washers and nuts to be
fitted and tightened up,
then you can remove the
backing plate for now.

Remove the 3 new
countersunk bolts. I used
a butyl-based mastic
instead of Sikaflex 291
to bed the bolts back
into their apertures. You
can now put the backing
plate back in place and
you will need someone
to assist with holding the
bolts in place whilst you
position the plate and
place locking washers and
ordinary (non-Nyloc) nuts
in place. Whilst tightening
the 3 bolts, you should
place the mounting block
back in place against the
transom with the bolts
through the transom
ensuring that the backing
plate is aligned. You may
need to try it a few times
before the 3 countersunk

bolts are finally tightened.

I then put the 3” mounting
block back in place again
and used masking tape to
mask off the transom area
around the edge of the
block. This is to make it
easier to clean off excess
mastic once the block has
been mounted and firmly
bolted in place. I then
removed the block again.

I then applied the butyl-
based mastic on the
bottom of the H bracket
ensuring that it was evenly
spread. I then ensured
that the mounting bolts
had some mastic applied
to the just below the hex
heads and that washers
were added before
locating the H bracket
onto the 3” mounting
block. Both  mounting
bolts were then pushed
through. Note the correct
orientation of the block
and the H bracket. Repeat
the process of applying a
layer of the butyl-based
mastic on the bottom of
the mounting block. The
mounting block complete
with H bracket should now
be pushed in place and the
bolts fully pushed through
the transom and through
the backing plate on the
inside. Again, you will need
someone to assist with

holding the mounting and
block in place and ready to
hold a socket or a spanner
on the M10 bolt heads
whilst you position locking
washers and Nyloc nuts on
the mounting bolts. This
will also be awkward but
keep at it. It will be easier
for you to hold the nuts
with a spanner and ask
your assistant to rotate
the bolts from the outside
until they are tight. You
will need to complete the
tightening from the inside
though.

Figure 10. ‘H’ bracket -
internal preparation for
installing longer back
stay chain plate bolts
and backing plate

You will now need to
remove the excess mastic
with a cloth or paper
towels using white spirit to
really clean up the joints.
You can now remove the
masking tape from the
transom.

The hardest part of
the installation is now
complete.

The installation
Part 2

The nextstageistoprepare
the main Hydrovane unit
for presentation to the H
bracket on the transom.
This is a 2-person job as
the complete Hydrovane
unit is heavy (more than
30kg).

The shaft mounted half
of the H bracket needs
to be positioned several
inches below the alloy
drive unit and gently
tightened to prevent
it from slipping.
Your assistant will
need to help you
lift the unit onto the
trestle and both of
you can then lift the
unit up vertically,
holding it close to
the H bracket on the
transom. Using the
supplied stainless-
steel bolt and plastic
washer/spacers
locate and secure
the unit in place. You
will want to tighten
up the H bracket
bolts ensuring that
the Hydrovane shaft
doesn’t slip.

With the Hydrovane now
secured via the H bracket,
you can now slip the
shaft mounted portion of
the A bracket onto the
main shaft from below
tightening it gently so as
it doesn’t slip off.

To assist with the vertical
and lateral alignmentof the
Hydrovane, it is helpful to
fit the Hydrovane steering
rudder ensuring that the
locking pin is installed.

You then need to centre
the Hydrovane rudder
blade. You may need to
slacken the H bracket
shaft bolt slightly to allow
the shaft housing to
rotate. Tighten it up once
the rudder is aligned. You
will need to locate several
large building blocks to
build up a solid platform
to just below the bottom
of the Hydrovane rudder.
You can then use wedges
of wood to hold the base
of the rudder blade in
place once you are happy
with the alignment. I
used a short spirit level
to supplement my visual
alignment; however, you
need to ensure that your
Victoria 34 is sitting level
in all planes if trusting the
spirit level.
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Figure 11. ‘H’ bracket
installed and Hydrovane
unit attached ready
for vertical and lateral
alignment

The installation
Part 3

The original A bracket has
a set angle of spread =
40 degrees. The two legs
can freely move up and
down and the transom
mounting brackets rotate
to allow flush mounting.
The challenge here is to
get the length of the tubes
the correct length between
the Hydrovane shaft
portion of the A bracket
and the transom mounting
brackets. I located some
mild steel table legs from
a (IKEA brand) table with
a 2" outside diameter,
which I cut to approximate
length (9” in my case) and
used them as templates.
The heavy walled 316
stainless steel mounting
tubes are hard to cut and

expensive, so no room for
mistakes.

I started with the
starboard side leg of the
A bracket and assembled
both ends of the fixtures
using the ‘template’ tube
to connect them together.
The hull mount was also
bolted on to the starboard
leg before positioning
with the block against
the transom. Remember
that the mounting blocks
need to be profiled to
the transom too ensuring
that no distortion of the
transom  occurs when
tightening up the mounting
bolts/backing plate
arrangement. Refer to
the Hydrovane installation
instructions ensuring that
you note the relative
position of the lower A
bracket onto the main
steering shaft sleeve. With
the Hydrovane unit still in
its mounting position and
with the mounting block
profiled to the transom,

I used masking tape to
secure the  mounting
block in place onto the
alloy transom mounting to
make it easier positioning
it against the transom for
drilling purposes. Once
I was happy with the
position of the leg against
the transom, I used the
10.5mm drill bit to drill
one of the holes. I used
one of the 10mm bolts as
a guide before drilling the
second hole. Again, the
transom is ~10mm thick.
I removed the masking
tape and again used the
butyl-based mastic to
apply a coating between
all the bracket and
mounting block surfaces.
I then applied some of the
butyl-based mastic to the
tops of the 10mm bolts
just below the hex head
ensuring that a SS washer
was installed first. Some
help is recommended at
this stage to hold the bolts
on the outside while you

install the internal backing
plate, washers and Nyloc
nuts. I also applied butyl
mastic to the rear of the
internal  backing plate
close to the bolt holes. The
mounting bracket should
now be fully tightened up
and again using a cloth,
paper towels and white
spirit to remove the excess
mastic from the transom
and bracket joints. With
this cleaned the starboard
mounting clamps should
be tightened onto the
‘template’ tube as this will
lock the position of the
Hydrovane firmly in place
and won’t move.

Figure 12. ‘A’ bracket
starboard backing plate
mounted inside the
transom

You now need to repeat
this process for the port
side leg of the A bracket,
ensuring that its height is
the same as the starboard
side. Assistance is required
when you are ready to
position the backing plate,
washers and Nyloc nuts.
This is more awkward
given the restricted
access, so expect to drop
a few washers and nuts in
the process.

With the starboard A
bracket leg still firmly
clamped in place, you can
remove the inner clamps
and tubing on the port side
from the A bracket shaft
mounting and the transom
mounting. You can then
proceed to measure and
cut a length of the heavy
walled SS tubing. I used
a portable workbench,
electric handheld grinder
with a cutting disk meant
for cutting SS. I measured
and marked up the
circumference on the tube
before cutting it. Take care
of the sharp edges and file
these off before refitting
the bracket leg. I used
waterproof grease on all
contacting surfaces when
assembling. Fully tighten
up the port side leg clamps
and mounting bolts before
repeating the process on
the starboard side. You
need to check and tighten
all the mounting bolts
ensuring that the unit
cannot move or rotate
once it is under load.

Figure 13. ‘A’ bracket
installed and tightened
ready for use

The installation is now
complete, and you can

finish off installing the
hatch cover inside the port
side gas locker.
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Wind vane options

As I have a wind generator
mounted on a pole to the
port side of the transom,
the air draft with the
standard wind vane
needed to be considered,
so I bought a stubby wind
vane. The shorter vane
ensures that there is no
interference between the
units.

Sea trials and
thoughts

The installation was

successful and my
initial sea trials were
straightforward and

without any issues. With
the yacht balanced and
set on the desired course,
the Hydrovane was
engaged and took over
steering ‘Anitra’. I haven't
had the opportunity to
try out the Hydrovane on
an extended passage or
rather heavy conditions,
but I am confident that
it will perform very well.
The build quality and
robustness of this unit
is very pleasing. Buying
the unit in addition to
the A bracket and stubby
wind vane wasn’t cheap,
but like everything in
life, you pay the price
for quality. It was very
satisfying researching and
installing the Hydrovane
myself knowing that each
component has been
carefully selected.

Figure 14. ‘Anitra’ sailing with the stubby wind vane

Reference information

Hydrovane Self Steering Windvane

https://hydrovane.com/

The Hydrovane is the product of an engineer’s lifetime passion.

Derek Daniels, an engineer from Nottingham, England, was the founder and
inventor of the Hydrovane in 1968. He made it his life’s work.

The initial concept was to develop a system better than the standard servo
pendulum windvane. Hydrovane and Aries were the first two windvanes on the
market in the 60’s. An early Hydrovane was used by Herman Jansen for his

solo circumnavigation in 1972. Others followed - notably Leslie Powles, whose
remarkable non-stop circumnavigation via the five great southern Capes, confirmed
its reliability. The Hydrovane soon gained recognition in England and Europe for its
clever engineering and robustness.

Over the years there have been 11 different models (ex. FDA, Series 5000, Series
1200 - VXA-1 and VXA-11) although the significant changes occurred in the 70’s
and early 80’s.

These culminated into the VXA-1
/ VXA-2 model which has been
predominant since 1986 and
continues to be developed today.

Hydrovane Head Office

(sales, marketing, all

customer correspondence,

and order management) is

in West Vancouver, Canada.
Manufacturing and assembly
remain near Nottingham,
England and units and parts are
dispatched from there.

Specifications - Hydrovane

https://hydrovane.com/
specifications/
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The VSA has been a member
of the Solent Protection
Society (SPS) for many years.
These pages seem a good
place to let our members
know a little bit more about
what it does, probably best
summarised by its mission
statement:

"The SPS seeks to ensure the
ecological and environmental
wellbeing and wise management
of the wider Solent area, its
natural beauty and amenities,
so that these may continue to be
enjoyed by present and future
generations.™

I see that, on the last count,
21 of our members have boats
berthed in the Solent area
and there are still more within
cruising distance. Although the
SPS website (solentprotection.
org) covers everything it has
been involved in, some of its
more recent work might be
worth highlighting here:

Under Solent News - recent
updates on the partial collapse
of the seaward wall of the East
wing of Hurst Castle, silting in
Bembridge harbour and the
rebuilding of the collapsed
groyne on Bembridge Point and
the plans for a new town on the
site of the old Fawley power
station with a proposed new
marina (still only a “may be”.)

Under Marine Planning
Applications and Flood Risk
Management - there is plenty
of history here.

Under SPS Pollution Group
Progress Report - January
2022 - an alarming report on
the extent of the pollution of our
waterways - (sadly no surprise

as the media have been onto
this one). I think the issue is of
sufficient interest to reproduce
their analysis in full:

Analysis of more than 40,000
hours of sewage discharge into
the Solent during 2020

OSolent Protection Society (SPS)
has analysed the Environment
Agency (EA) annual data for
sewage overflow spills in 2020
and has extracted the spills
that flow into the Solent either
directly or from its tidal rivers
and estuaries. This data is more
comprehensive than the useful
but limited information from
Southern Water’s:

Beachbuoy web application

The data shows that there are
some 300 overflow pipes into
the Solent and they discharged
diluted untreated sewage for
over 42,600 hours in 2020. We
know from other monitoring that
these discharges usually occur
after rainfall and it does not
have to be heavy or extreme.

Further analysis has shown
that 77% of these hours
were related to 34 identified
overflow pipes which we

believe should be given
priority for urgent action by
Southern Water.

They are variously described
as Combined Sewer Overflows
(CS0Os), Combined Emergency
Overflows (CEOs) or Sanitary
Sewer Overflows (SSOs) and
collectively they discharged
for an average of nearly
1000 hours each.

The worst area is from the
eastern side of the Isle of Wight

covering Ryde, Bembridge and
Sandown, closely followed by
Chichester/Langstone Harbour,
the River Test, Portsmouth
Harbour, Southampton Waterand
Cowes/Gurnard. All these areas
either affect bathing beaches or
marine leisure activities as well
as environmentally sensitive
marine protected areas.

In all SPS has divided the Solent
into 15 areas and identified the
34 overflows in these areas
that are most critical. The worst
performing individual overflow
was Chichester WTW 2 SSO
with over 2600 hours of spilling;
the equivalent of discharging
continuously for over three and
a half months in 2020.

Of the remaining 33
overflows 12 discharged
for over 1000 hours each.

Many groups around the Solent
are pressing Southern Water,
the EA and OFWAT as well as our
MPs and local councils to take
action to reduce these overflows
as the New Environment Bill
now requires.

The Bill unfortunately did not
specify a timescale or what scale
of reduction should be achieved
but SPS will be pressing for
a significant reduction over a
short timescale.

Initially SPS will press
Southern Water to
significantly improve the
identified 34 overflows
within 5 years.

PRESS RELEASE

Issued: Wednesday 15 December 2021

The Cruising Association announces an update on UK
Government VAT rules for UK boat owners

Following a meeting with HM Treasury (HMT) and

HM Revenue andCustoms (HMRC), the Cruising

Association (CA) is pleased to confirm that the UK

Government will make a positive change to the application of Returned Goods
Relief (RGR) for recreational craft. As a result, many boat owners will no longer
have to pay VAT on the return of their boats to the UK.

The proposed change has considerable benefits for the UK based cruising community:

e Where a boat currently abroad is eligible to obtain relief from VAT through RGR, there
will be no requirement to return the boat to the UK by 30 June 2022 in order to obtain
this. As long as an owner can demonstrate that the boat has been located in the UK at
some point in their ownership, RGR for boats will not be time limited, and

Owners of UK-based boats which are VAT paid will be able to go on extended cruises
without the worry that VAT may become payable when they return the boat to the UK
at the end of the cruise.

These changes are a major step forward. For over three years, the Cruising Association
and its Regulations and Technical Services group (RATS) have been working with
stakeholders and UK Government Departments (HMT, HMRC) on the VAT implications
and other freedom of movement related issues for cruising sailors arising from the UK
leaving the European Union (EU).

With the UK Government confirmation, subject to final legislation, the cruising community
will continue to enjoy cruising between the UK and the EU for extended periods assured
they will not incur additional UK VAT charges, if the following conditions are met:

e the person importing the boat into the UK is the person who originally exported it,
e the boat will be used in the UK for non-commercial purposes, and

e the boat is substantially unmodified during its absence.

For absences from the UK of more than 3 years you will have to apply to HMRC for a
waiver, but this will no longer be discretionary. There will be no need to show exceptional
circumstances to justify why the return did not occur within 3 years.

In essence, the HMRC practice over many years to grant waivers to the payment of VAT
on thei mport of a boat back to the UK following longer term voyages will be codified into
law. Once the final revised guidance and legislation has been published it will be shared
on the Cruising Association website at

www.theca.org.uk

Unfortunately, the situation for owners who bought their boats VAT paid in EU and have
never brought them to the UK has not yet been resolved. VAT will still be payable on the
value of these boats when they are imported into the UK. The Cruising Association will
continue to engage with HMT and HMRC to work on a solution to this problem.

Since this article was written the CA press release has been updated to say that the
proposed VAT changes have become law. https://www.theca.org.uk/news?page=2
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By Sue Doyle

They say
trouble comes
in threes!
Summer 2021

Sadly, with no crew
this summer, I set
off west in Que Sera
with a vague plan
of visiting the Scilly
Isles once again.

Everywhere was pretty
busy even at the end of
May so an anchorage in
Totland Bay, Isle of Wight,
was the first stop. The
other choices of Newtown
Creek and Yarmouth were
heaving.

I looked up every friend
and relation I had as 1
progressed west and even
made a new friend or
two of guys interested in
Victorias who were based
in Weymouth.

Dartmouth, Salcombe
and Plymouth produced
lunches with nieces, drinks
with  friends, including
a meet up with the crew
of the Victoria Yunita.. I
even gave a cuppa to Bill
Churchouse ( Drascombe
fame) and his friend. He
noticed my Sea Feather
wind vane which he also

has and he wandered over
to say Hi. He and his friend
were just back having
retired from the Jester
single handed Azores race.
No wind.

The manager of Mayflower
Marina even gave me a lift
to the railway station so
I could spend an evening
with old school friends
in Beer Alston up the
R Tamar. No taxis were
to be had at 3.30 in the
afternoon.

Despite these social events
I suddenly felt too solitary
and miserable to continue
on so I decided to head
for home. First I planned
one last visit to the friends
at Bere Alston. I usually
pick up a mooring at Weir
Quay boatyard which is a
short walk away from their
house. I know the current
runs fast in the river.
When I booked a buoy I
told the young lady when
I expected to arrive and
said that I might need help
to moor up. No problem,
she said; we can help you
with the work boat .

Mistake number one

I usually arrive there at
HW slack and have always
managed by myself. This

time, because HW was late
in the afternoon I decided
my best bet for a decent
visit with my friends, was
to inch up the river as
soon as there was enough
depth so that the tide
would still not be running
too fast yet. HA!

Eventually as I figured out
which buoy they wanted
me to take, I could see
that the current was so
fast there was no way
I could pick it up single
handed. I phoned the yard
for the promised help.

" OH”, said the lassie (who
turned out to be the new
owner of the Yard since
two weeks previously)
“the workboat is still in the
mud.” Heck. The current
was now running at about
4 knots, what was I to do?!

Just up past the main
moorings was a gap beside
one of the small limestone
quays where barges used
to load in the 1800s. 1
gave a quick , fingers
crossed, guess that off it
I might be able to anchor.
Ignoring all usual subtle
technique, except ranging
12m of chain on deck, I
chucked the anchor over
and held my breath. The
dear thing bit and held.
Phew!!”

About an hour latter a
young lad arrived with
the work boat and after
three attempts , causing
significant loss of paint, I
was moored up.

Slightly chastened, the
next day I moved on.

Mistake number two

I again decided to split my
Lyme Bay crossing at Lyme
Regis. I get tired these
days, so two 6 hour trips
suited me better than one
long haul. The forecast to
Lyme was W4 roughly then
SW2/3 for the Portland Bill
rounding day. I set off from
Brixham with no wind at
all. T put in the first reef to
lessen the flapping of the
main as I motored down
wind. Off Teignmouth
the wind picked up quite
fast and I sailed along

the coast. The wind got
stronger near Lyme and in
the shallowing water the
waves got very steep. I
got concerned about what
to do as I got to Lyme
Regis. In the conditions
again I didn’t think I could
easily get a mooring buoy,
The lego pontoons, even
protected by the extended
breakwater, would
probably be snaking up
and down. They had few
cleats too. One mainly
moored to closed rings
right down on the water,
hard to leap off the boat
and get a rope through
them. I thought anchoring
may have to do but I
hadn’t worked out depths
in advance, Tut Tut.

I called the harbour on
my hand held VHF for
advice but got no reply. I
was probably too far away
still, but I found out later
that they were watching!
As 1 forged closer I had
to work out how to get
the main down. Lazy
jacks meant that I had
to turn right up into wind
and the steep seas to do
this. I rolled the yankee
away and decided that I
would have to get into the
shelter of the breakwater.
As I did so I put on the
auto helm and put on the
engine and opened the
throttle wide to keep us
up into wind. Fortuitously
missing a mooring buoy
and a moored fishing boat
I managed to drag the
main down about two boat
lengths from the harbour
wall. PHEW again!

I saw two people on the

harbour wall shouting
and gesticulating at me,
indicating I should come
into the lego pontoon.
With no fenders or ropes
I turned and did so. They
caught and held me as I
got sorted. I couldn’t stop
saying breathless “Thank
you”s.

Next day I went to pay.
The HM said I was very
brave and had done well!
He ordered an assistant to
make me a cup of tea and
asked if I needed anything.
So this was the second
time on this trip that I had
to be a bit brave. I'm not
really up for this, but I had
one more to come. I said
trouble comes in threes!!!

Trouble number three

I was very keen to get
home. Two days later
I anchored in a packed
Studland Bay. But it was
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wonderful. I sometimes
have to get up in the night
just to look at the fairyland
of anchor lights reflected
in the quiet water. I did
on this night too. It was
magic.

I set off about 7am the
next day,Saturday, in a
dead calm and thought
hooray, I'd be able to get
all the way across and into
Ashlett and home that
same day.

Half way across Poole Bay
the engine note changed
slightly and as I looked
in disbelief the saloon
filled with smoke, smoke
came pouring out of gaps
in the cockpit lid. The
engine faded and moving
the morse lever made no
difference. I thought we
were going to burst into
flames. I held my breath,
dived below and grabbed
the hand held VHF and the
handset of the fixed set.
I've no idea why I didn't
grab one of the three
fire extinguishers I had
recently renewed. I didn't
want to open anything to
look in case that provided
oxygen to an incipient
fire. I called the Solent
Coastguard. They asked
me the colour of the smoke
and the GPS co ordinates
again. They tasked the
Swanage lifeboat! I
counted down from ten
for them as requested and
they were alongside!

Two charming guys
leapt on board with fire
extinguishers. I think I
had just sat ridgedly in
one place really, till they
came, a sort of controlled

panic! They established
that Poole Yacht Haven
would take me and they
towed me there. The
smoke cleared slightly and
we decided that an alarm
sounding was probably my
carbon monoxide alarm (it
was). One of the lifeboat
men gingerly lifted the
engine cover and saw no
fire but no reason for the
smoke either. They kindly
said that they hadn’t had a
shout for a while and it was
good to get an easy one
and at the weekend. I, of
course was embarrassed .
mortified, frustrated.

They left me on the Poole
pontoon. A guy on the
boat in front volunteered
a look at the engine. I
said the lifeboat men had
found nothing. He put his

hand down behind the
engine and brought up
the end of the exhaust
pipe which had sheared
off completely.

Poole charged £45 a day
for the berth and kept
asking how much longer
I would be. I assured
them I wanted to leave as
soon as I could. ! It was
fixed by Wednesday and I
gratefully returned to my
pontoon at Ashlett.

I had done about 500
miles and was much
braver than I ever wanted
to be THREE TIMES!

Sue Doyle

WYNN at Island Harbour for the late summer rally. On board Richard
Saunders, ashore Tim and Dee Clarke (foreground) Jon Spencer and
Meryl Saunders just visible in cockpit

Running repairs to ELLA at Gosport en route to Lymington
for the early summer rally

If you have images of
your cruise you would
like to share pleas email
them to:
ian.rycroft@gmail.com

A

S

Guy Warner dispensing his customary generous hospitality
aboard RUBY STAR at Lymington

RUBY STAR and WYNN maintaining elbow room for late
arrivals at a crowded Lymington for the early summer rally

ELLA and WYNN viewed from RUBY STAR at Lymington
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