



























































































































































Swissair travellers are exceptionally well connected.

Seoul _=—= Bombay
Karachi === Bangkok
Tokyo __=——== Anchorage
Bombay _=—= Bangkok
Karachi ————=— Manila
Bangkok __=—=> Hong Kong
Singapore = _=——= Bangkok
Beijing - =—= Karachi
Bombay __—=—== HongKong
Manila _=—= Bangkok
Bombay _=—== Jakarta
HongKong _—=—= Seoul
Jakarta __=—== Bangkok
Singapore n_=——=- Bombay
Bombay === Manila

May we tempt you to discover Swiss hospitality, even far away from Switzerland? Of course,
whichever way you fly these routes, you have to do without the Matterhorn, but certainly not
without our solid reliability and Swiss service. In fact, once you’ve experienced a Swissair flight
we think you’ll decide to make closer connections with Switzerland . .

itself. A choice that we would consider the nicest of all compliments. swissai
Swissair: Brisbane, Tel. 854 28 33; Melbourne, Tel. 670 90 75; Perth, Tel. 32502 01; Sydney, Tel. 23217 44,












only a few hundred feet away, but when
that nasty little rain squall came those
few hundred feet were too far. The
locals had all said it was safe. There was
a clear patch of sand in about 15 metres.
I had dropped the pick onto it and going
astern pulled it into place. It had stood
the load of Full Astern, and then Seabis-
cuit 111 lay sweetly in the southeast trade,
apparently secure.

The rain squall hit quickly. The wind
went round to the northwest and blew
20 knots for a few minutes. Seabiscuit 111
began to move quickly against the direc-
tion she’s been lying. With 20 knots on
her she went over the top of the anchor,
pulled it out of the sand and was away
like a startled horse.

I'd seen all this and was already on the
water in the dinghy, paddling like mad.
With the luck of the anchor holding
briefly, 1 made it, though I broke the
rule and deserved to have the trouble.

Later, also in the Solomons 1 sat out
the beginnings of cyclones several times
on my ground tackle (‘tropical lows’
they are called). It was a good feeling to
know all the gear was in good shape and
properly used. I was on watch the whole
of the critical periods when wind speeds
were up around fifty knots, but I knew
the gear was safe for it. I'd done the
sums and reduced the windage, and
being on watch had the comfortable
certainty that nothing could take me by
surprise.

When anchoring in such totally pro-
tected areas as the waterways round
Sydney, most people would never find
troubles. How often have you seen a
man stop his boat, toss the anchor off
the bow and jump into the dinghy and
roar away? And because the waters are
so quiet he gets away with it

Suppose a Southerly Buster roars in.
Thirty five knots can do a lot of damage.
His boat drags, hits other boats, maybe
breaks their moorings, and the lot wind
up bashing themselves to bits on the
shore. Given anything but quiet condi-
tions that man has left a hazard which
could cost him his own and several other
boats.

Care in anchoring is the least you can
do for yourself, and more importantly
for others.

Tide, Waves and Wind

You need to start out with some basic
knowledge of kinds of anchor and how
they work, so here goes.

All anchors hold a line on the bottom
and depend on how much work it takes
to make the anchor move, to give up its
hold.

The load which tries to pull it out
comes from all the forces on the boat.
Tide, wind, waves, and other possible
disasters such as logs in rivers, and
unsecured boats.

Main parts of an anchor.

The really important loads to consider
are the tide, waves and the wind. Take
the example of a 30 foot yacht. If it takes
four horsepower to drive that boat at
three knots, then a tide race of that speed
will put a load of 1 tonne on the ground
tackle. Add wind to that, and at 30 knots
the load could go up another 10%.

When you add the action of swells or
waves the figures go off the scale. This is
why an anchor will drag when the swell
hits, or when the wind gust comes in;
peak loads are reached then. In these
extremes the anchor itself takes the load,
it has to hang onto the mud or sand or

rocks. . )
Before the heaviest load is transmitted

to the anchor, the rode or cable connect-
ing the anchor with the boat has a big
part to play as a shock absorber. Cables
hang in curves because of gravity, and as
this curve straightens out under load it
lengthens the cable, and gradually trans-
fers all the load to the anchor.

For the anchor to stay in the bottom
there must be no tendency to pull the
anchor out of the bottom, no angle
between the rode and the shank of the
anchor. This is why a length of chain is
attached to shank; it holds the rode
down on the bottom.

Rope only on anchor ring
allows shank to lift off
bottom; anchor doesn’t dig
in properly.

Chain then rope set-up
holds shank on bottom;
flukes dig in more

effectively.

Rope from there on is acceptable, but
heavy chain does by far the best job as a
shock absorber, and if the bottom is
coral or other sharp rocks, chain has the
bonus that it won't cut.

How to hold the end of the rode
securely in the bottom depends on the
kind of bottom. Mud, sand, weed, rock,
there’s a type of anchor most suitable to
each, but none ideally suited to all.
Getting figures about how much force
each of these types will hold is difficult
because most tests use only one type of
“bottom” and are done on land! The
wisdom of the “old salts” is reflected in
the comments alongside each type about
where it will do best.

The only new anchor on the scene in
years is the Flook.

In its planing mode the flukes of the anchor
lie against the shank on a unique linkage.

Jerking the rope pulls the linkage into action,
tippimg the flukes at an angle to the shank,
and allowing them to dig in.

The newest of anchor styles, this
design offers a feature nothing else can
match. The anchor can be “flown” into
a selected position at a distance from the
boat. Instead of being dumped vertically
from the fairlead, the flook is launched
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Commonsense says you lower away till
the anchor hits bottom. By that time
you have the boat going very slowly
astern and as you do that you pay out
more rode at the same pace as you are
moving, thus laying the rode along the
bottom. Then as you reach the amount
you want out, the rode is secured and
the movement of the boat drags the
anchor along the bottom digging it in.
By watching the shore you pick when
you have stopped moving, and if the
need warrants it you use sufficient more
power astern to set the anchor securely
enough for the conditions.

authorities say up to seven times water
depth for winds up to Force 9. The
reason for this is to keep a curve in the
rode to act as a shock absorber, less than
this scope may mean no shock absorb-
ing capacity if the rode is pulled straight.

So i1t follows you have to mark the
rode some way in order to know how
much you have out. Galvanised chain
marks well with paint; laid rope lends
itself to a piece of light line or cloth
through the lays; braided line can be
bound with coloured sail twine. Choice
of intervals for marks and colours are for
the owner, but must be simple, capable

At left is the anchor in correct position. In the centre, the rope has fouled around the stock and
at right ,around the crown. In both cases caused by to much line being put out before the anchor

hits bottom.

A little thought here will show how
essential this procedure is and that any-
thing else is too haphazard for safety.

Having got your chosen anchor on
the bottom the next consideration is
how much rode to use, technically called
the scope. The standard is three times
the depth of the water, plus. That
proportion gives a reasonable curve to
the rode, whether chain only or rope
and chain or whatever, so that the pull
on the anchor is along the bottom.

If conditions are tough the first thing
is to let out more rode, and some

Wind speed to 5 knots:
Scope = 3 X depth.

of use in near night conditions.
Make sure the rode is secured to the
boat at its inner end. It would not be the
first time the whole of a set of ground
tackle has been lost because no one has
thought of the bitter end. That bitter
end should be an eye through which a

Wind speed to 25 knots:
Scope = 5 X depth:

Wind speed to 40 knots:
Scope = 7 X depth.

L o

/

shackle is used; easy to detach should it
be necessary.

Then there is the question of how
much rode to put out. Thirty metres
sounds a lot, but if you have to anchor in
10 metres of water that is just enough. If
you have to anchor in 30 metres of water
you are going to need 100 metres of
rode. The choices you make here are
critical because if you do have a prob-
lem, you handle it with what is on the
boat. You can’t nip down to the chand-
lers and get another 50 metres! The best
guide is probably what you think your
boat and your life are worth. Maybe a
few hundreds of dollars on gear looks
acceptable then?

Very ordinary commonsense suggests
you then double your outlay; provide a
second complete anchor and rode, and
keep it all connected and ready to use.
On deck preferably, so when you need it
it is available quickly. After all your car
has a handbrake and a foot brake doesn’t
it? If any of dozens of conditions occur
like a chafed rode so you lose the first
anchor, you can then go to the back up.

Once properly buried it takes some
real effort to ‘break out’ an anchor. The
sensible way is to go dead slow ahead on
engine, taking in the rode as you go.
When the rode is nearly vertical and
you're getting close to being right over
the top of the anchor, the rode is
secured, and the engine put out of gear.
Inertia takes over, the boat goes ahead
past the anchor and because it is now
pulling the ring and shank upwards, the
anchor breaks out gently. There are
other ways of course, but that one
requires the least blood, sweat and tears.

If that doesn’t work then the best trick
is the tripping line which you will have
thoughttully provided before the anchor
went to the bottom. At the crown of an
anchor is an eye or lug where you attach
a line. Pulling on that line in the
opposite direction to the way your boat
was lying will rapidly un-bury the
anchor and getting it back on deck
becomes just a matter of lifting.

Often an anchor buoy is sound prac-
tice. This is attached by a line of the
same length as water depth (allowing for
tide) to the tripping eye of the anchor.
As well as pinpointing the location of an
anchor, the line can be used to withdraw
the anchor from the bottom in the event
that it is deeply embedded. If there is the
remotest chance of the bottom contain-
ing sharp edges, like coral for example,
the buoy is a must if you want to
recover your ground tackle.

This might sound to a newcomer like
a lot of action to absorb about a simple
matter of anchoring. [ offer the thought
that if you do go anchoring, you'll be a
lot more comtfortable if you take these
few pages as the tip of the iceberg of
possible knowledge about anchoring.

If you know it and use it, you'll sleep
soundly while at anchor.

44 — OFFSHORE — APRIL/MAY 1989

































POLAR DIAGRAM
BOAT SPEED RS A FUNCTION OF
TRUE WIND VELOCITY & ANGLE
Yacht AMERICAN SARILOR
SUIN44 44 LOA US~12345

Masthead Sloop, 163X Jib, Kesl
Folding Exposed Prop

OPTIMUM  OPTIMUM  OPTIMUM
WIND VMG BERT UMG RUN RUN £
8kt 3.796 4.365 144°
10kt 4,351 5.228 147°
12kt 4,731 6.019 159°
16kt 5.133 7.233 171°
20kt s.283 8.004 174°
Notes:

Boat-speed curves are given at
five different true wind
velocities as shown at rightt

§ ¢ optimum run engle.

Runt 1/35/89 17119140 Cart 27701
Copyright 1989 USYRU Newportit, RI

Polar diagrams graphically illustrate predicted speed at different wind angles and wind speeds.
They can be especially useful in selecting gybing angles downwind.

Aspin-off from the intricate
measurement information fed into
the IMS VPP is the ability to prepare
polar performance diagrams. The dia-
grams aid the skipper and crew in
optimising boat performance far more
efficiently than were they to follow the
old routine of teaming with a peer for
on-water testing. Equipped with accu-
rate instruments and the polars, a skip-
per can read optimum speeds for diffe-
rent wind conditions and aim to match
the VPP-projected performance.

A polar diagram graphs wind angle
versus boat speed at a particular velocity
of wind. Graphs are repeated for diffe-
rent wind speeds, resulting in a family of
curves of performance by wind speed
and point of sail.

The graphic representation is especial-
ly useful downwind. It reveals the gyb-
ing angle that delivers optimum VMG
downwind at a given true wind speed,
and typically illustrates a dramatic fall-
off point in optimum VMG in lighter
conditions. On any point of sail, the
diagrams serve as a constant standard of
potential performance. A skipper can

quickly see when his boat is not sailing
to potential, particularly at night when
few of the usual speed indicators are
visible.

Although a resourceful and graphical-
ly inclined skipper can create his own
polar diagrams, the AYF will ultimately
offer an IMS Performance Package that
contains all the necessary information
and equipment plus additional stability
information relating to the skipper’s
boat. The package contains instructions
on how to read polar diagrams, how to
do sailing tests, how to correct instru-
ment readings for the most accurate
comparisons, what to do if the boat’s
performance isn’t up to the mark, and
how to understand the stability concept.
The package also contains the tables
from which the boat’s polar is derived,
several printed polar diagram graphs,
detailed information about the boat’s
stability and a static stability graph, two
waterproof transparencies of the polar
graph to use as overlays, and several
blank polar diagram forms, useful for
recording actual performance from the
boat’s instruments and comparing with
the overlays.

IMS scoring

CORING IMS can be as simple or

sophisticated as a race committee
wants it to be. At the simplest level, the
committee uses the General Purpose
handicap printed on each boat’s certifi-
cate as if it were the boat’s fixed “rat-
ing.” Each competitor’s General Pur-
pose time allowance is multiplied by the
distance of the race and that number is
subtracted from the competitor’s
elapsed time to achieve a corrected time.
This is a simple single-number scoring
scheme like PHRF.

In the second basic level of handicap-
ping, the race committee chooses a wind
velocity value for the race that is fac-
tored mto each boat’s handicap. For
example, if the local afternoon breeze
typically fills in at 18 knots, the race
committee can select a wind strength of
18, and choose whichever course con-
figuration they believe is most repre-
sentative of the course to be sailed.

In the third basic level of handicap-
ping, the race committee selects the
wind velocity and course categories
during or after the race, based on actual
observation. While the competitors do
not know their exact time of allowance
during the race, the committee has a
better chance of handicapping the race
according to actual conditions.

More sophisticated options generally
require a computer. Course configura-
tions other than the five offered on the
certificate can be produced if someone in
your race committee is handy with the
necessary conversion of speeds to hand-
icaps. Recently, a computer program
has been developed that relieves the
committee of selecting wind values en-
tirely. The program, the primary ver-
sion of which will ultimately be avail-
able from the AYF, is called Perform-
ance Curve Scoring and it works on an
IBM-PC/XT/AT or close compatibles.

In simplified terms, the programme
takes the elapsed finishing time for a
boat and uses the boat’s velocity predic-
tion table to back-figure how much
wind the boat must have ‘seen” to
achieve its actual elapsed time. With its
purely electronic logic, the programme
will conclude that a competitor who has
sailed the course well must have had
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more wind (i.e. sailed faster) than a
competitor who did not sail as well. The
competitor with the highest calculated
wind velocity for the race sailed best
over the course, and is the winner.
The wind velocity calculations are
then converted back to hours, minutes,
and seconds for a corrected finish time
— primarily because competitors are
accustomed to seeing results that way.

1. Good grief? What are all those
time allowance numbers?

The numbers on an individual IMS
certificate or scratch sheet are tables of
time allowances, expressed as seconds
per mile, for each yacht’s predicted
performance on specific course con-
figurations in specific true wind veloci-
ties. The volume of numbers, in effect,
is a representation of the IMS system’s
unique ability to adjust a boat’s handicap
to changing conditions and courses.

2. Isn’t scoring terribly compli-
cated?

There’s nothing mysterious about it,
there is a handy booklet available on the
subject, The IMS Race Commistee Guide.
The booklet provides much basic in-
formation, with examples of the scoring
methods clearly described. The Guide is
a must for race committees and highly
recommended for owners. It is available
from your State Measuring Authority or
Yacht Club.

There are a number of levels of
handicapping that a race committee can
manage effectively without the aid of a
computer, using only the certificates of
the competitors. Add an IBM-PC or
compatible, and you can let the
USYRU/IMS Performance Curve Scor-
ing programme ‘“‘do all the work.” At
all levels of scoring, the velocity predic-
tion tables prepared for each competitor
provide the basic numbers used for
scoring an IMS race.

3. Why is LR 10 assigned as the
General Purpose time allowance?

If nothing is known about the wind
direction(s) the yachts will experience, it
is assumed that all possible wind direc-
tions have equal probabilities of occur-
ring. The Linear Random handicaps are
based on equal time in all wind direc-
tions. The IMS Committce estimates
that, on the average, the wind velocity
most likely to be experienced on a race
course will be somcthing close to 10
knots. Therefore, LR 10 is considered to
be the “safest” choice in circumstances
where the race committee does not tailor
the handicap to the course. This subject
is now under active review to see

whether an improved General Purpose
Handicap can be ascertained to replace
LR 10.

4. Does IMS account for all the
variables in racing?

No. Although IMS provides superior
relative handicaps over a wide range of
boat designs and racing conditions,
assumptions have had to be made about
several factors that affect boat perform-
ance. Assumptions underlie all hand-
icapping systems. PHRF and IOR, for
example, effectively handicap for a sing-
le condition (a third each for beat, reach,
run in ten knots of wind) and that’s it.
IMS, in addition to its comprehensive
accounting of drag and drive factors,
assumes:

a. that the crew sails the boat to its
optimum.

b. that sails are of good design and
well maintained (or new).

¢. that the underwater surfaces of the
boat are fair and clean.

d. that the boat is sailing in calm water
(as with any rule, wave action and
pitching moment are not accounted for).

e. and makes no attempt to handicap
design elements such as bad hull or
appendage form, keels too small to carry
the boat to windward, etc., akin to
“towing a bucket.”

5. If a committee chooses to select
wind values and course configura-
tion after the race, how can I tell
how my boat stands in comparison
with my competitors during a race?

If the committee is using the basic LR
approach and establishes a wind velocity
value before the race starts, you know
what the relative time allowances are,
just as in PHRF or IOR.

If the committee is using post-race
selection of conditions, you are some-
what on your own and will not know
your relative time allowance until after
the finish. Some mathematically in-
clined competitors have constructed
comparative tables using time allowance
numbers supplied by the race commit-
tee. They read the wind and make an
educated guess as to the velocity and
course that will be in effect, then com-
pare how they are doing relative to the
others.

Most don’t worry about it, and con-
centrate on trying to sail their own boat
to its full potential.

6. How long will it take to process
my IMS measurement?

The processing isn’t what takes the
most time. It’s scheduling and setting up
for ~measurement. During  peak
measurement periods like the spring, the
measurers may be flat out with measure-
ment requests, particularly if weather

has been bad. Plan ahead, right from the
beginning of measurement!

7. What’s the best boat type for
racing under IMS?

Theoretically, the rule handicaps all
boats fairly, but is nonetheless con-
tinually being upgraded. If a loophole
appears, or as new research makes IMS
improvements possible, the committee
will change the rule. Currently, the IMS
Committee is conducting new research
to address the effect of pitching moment
and any performance advantage to boats
with light ends and those which can
plane or semi-plane on reaches.

In any case, designers agree that IMS
is far and away the most even-handed
rule on the scene and that, among other
things, the accommodations regulations
obviate designing short-lived, stripped-
out racing machines for IMS. Because
the IMS Regulations are often applied,
new boats for IMS racing are being built
with full accommodations.

8. Do you have to be a mathemati-
cian to understand IMS?

Maybe to fully understand IMS
theory, but certainly not to use it — just
as you don’t have to understand electro-
nics to use a pocket calculator. The IMS
publications explain how to use the rule
in layman’s language.

9. Why does an IMS certificate cost
what it does?

While efforts are made to control
costs, IMS was not intended to be a
“bargain” rule, but rather a thorough,
high-quality system — the best avail-
able. A big dividend, in addition to great
racing, is the elimination of rapid
obsolescence and depreciation of boat
value.

Ongoing research, managing the cur-
rent data bank, keeping the measuring
machines in good health, and adminis-
tration all cost money. The big plus is
that once the measuring is done, the
racing is excellent and the boats are
wholesome.

OW do you start an IMS fleet in

your area? According to USYRU
IMS Committee Chairman Neil Siegel,
“You gather a group of sailors and
explain to them the advantages of a
rating system that is responsive
to actual racing conditions. Once this
basic concept is understood, racing
sailors start getting excited — they want
to go out and be competitive in all
conditions. IMS satisfies this gut desire.
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Measuring the fleet and setting up the
actual racing requires hard work, but the
results are worth the effort. The key is
understanding and then using the sys-
tem. It sells itself after that.”

Your State Measuring Authority will
provide guidanceand informational sup-
port to anyone interested in forming an
IMS fleet, but there are simple steps you
can take to get an IMS fleet going. Your
energy and leadership will make the
biggest difference.

1. Target the reason(s) you want to
start an IMS fleet.

According to IMS Committee mem-
ber Skip Raymond, who has done a fair
amount of stumping for IMS, “The
basic case for IMS is that it provides a
better rating on any given day. Other
handicapping systems are single number
rules ... upwind or down, heavy air or
light, the number is the same. But that’s
not how the boats’ performances actual-
ly compare to each other. One will
dominate in light, and one will domin-
ate in heavy air, one upwind, one down.
It’s not as much fun to go to the starting
line and know who's probably going to
win the race based on the conditions.
IMS simply does a better job of turning
any race into a test of sailing skill.”

Thorough measurement and national
processing of handicaps are further
reasons which appeal to many owners
and race committees alike. Numerous
owners would prefer to know that their
boat and the competitors’ have been
carefully measured, but feel they cannot
race under other measured rating sys-
tems because their boats are not opti-
mised to the rule. Race committees
appreciate a central administration for
certificates so they do not have to get
involved in handicapping issues.

2. Contact all the people you think
may be even remotely interested.

The more the merrier. If a local fleet
numbers 20 boats, probably 12 will turn
out for any given race. And the more
boats you have, the better the chance
that there will be groups of boats of
similar size. Racing is more fun if the
size disparity is not too great.

3. Start simply.

All of the groups now racing IMS
worldwide started out with the most
basic handicapping configuration — the
“General Purpose” time allowance. No
apologies. The General Purpose value
was easier for newcomers to understand
because it related to the single number
handicapping systems they already
knew. As time has passed, more and
more groups are advancing to more
complete use of the IMS system’s soph-
isticated possibilities, usually in response
to the enthusiasm of savvy skippers who
see how equitable the scoring under IMS
can be.

4. Have fun!

That’s what you started racing for in
the first place. Typically, IMS eliminates
a whole lot of the gripes about handicap-
ping (not all, mind you) and simul-
taneously gives you the tools to make a
giant step forward in sailing perform-
ance. What could be more enjoyable to
any sailor?

IMS publications ...

The following is a list of publications, most
of which were mentioned in this report, that
can prove educational and useful to any IMS
sailor or race committee:

¢ International Measurement Sys-
tem — The official rulebook for IMS.

® IMS Certificate — Copies avail-
able for any locally measured IMS-rated
yacht. Give yacht name plus sail
number.

¢ IMS Race Committee Guide —
A complete explanation of IMS hand-
icapping methods, with examples.
Valuable for race committees and com-
petitors alike.

® IMS Regulations — Equipment
and accommodations requirements for
IMS boats.

o IMS VPP Disk — BASIC version
of FORTRAN IMS VPP. 1987 edition,
IBM-PC compatible. Available direct
from the USYRU.

® Performance Package — Polar
diagrams and performance tables for any
IMS-rated yacht. These ultimately will
be available from the AYF.

Unless otherwise directed, the pub-
lications are available for your State
Measuring Authority or Yacht Club.

NOTES:-
(i) A Standard “Series Produced” yacht
implies an identical hull within its class,

The following are the approximate
charges for IMS measurement and certi-
fication applicable in NSW. Consult

1 ASTANDARD “SERIES
PRODUCED” YACHT
which has been previously
measured to the IOR
(See note (i) above).

2 ASTANDARD “SERIES
PRODUCED” YACHT
which has NOT been previously
measured to the IOR
(See note (i) above).

3 A“ONEOFF’ YACHT
which has been previously
measured to the IOR
(See note (i) above).

4 A“ONE OFF” YACHT
which has NOT been previously
measured to the IOR
(See note (iii) above).

and is one of the class which has already
been measured to IMS with its data
being available to the AYF (either from
the AYF’s own file of local measure-
ment, or from the ORC’sfile). If the
yacht is one of a class of which none
have been previously IMS measured,
and if it can be substantiated as being
evident in Australian fleets in numbers
which the AYF deem as sufficiently
large and likely to be certificated, then it
may be declared as ““Series Produced”,
and only one of its class will need to be
hull measured, (at no additional charge)
and the remainder will become Standard
“Series Produced”. An owner intending
to have his yacht so declared, may need
to do some ‘“‘groundwork” with other
owners of the class, and then contact
his State Measuring Authority.

Having been declared as Standard

“Series Produced”, in-water stability
measurements and rig and sail measure-
ments remain to be done if the yacht has
not been previously IOR measured.
This work together with hull measure-
ment, if necessary, should be arranged
through the State Yachting Association
appropriate to your area. They will levy
the charge and put you in touch with the
measurer who will do the work.
(i) Yachts which do not qualify as
Standard ““Series Produced” but which
have been previously measured to the
IOR need only to have their hulls
machine measured. This should be
arranged with your local State Measur-
ing Authority as in (i).

(111) Yachts which are neither Standard
“Series Produced” nor previously IOR
measured will require a complete
measuring routine to be carried out,
which can be arranged as in (i) and (ii).

with YANSW or your local measuring
authority.

Below 10m LOA — $300.00
10m-15m LOA - $350.00
Above 15m LOA — $400.00

Below 10m LOA — $450.00
10m-15m LOA — $500.00
Above 15m LOA — $550.00

Below 10m LOA — $550.00
10m-15m LOA — $600.00
Above 15m LOA — $650.00

Below 10m LOA — $700.00
10m-15m LOA — $750.00
Above 15m LOA — $800.00
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ADVERTISING
SALESPERSON

f or

Offshore Magazine, Australia’s leading yachting
magazine requires a top class sales person to look after
the advertising in Sydney and NSW
representing the magazine to the marine and
agency field as well as advertising agencies.

This is an exceptional opportunity for a keen,
enthusiastic sales person to join a first class
publishing company on the way up.

Contact: Max Press, Publisher,
National Publications
(02) 764 1111

P O Box 178. Newport 2106
Phone (02} 99 2243

AR I N E Service Centre/Showroom
63 Bassett St. Mona Vale. 2103

LECTRONICS

SERVICE SUPPLY AND INSTALLATION
OF MARINE ELECTRONICS

Wind Instruments @ Logs @ SatNavs. e Radar @ Radics
Shore-to-Boat Service

NEW
Walker
560

FULL LINE OF Brookes & Gatehouse

AGENTS FOR: WIND INSTRUMENTS: B & G,

S.R. MARINER, VDO, WALKER, SILVA, ELCOS.
LOGS: B & G, S.R. MARINER, WALKER, VDO.
SOUNDERS: FURUNO, JRC, B & G, S.R. MARINER,
KODEN, VDO. RADARS: FURUNO, KODEN, JRC.

Corporate
Entertaining

& Day Charter

40ft yacht
available on

Port Phillip Bay

for information:

03) 646 5877
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_famous right
L. around the

The GORI Propeller Increases Speed

The low drag of the propeller means better satling
characteristics and ability to sail closer 1o the
wind. The whole rudder blude 1s used

Full Speed When Sailing 1
The low drag increases the speed by 0321 knot

Full Power When Going Astern 2

The GORI Propeller iy at least as efficient as o
propetler having fixed blades when going ustern,
but decreuses speed faster

Full Power With Set Sails and Running on Engine
Even the lightest breeze will increase the speed. 3
Full Engine Power in Calm Weather 4

In calm weather the engine power can be fully
used meaning another 0.5 knot

Full Engine Power in Head Wind and Heavy Seas

The self-adjustment prevents the engine from 5
labouring and thus being overloaded

A GORI Propeller increases the speed by up to
0.5 knot, prolongs engine Iife, improses fuel
economy and unilizes the avalable engine power

MACHINERY SALES PTY. LTD.
. 24 Maroondah Highway, Ringwood. (03) 870 2944.

Sole Australian Distributor.
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HE PETERSVILLE, Melbourne’s

annual weeklong regatta for IOR,
VYC and CHS-rated yachts continues
to grow in status and in the size of the
fleet that it attracts each January for the
six-race series on Port Phillip. This year
the total entry exceeded 100 boats, and
the fleet included recent international
competitors Great News, Prime Factor,
Phoenix Contractors from Sydney, Ulti-
mate Challenge and Once A Jolly Swagman
from Melbourne, and the 1988 AWA
Sydney-Hobart winner, Ilusion.

Great News, the Farr 50 which led the
Australian team to victory in the 1988
Kenwood Cup in Hawaii and went on
to win the Big Boat Series in San
Francisco, Prime Factor and 1987 Admir-

The grand prix big boats found them-
selves being outsailed, as they were in
the Sydney-Hobart, by the Three-
quarter ton rating lightweight Davidson
34s, with Melbourne yachtsman Gino
Knezic proving that his victory in the
Hobart race with Illusion was not sleight
of hand off the east coast of Tasmania.

Knezic is only the second Victorian to
win Australia’s major ocean classic, and
he followed this fine victory by winning
the 1989 Petersville Regatta. He now
follows closely in the wake of the only
other Victorian to win the Sydney-
Hobart, veteran bluewater yachtsman
Lou Abrahams.

Both are members of Sandringham
Yacht Club and both followed their
Hobart wins with a victory in the
Petersville, Abrahams winning with
Challenge II in 1983-84. Both have also
now won the Petersville more than
once, Abrahams’ tally being three wins
since the regatta began in 1979.

As Gino Knezic pointed out, it is one
thing to win the Sydney-Hobart,
another to outsail Victoria’s best
offshore racers — and some of the best
in Australia — in round-the-buoys
racing.

Knezic is now considering taking the
Davidson 34 to Greece to contest the
world Three-quarter Ton Cup. “Not
only is Illusion fast, but we believe she is
at a stage of development comparable
with the latest One Tonners, and poss-
ibly ahead of the latest European boats
of her size and rating,” Gino said after
winning the Petersville.

Principal helmsman in the Petersville,
as in the Hobart race, was Ross Lloyd,
North Sails manager in Melbourne and
former world Quarter Ton Cup cham-
pion. However, guest helmsman for the
two mid-series 15-milers was John Ber-
trand, making a welcome and impress-
ive comeback to big boat racing with a
first and a third. Later in the week he
joined the Farr 50, Great News, as the
planned driver for the last two races, but
20 minutes into race five Great News
twisted her mast and retired from the
race and the series.

Illusion, built in Melbourne by Ken
Jago to the latest concept of Laurie
Davidson, won three of the six races in

1 IOr a toral O 4Y> poINnIs.

Lou Abrahams’ Dubois One Tonner,
Ultimate Challenge, steered by Olympic
Soling skipper Gary Sheard, finished
second on 489 poins with placings of
10-1-6-1-3-2 while the other new
Davidson 34, Chutzpah, was third on
481 points. Owned by Bruce Taylor and
Hank Shilte, Chutzpah placed 6-2-2-NF-
7-2.

The regatta was sailed in generally
good breezes, the only complaint being
in the opening race, a 60-mile day/
evening race which saw many of the
bigger boats parked down the bay as the
smaller yachts brought the seabreeze
with them. Future regattas will see this
“long” race kept within the northern
half of the bay to avoid the split winds
further south.

The bigger boats suffered in the first
race, with yachts rating Three-Quarter
Ton or less filling the first six places.
Great News, the champion 50-footer
owned jointly by David Forbes of Syd-
ney and John Calvert-Jones of Mel-
bourne, had a 16th in race one, but
improved with an 8th, two thirds and a
second. Then, in the passage race from
St Kilda to Portsea, two checkstays
broke at the start, the mast twisted badly
and skipper Calvert-Jones pulled out.

The 1989 Petersville Regatta attracted
some 112 entries in the three rating
divisions — IOR, VYC and CHS. The
largest was the VYC division with more
than 60 entries and keen competition
that saw consistency the key factor in an
overall win by Graham Baldwin’s Quar-
ter Ton rating Horizon Sails, skippered

by Graham Baldwin. Horizon Sails’
placings were 22-3-9-2-4-7 for 475
points, giving her a last-race victory.

Vendetta, Tony Cittadini’s Inglis 50
won three races in the VYC division,
but a 26th in race one and a 32nd in the
final races saw it slide from first to third
in final standings with 470 points.
Second place went to Evasion, skippered
by Peter Davidson with 472 points, with
a second its best place.

Two Farr 750s, Farr Better (Chris
Carlile) and Farrnatic (Malcolm Carey)
dominated the CHS division, raising

from
[1lusion

some doubts as to equality of the Chan-
nel Handicap system. Farr Better won
four straight races then finished with an
8th and a 2nd to finish with 498 points.
Farrnatic had four straight seconds, a
13th and a last-race win — by seconds —
to finish with 492 points.

The traditional massed start of the
final race off Portsea Pier, with the
regatta fleet joined by the trailable
yachts, Jubilees and *Couta Boats for the
last race of their three-race Petersville
Series, again produced a great spectacle.
In all more than 180 yachts took part in
the final race from Portsea to
Blaigowrie.

Overall winner of the Petersville
Series for trailable yachts was Frolic, a
Boomerang 20 skippered by Andrew
Guiney, with a three-race series of 8-5-1
to finish with 287 points. Runner-up, on
284 points was the Timpenny 790,
Fringe Benefit, skippered by Fred Steb-
bing from placings of 2-3-11, with the
Noelex 25, High Society (Peter Taylor)
third with 276 points from placings of
10-12-2.

In the 'Couta Boats division, with the
entries totalling 27, the overall winner
was Helen (Richard Hoppe) from Alice
(Robert Kimpton) and Jessie (Milton
Green).

_Petersville Regatta 1989 — IOR Divi-
sion:

1. Hlusion — Davidson 34 — Gino
Knezic, SYC — 4-4-1-3-1-t = 493 pts;
2. Ultimate Challenge — Dubois 40 —
Lou Abrahams, SYC — 10-1-6-1-3-2 =
489;

3. Chutzpah — Davidson 34 — Bruce
Taylor/Hank Shilte, RYCV — 6-2-2-
NF-7-2 = 481;

4. Prime Factor — Farr 40 — Bob Brady,
CYCA — 12-5-5-4-4-4 = 478,

5. Once A Jolly Swagman — Davidson 40
— Chas Jacobsen, SYC — 14-6-4-5-2-9
= 474,
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Queensland

Nero Burns
Them Up

EROQO, a typical American cruising

sloop designed for comfort and
speed, and skippered by Bob Taylor,
which is on an extended cruise to
Australian east coast ports, won the
Arbitrary Division of the Australia Day
Harbours and Marine Regatta at
Mooloolaba with a 6-1-1 series.

Taylor and his attractive crewmates
were a distraction on the course with the
deck rig to suit the warm climate. They
were also good sailors proving Nero
sailed as well as she and crew looked.

Gerry Humphries’ Radford-Adams
sloop Valkyrie, a withdrawal from the
Melbourne-Osaka race and second to
the Kel Steinman Flying Colours (John
Lake) when she shattered the Mel-
bourne-Hobart  Westcoaster  record,
came out of retirement to finish second
overall.

John Watson, the Mooloolaba Yacht
Club secretary/manager and winner of
the Arbitrary SCOR championship at
Mooloolaba last August, finished third
with the Adams 10, Alchemy.

Good Exposure
for Sponsor

ORTH Coast skipper John Ponton

has offered excellent exposure for
his sponsor Hyatt Regency Coolum
resort. Ponton contested the North
Queensland JOG title at Mackay and the
XXXX Classic at Southport before
winning the JOG title at Mooloolaba.
Hpyatt Regency Coolum won the series in
the final race from Mooloolaba to
Noosa and return.

Fellow Mooloolaba Yacht Club
member Bruce Laming, who shared a
rare dead heat with Ponton in race two,
entered the final race as the series leader.
But the extensive racing program
favoured Hyatt Regency Coolum to win
the series by 1.27 pts highlighting the
closeness of the competitition.

Mike Munro and his Bowen crew
scored a deserved third place with Eric
IV finishing another 2.37 pts astern.

The Farr 40’s Queensland Maid (Bob
Robertson) and The Gambler (Ian Ken-
ny) staged a very close boat on boat
go-fast match race for the IOR Class
title. Robertson again showed an up-
wind advantage to finish with the per-
fect 1-1-1 score, but the gap between
both combinations was only minor.

ith

[to
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Offshore racing in the late summer long
distance races. Reg Brost finished third
in each race but gained valuable experi-
ence with his sloop, Charade.

A spirited three-way struggle de-
veloped for the Channel Handicap title
between Royal Queensland Yacht
Squadron skipper Andrew Wiklund
(Blue Peter), Mooloolaba’s Brian Keelty
(King Arthur) and Queensland Cruising
Yacht Clubs Bonaventure (Warren
Smith).

Blue Peter won the showdown by the
narrow margin of one point after plac-
ing 2-1-4 from King Arthur 3-4-1 and
Bonaventure was another .5 away with
her 1-tie 2-5. The tie shared with Tony
Woodcock’s Pabati 11T which carried 2.5
pts instead of the outright second place
2pts was the difference between second
and third overall.

South Australia

By Geoff Kingston

OLIN Smith, one of South Austra-

lia’s best known yachtsmen has
almost completed one of the most excit-
ing and adventurous projects in his long
career.

He has recently retired and with the
help of Peter Lauridsen, is putting the
finishing touches to his Hank Kaufman
designed 48-footer.

Smith is building the boat in rented
facilities at the John Duncanson yard at
Port Adelaide and figures it will be
ready for launching in June.

The cedar epoxy cruiser-racer to be
named Rapid after the boat sailed by
Colonel Light — the architect of Ade-
laide’s envied city design — will be used
by Smith for extended cruising.

And he plans to do a share of racing
also.

In fact, one of his priorities will be the
challenging China Sea Race out of Hong
Kong in the Easter of 1990.

The 600-mile classic will give Smith
the chance to renew friendships with
some old friends from his five years in
the British Colony.

Smith worked in Hong Kong while
on assignment with the government in
two tours of duty — from 1969 to 1972
and from 1977 to 1979. Mates from
those heady days will form most of the
crew for the China Sea Race.

It was during Smith’s time in Hong
Kong from 1969 to 1972 that he won
selection for the Munich (Kiel) Olym-
pics, representing Hong Kong in the

Flying Dutchman class after beating
Neil Pride in the Olympic trials.

This past season, Smith has been at
the helm of a chartered Etchell —
Excalibu and has guided to near the
top of the fleet in the chase for the State
championship.

EORGE Snow’s Dr Who, with

Fred Neil at the helm, dominated
racing in South Australia during a quick
raid after the Sydney-Hobart race.

The slick Davison 52, formerly the
Rod Muir owned Dr Dan, took line
honours in the prestigious Adelaide-
Lincoln race and even in the light
conditions which prevailed, almost
grabbed first place on handicap.

She also grabbed a first and a second
in Division 1 and IOR during the
Lincoln week regatta which followed
the Lincoln race before heading back
east.

Race officials hope that Dr Who's
presence at Lincoln might help entice
other interstate boats in future years to a
week of sailing and social encounters
that many believe are unrivalled in
Australia.

A designer and boat builder John
Duncanson, might just have done it
again.

The highly regarded and successful
Duncanson has for the past 25 years
produced yachts of high quality and
performance that won him wide
acclaim.

There was the Duncanson 29, 34, 35,
37 and 40. It was the Duncanson 40
which earned for him the prestigious
Prince Philip Award for Australian de-
sign in 1986.

Now his new design, the Duncanson
Offshore 30 is making heads turn just as
some of his earlier designs have done.

It is the first production cruising yacht
in the series which includes the Offshore
37, the Offshore 41 and the Offshore 43.

Brian Mellors of Searles Boat yard is
in the process of getting the boat estab-

lished in the minds of Australian
buyers. . . “Itis along term project,” he
said. “But we have enormous confi-

dence in the potential of the yacht which
many who have seen it believe is ahead
of its time.”

Tasmania

RYCT retains the
Sayonara Cup

HE Royal Yacht Club of Tasmania

has again retained the historic
Sayonara Cup, now sailed in Interna-
tional Dragons. This year the Cup
regatta, sponsored by National Mutual,
drew challengers from two Sydney
clubs, the Royal Sydney Yacht Squad-
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WO outstanding yachts dominated

the Crisis Couriers Australian JOG
Australian championships sailed off
Sydney in January. Winner in the fleet of
35 was the South Australian yacht Ging-
erbread Man, the 7.34m lightweight
yacht designed by John Duncanson and
built and skippered by his son Scott.

Runner-up was the 7.52m Box Office,
skippered by Steve Gunns and Tony
Zanelli of Sydney, which set a new
standard for the JOG fleet by being built
[IOR-style from exotics by John McCo-
naghy.

Racing was conducted by the Royal
Sydney Yacht Squadron on the Manly
Circle off Sydney with a variety of races
in distance from eight to 60 miles. Most
courses were compact with exciting
racing, quick trips in close company to
the laylines and plenty for all crewmem-
bers to do in the shifting south-easterlies
and demanding seaway.

The top yachts quickly showed out as
Gingerbread Man won the first two races
with Box Office second. Races three and
four saw the positions reversed. Races
five and six were decisive and it turned
out to be all the South Australians as
Gingerbread Man won both with the
Sydney crew again second.

For the record the last race went to
Box Office with Gingerbread Man second.
Showing how close the racing was
between the two, the corrected time
margins never exceeded one minute.

Final score ist, Gingerbread Man 1, 1,
2,2,1,1, 2and second Box Office 2, 2, 1,
1, 2, 2, 1.

Third spot was a struggle between the
new Phil Atkinson designed D4, sailed
by Noel Leigh Smith of Queensland,
and two Sydney yachts, the MASRM
720 French Connection (Rik Dovey) and
older sistership to the regatta winner,
Itzalizard (Peter McNamara). All three
yachts were tied on points for third
going into the last race. In the end it was
the Lizard third ahead of French Connec-
tion fourth. All five were in division one
for the custom designed lightweight
designs.

Division two, for production yachts,
was a clean sweep for the Farr 740
Completely Harmless, skippered by Peter
Townsend and Bruce Whyte, ahead of
another Farr 740, Swmall Commission,
skippered by Bill Slater. The Farr 727
Cotfu, skippered by Alfie Hancock and
Neil Taverner, was third.

Division three, for heavy displace-
ment yachts, went to the Deflance 30
Crackajack with Leigh and Barry Kil-
lingworth in charge. Second place went

to the Holland 38, Derailed, skippered
by David Fairfax, third to another De-
fiance, Justine, skippered by David Par-
sons.

The overall victory to Gingerbread
Man marked the end of a successful
campaign for skipper Scott Duncanson
and crew including designer John. The
three year old boat, built by Scott from
fibreglass sheathed cedar, was a de-
velopment of a five year old design.

Gingerbread Man first raced in the JOG
Nationals two years ago to finish second
behind multiple winner Two Desperados.
Scott then began planning for the 1989
nationals and with John began a prog-
ram of fine tuning and modification
aimed at getting good speed in all
conditions.

A new, deeper elliptical fin, lighter by
100 kg but with lower centre of gravity
and a small bulb added to the tip
improved light weather performance.
New hull ends were added too, in the
bow the forefoot made a little deeper
and the stern finer with chines to reduce
buoyancy and bow down attitude when
hard reaching.

New sails and a highly refined deck
layout made the yacht easy to sail and
the crew of four did an excellent job
throughout the series.

In contrast, the one thing the crew of
Box Office did not have was time, she
was launched just before the cham-
pionships. Owners Steve Gunz and
Tony Zanelli went to David Lyons and
Tony Laubreaux of Seaflyer Naval
Architects (NSW) for “‘a no comprom-
ise” JOG boat.

The result was a fast yacht with low
rating that was built IOR grand prix
style, from exotics with little expense
spared. Her hull incorporated uni-
directional Kevlar and R-glass laminates
and the deck had uni-directional Kevlar
and carbon/Kevlar hybrid cloths.
Vacuum bagging of the hull over di-
vinycell foam cores resulted in a superb
finish and, according to Lyons, a yacht
which was very stift and light, particu-
larly in the ends.

It was not only the construction
materials that set Box Office apart from
the rest, her design was very different
too with an extremely fine entry with
hollow waterlines, narrow waterline
beam, flat run aft and somewhat pin-
ched in stern below flared topsides that
carried maxim beam right aft to the
transom and put crew weight right
outboard at all times.

At times Box Office was as fast as the
winner, but her crew needed extra time
to get the boat consistently to its poten-
tial.

Off the water there was inevitable
debate over Box Office and whether it
was “‘good” for the class. The argument
was solely along the lines of the cost of

exotic materials and whether it was
worth spending about $100,000 on a
24 ft  yacht, 30-40% over the
timber/fibreglass norm.

The Australian JOG Association de-
cided that next season it will consider
banning such exotics as Kevlar and
carbon in hulls and titanium in fittings.

It should be an interesting debate.

Rik Dovey

HE Commonwealth Bank Au-
stralasian Dragon Championship,
for the Prince Philip Cup, was sailed out
of the Royal Yacht Club of Tasmania in
January, comprising two invitation
races, the Charles Davies Memorial
Race, and seven Championship heats.
Apart from consistent Royal Geelong
Commodore Peter Jackson and his
crew, Stephen Peel and Stephen Jack-
son, sailing Breanne, who managed
fourth, none of the interstate competi-
tors made much impact on what must
be Australia’s strongest Dragon fleet,
the 18 strong group that sails out of the
Royal Yacht Club of Tasmania.

It wasn’t local knowledge either;
OOD Brian Donaldson set fair courses
with good starting lines and the current
and weather signs were there for all to
see.

The fleet of 26 was half fibreglass and
half timber. Some beautifully refur-
bished mahogany dragons are now
making their appearance and 1986
Prince Philip Cup winner Steven Boyes
sailing 31-year-old Maj Britt which has
been re-decked, the hull routed down to
11mm and a 6mm mahogany skin glued
on, won two heats, as did Ted Laing
sailing the re-decked 27-year-old Cam-
bria.

The 1977 winner Chip, magnificently
refurbished and sailed by Justin Barr
from Mornington Yacht Club in Victor-
ia, nearly won a heat too but his forestay
pin dropped out somewhere on the
second run while in the lead and he
sailed the final heat with the mast
supported by the luff of the genoa only
and finished 5th!

Nick Rogers, Bill Bourne and Phil
Taylor sailing their radical fibreglass
Dragon Karabos won the series with a
consistent 1, 5, 2, 3, 3, 2, 2 = 20.4.
Rogers is a multiple Australian Mirror
champion and made 3rd at the Mirror
Worlds in Ireland in 1986. He made the
transition into Dragons 15 months ago
and originally performed well in winds
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GME Electrophone of Gladesville,
have branches in all mainland States and
have some 800 dealers representing their
product across Australia. With personal
representation and an extremely strong
and active Dealer network, GME cus-
tomers can rely on excellent sales sup-
port and, most importantly, on-going
service support for all products on a
National basis.

ENETEAU, the world’s largest
yacht manufacturer, has recently
introduced a revolutionary new system
that considerably increases resistance to
hydrolysis of fibreglass hulls — code
named BWS (Beneteau Water Shield).
After extensive research, Beneteau
development have invented the most
efficient shield imaginable. The BWS
system is slipped between the laminate
and the gelcoat and is completely inte-
grated within the manufacturing pro-
cess.

Designed to reduce polyester shell
aging by three times with an interna-
tionally registered patent the BWS sys-
tem is the biggest innovation in 30 years
of polyester shell production.

The outcome of this to the average
enthusiast is a ten year hull guarantee
against marine osmosis on all new
yachts. The biggest concern of all boat
owners must be the possibility of
0smosis.

According to Beneteau, this fear is
now solved. BWS and a 10 year warran-
ty backed by the largest yacht builder in
the world is sure to guarantee buyer
confidence.

More information: Beneteau Yachts
Australia Pty Ltd. D’Albora Marina,
New Beach Road, Rushcutters Bay,
NSW, 2027. Telephone: (02) 327-2088.

MARK Pty Ltd have released the

Azden DH-T10B hand microphone
for use with commercial, marine and
CB mobile transceivers,

The Azden DH-T10B Microphone
features a DTMF tone encoder as well as
an ANI encoder, attractive styling and is

housed in a modern ABS plastic mould-
ing. It can be used with any transceiver
which uses a standard dynamic mic-
rophone without an amplifier.

It incorporates a 16 key keypad and a
switch to engage (or disengage) the
DTMEF function as required. A red LED
illuminates whenever a keypad key is
depressed and the piezoelectric buzzer
acts as an Audio Annunciator by repro-
ducing the DTMF tone.

The * or # keys are used to transmit a
preset ANI code sequence. This code
sequence can be readily programmed
and the DTMF dialling speed can be
adjusted from 10 to 40 pulses per
second.

More information: Imark Com-
munications Pty Ltd. 167 Roden Street,
West Melbourne, 3003. Australia, Tele-
phone: (03) 329-5433. Fax: (03) 328-
4431,

SOLO Marine recently announced
their appointment as distributors for
the Australian-made Adalett boat alarm
systems. Extensively tested in Western
Australia where they are manufactured,
the Adalett system is designed to protect
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