
  Preparing for the great adventure


  A few words of advice, just the same


  Because of my various books, I’ve received many letters from people—not all of them young—who felt the call of the open sea. They asked more or less directly, depending on their temperaments, for my advice on getting ready for the great departure.


  
    If you can, stay. Leave, if you must.

  


  There is one fundamental question you have to ask yourself at the outset: “Do I really want to live and travel on a sailboat?” Once you’ve answered that question, without hiding your head in the sand, things will become clear, because you won’t be kidding yourself.


  I tell everyone pretty much the same thing. Don’t needlessly complicate your life. Give top priority to the essentials. Firmly put aside anything superfluous. Given a choice between something simple and something complicated, choose what is simple without hesitation; sooner or later, what is complicated will almost always lead to problems—needless expense, loss of time, and waste of energy.


  
    There are different philosophies of sailing. Mine is to do everything as simply as possible, so you can set out to sea in the quickest time and for the least expense.

  


  This philosophy of simplicity has guided me like a guardian angel ever since I first set sail. Make do with what you have, and don’t have eyes bigger than your stomach.


  Theory


  Unless you are solidly grounded in sailing theory and practice, I think it wise to start very modestly at the beginning. Others have shared their experiences in books. I think the book published by the Glénans sailing school, The Glénans Manual of Sailing, covers the basics very well. I also very much like Antoine’s book, Mettre les Voiles. Those two books will help clear the way for you. I also know of an excellent American book, written by Larry and Lin Pardey, The Self-Sufficient Sailor.


  
    What really helped me was the training I got In Asia, where people sail with practically nothing, bare-handed, meaning without any equipment and always improvising; so everything is simple, and you learn how to make do, as simply as possible.

  


  First practical steps


  Together with what you learn in books, don’t hesitate to get your feet wet by sailing a small dinghy such as an Optimist. You’ll learn a tremendous amount. You may think, “Me, in an Optimist? That’s a kid’s boat! People will make fun of me!” To that I would say, “Beware of pride!”


  A few years ago in Tahiti, my friends René and Jocelyne had acquired a 27-foot sloop. He was 33 and a real athlete; he did martial arts, parachute-jumping, body surfing, and some diving, among other things. At 25, Jocelyne wasn’t the least bit interested in sports, but she had good common sense. Neither had ever done any sailing—except for a trip to Moorea with a bunch of friends aboard a 60-foot ketch—and they asked me to show them the ropes. The Arue yacht club agreed to lend us a Caravelle, a big, dry-sailing centerboard boat that at first glance seemed ideal. But when we got to the yacht club, we were greeted by a swarm of 10- to 12-year-old children who were about to go out on Optimists. We watched as they cleared the harbor area. One of the kids, though obviously at a loss, managed to get out into the channel despite the crowding and jeers of his friends. An hour later, the children returned like a swarm of bees. And we saw something eye-opening: the hapless kid of an hour before had been transformed. He was doing just as well as the others, yelling “starboard” at any challengers, deftly handling the crosswinds in the narrow channel before raising his centerboard and sailing up to the ramp.


  
    The main thing is to know how to handle a boat; later on, you go sailing.

  


  We helped him stow his gear and asked, “How long have you been sailing an Optimist?” Answer: “This is my first time.” In a blinding flash, we were struck by the obvious. So René, Jocelyne, and I immediately set sail, each aboard one of those marvelous dinghies. Close reach, reach, beam reach, coming about, jibing, backing with reverse rudder. We checked to see how well the boats hove to with the sail sheeted in and the tiller down at 45 degrees. The wind rose and we watched for gusts, learning to anticipate shifts as a force 4 wind raised little whitecaps on the lagoon. René and Jocelyne were beginning to take charge of their boats. Just for the heck of it, we started racing. It was terrific fun; we were in seventh heaven!


  When we headed back a couple of hours later, nobody could have said which of us had sailed the most miles in his life. It was extraordinary: in a single outing, René and Jocelyne had grasped the essentials, because each was responsible for everything, from beginning to end. When you’re sailing alone, you pay for the slightest mistake or lapse of attention. But an Optimist is a forgiving boat, and it gives you fair warning; you really have to work to turn one over. A 14-foot 420, on the other hand, is a temperamental racing dinghy that I feel is much too fast and unpredictable for a beginner. If nothing else is available, sailing a 420 is obviously a lot better than sitting on the yacht club terrace. But as soon as the wind rises a notch, a 420 will dump you without giving you the time to understand why or how. So I don’t think it’s the best way to quickly learn to sail well.


  As for learning in a group aboard a Caravelle, a number of things can make this inconvenient and a waste of time. You have a skipper at the helm—who may or not be a good teacher—and a crew, the people who do the work. The two most eager students usually grab the jib sheets and the others become “moveable ballast”: they aren’t very motivated, and their attention wanders as soon as they start getting bored or cold. Meanwhile, the two people at the sheets start thinking it’s high time they took a turn at the tiller. But you don’t get the tiller just like that; you have to earn it, you have to deserve it. “Trim your jib a little better,” says the skipper. “No, not like that! Are you asleep, or what? How did I ever get such a crew? And you want to take the helm, too?”


  All right, I’m exaggerating a little. But still, that’s the heart of the problem. In an Optimist, you get to take the tiller right away and you catch on very fast. I know of no better basic training. I consider this modest cockleshell the royal road to blue-water cruising. Aboard an Optimist, your senses sharpen naturally. The only voices you hear are whispered by the hull, sail, wind, and rocks. Through those instantly understandable messages, an Optimist will teach you the fundamental reflexes that will be needed aboard any other craft, large or small. Whether you’re on the poop deck of a 2,000-ton three-master, in the cockpit of a 30-foot cutter, or on a 420 or a Caravelle, the basics are absolutely the same, the only difference being a matter of extrapolation depending on tonnage. And a beginner will learn the basics much better and faster aboard a dinghy.


  Of course, I’ve met excellent sailors who had never set foot in a sailing dinghy or even tried their hand at crewing on a day sail before setting off for the great adventure aboard 25- to 45-foot boats. They learned as they went along, and I salute them. But how many others have given up because they tried to rush things? The sea and the gods don’t like excessive haste, lack of preparation, or a casual or careless attitude—especially concerning the really important things.


  A few final words on this subject. During her three cruising-school seasons in the Sixties, some 350 people crewed aboard JOSHUA. About 30 percent of these were complete novices. The other 70 percent had some experience: they had taken sailing-school classes at Les Glénans, or they owned cruising boats. And I noticed a distinct difference between the two categories of nonbeginners. The ones who had gone through the Glénans school—even if they had only sailed on a 16-foot Vaurien—very quickly got the hang of handling 15-ton JOSHUA. Whereas if they hadn’t sailed dinghies, the cruising-boat owners were almost always overwhelmed by events—to the point where I often wondered whether they ever used the sails on their boats, or relied mainly on their motors. And I hope that despite the passage of time and the rush of technology, Les Glénans still maintains its grand 1960s tradition, when sailing was the rule.


  Choosing a type of boat, and further practice


  This is the second stage in preparing for the great departure. Choosing a boat is a delicate problem, and I don’t think that the ideal boat really exists. Our own experience is what actually shapes the outline of our next boat, which will be a bit closer to that ideal, though without, I think, ever attaining it.


  
    A boat is freedom, not just a way to reach a goal.

  


  Be careful, though; take it easy. Here too, I think it’s prudent not to rush ahead if you have any alternatives. Beware of falling in love; it blinds you at first, only to leave you unhappy and at a loss aboard a boat that may not match your real hopes. Before deciding on this or that kind of boat, it’s best to have a general notion of what might best suit you. The smart thing is to do some sailing on several types of boats. Hang around marinas during your vacations and weekends armed only with a small sea-bag, a good dose of nerve, and enormous determination. The gods love this sort of thing.


  The more you sail on different kinds of boats, cruisers and racers, in summer and in winter, the clearer your thinking will become. It may take several seasons, but the effort won’t be wasted. You will be reaching three goals at the same time: you’ll get to know different kinds of boats; learn all sorts of things about sailing (reefing, sail-trimming tips, tidal currents, marine charts, buoyage systems, Sailing Directions, charts, etc.); and clear up many mysteries at little cost.


  
    Abadie gave me TITETTE’s tiller. This was my first great outing at sea. Abadie was resting below; he trusted me. Sailing by night in that apparent darkness, while knowing where the island was... it was a magic that renewed within me my alliance with the universe. The stars were speaking, as were the sea, the wind, and the island cloaked by night.

  


  It may seem hard to get that first “Yes” from an owner that will allow you—with no other references than your smiling face—to crew on a boat that is preparing to weigh anchor. But, as my old friend René Tournoüer used to say: “You already have the ‘No’. So there’s really no risk in insisting, to get yourself a ‘Yes’.”


  Choosing the boat's material


  If you want to go far and keep your boat for a long time, I don’t think anything beats metal construction.


  I am convinced that a solid boat, even a very small one, the size of a 19-foot Corsaire d’Herbulot, could be sailed solo from Tahiti to the Falklands by way of Cape Horn without risk to life or limb, if it were built of metal. If you drop a well-plugged bottle in the middle of a hurricane, it will float just fine. The same is basically true of a boat. If it is built of metal, well designed and watertight, it could be knocked over by breaking waves ten times in a row without sinking. The rest is merely details and adjusting to circumstances.


  To show how strong metal construction can be, here is what happened when JOSHUA was driven aground in Cabo San Lucas, in December 1982.


  During the night of the hurricane, 26 boats, almost all of them production fiberglass models, wound up on shore. At dawn, the beach looked like a huge garbage dump: half-boats, quarter-boats, big sheets of fiberglass, debris everywhere—a total disaster. During that night, JOSHUA went aground at low tide and a 50-foot fiberglass ketch was driven on top of her. This big boat was destroyed in a couple of hours, whereas mine came through with some serious bumps but not a single crack. Two other boats, beached at high tide, survived the disaster. One was a 40-foot ultralight racer made of molded plywood; her keel was knocked askew, but could be repaired. The other was a sturdy 30-foot cutter of traditional plank construction on laminated ribs; she took some bad knocks, but no fatal ones. If they had gone aground at low- or mid-tide, the waves would have destroyed them like the others. Several fiberglass boats that went on the beach at high tide stayed there, beyond repair.


  
    For me, a boat comes down to three main elements: a watertight hull and deck, masts that stand upright, and a solidly hung rudder.

  


  STEEL


  Amateur construction is possible


  I know of six or seven steel boats that were very well built by competent amateurs whose main tools were a torch and welding gear. This type of construction is especially fast compared to wood or fiberglass.


  Other advantages: it is rigid and watertight


  Ah, steel. . . watertight bulkheads, tanks welded right to the hull, incomparable rigidity, welded chainplates, and an absolutely watertight boat that you clean with a broom and dustpan instead of a bilge pump.
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    1950 Snark


    Wooden gaff-rigged ketch. A Malaysian boat, known as a proa—which is very different from a junk—built in Borneo for fishing. She had a bowsprit and not much freeboard. Length 40'; beam 14'; draft 6'.


    [image: image]


    SNARK was making 25 gallons of water a day by the time we reached Singapore... Without quite sinking, we managed to bring her back to Saigon, which we had left six months before. All that remained was to sell poor SNARK. She was rotten from the tops of her masts to the bottom of her keel, by way of her hull and ribs! Devoured by shipworms, too, the poor old thing!
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      She was a beautiful Gulf of Siam junk, sturdy and rounded, smelling sweetly of wood oil. Her sharply angled bow gracefully extended her strong sheer forward, pointing to the sky, the horizon... and the lands beyond that horizon.

    


    1952 Marie-Thérèse


    A traditional wooden junk, gaff-rigged, with a very tall, slender bow and internal ballast. Length 30'; beam 10'.


    1955 Marie-Thérèse II


    Of Asian inspiration and built by eye, without any plans, she had rounded lines. Marie-Thérèse II was a ketch, initially gaff-rigged, then Marconi. Handsome mahogany keel, bow, and stem pieces; jackfruit and guava wood ribs; laminated deck beams. She had 880 pounds (400 kg) of exterior ballast; the rest was interior and fixed. Length 27'; width 10'; draft 5'.
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    Maintaining my wooden boats presented some tricky problems that required solid credentials: you had to be a “doctor of rot,” “doctor of shipworms,” and “doctor of leaks”... Despite my instinctive distrust, I was forced to compare wood and steel. Working on a freighter taking me back from the Caribbean to France in 1958, those three doctorates were replaced by a scraper, a can of paint, and a big brush, with no further qualifications required beyond a little good will... I learned that a steel boat’s topsides don’t tust when they are maintained in the time-honored merchant marine way: painting, painting, and more painting, using quick-drying paint, since you’re always in a hurry to get underway.
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    1961 Joshua


    Joshua is a 40-foot steel ketch designed by Jean Knocker and built for me by Jean Fricaud in his yard at Chauffailles. Steel had turned out to be the best answer to my concerns about maintenance and strength. From our very first meeting, Knocker put me at ease. I made plan and section sketches to scale. He then drew the waterlines, corrected my mistakes to conform to the requirements of naval architecture, and produced a real architect's plan that suited my wishes. This work together stretched over fourteen months, until the plans were done to his and my satisfaction.


    Needless to say, Knocker put in a great deal of work, given the number of requirements I had for the boat:


    1. Good upwind performance. From the point of view of sailing close-hauled, my previous boats weren't much good. And when the seas were stronger than the wind, performance became pitiful, especially with a bit of contrary current. That state of affairs can lead to catastrophe, because it is very tiring to tack day and night. Fatigue leads to exhaustion, and that can put a boat on the rocks.


    2. Shallow draft (things are getting complicated already). This is an element of both safety and pleasure in coral seas, where a boat drawing only 4'6" can get much closer to shore and enter little protected coves whose passes are too shallow for a boat with 6-foot draft. Knocker suggested a very elegant solution involving a centerboard, but I wouldn't hear of a centerboard well, since at the time I intended to use cold-molded wood construction.


    3. Norwegian stern. I prefer a pointed Norwegian stern because it can very effectively divide, direct, and ease a breaking sea's violent push when running.


    4. Very comfortable interior, but divided between two totally independent cabins (another difficulty, since the Norwegian stern makes the aft cabin less roomy).


    5. Marconi ketch rig (this is awkward for the aft cabin, because of the mizzen mast).


    6. Stern-hung rudder, which lets you directly connect a self-steering device.


    As you see, the architect found himself confronted with an imbroglio of demands, which made his task very difficult. Good windward performance requires a fairly deep draft. Also, the least possible windage, whereas I wanted to be able to stand up anywhere in the main cabin, and in part of the aft cabin. But Knocker was able to overcome these serious difficulties.


    Joshua: Length 40' plus a 6-foot bowsprit; length at the waterline 36'; beam 12'; draft 5'. Steel used: frames: 2" x 3/16" flat iron. Keel: 9/32" plate for the sides, 13/16" for the bottom. Stem and sternpost: 3" x 13/16" flat iron. Strakes: 3/16". Garboard: 7/32". Deck frames: 2" x 3/16" flat iron, on edge.


    
      1982


      If JOSHUA were 32 feet long and well laid out, she would be plenty of boat for two people, plenty to set out to sea on, and would require less time and money to maintain and outfit...

    


    [image: image]

  


  
    1983 Tamata


    Tamata is a 32-foot hard-chine steel cutter with a transom and bowsprit. I once thought a transom dangerous when running in high seas, but hundreds of sailboats have proven that it is as good as a Norwegian stern in the high latitudes. And of course a transom means more room on deck and inside. I had wanted a boat that would be 30 feet long, maximum. John and Ned Hutton, the builders, only had plans for a 46- to 50-foot boat on hand, and the choice had to be made quickly. By extrapolating, they were able to bring the size down, but not under 32 feet. In her behavior under sail, Tamata isn't the ideal boat, but she is better than no boat at all. The cutter rig allows a divided headsail, so you can handle heavy weather, maneuver under mainsail alone in port, sail close-hauled under staysail alone—in a word, simplicity. But I loyally chose a bowsprit, which greatly increases the sail area for light winds.
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    1988


    What if I had to do it all over again? If I were starting out fresh, and had the means, my boat would certainly be no bigger than 32-foot Tamata and have the same cutter rig. But she might well be made of aluminum, because after some early experiments, I think marine aluminum alloys have proven their worth.
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  Another advantage of metal construction: a hollow keel with removable ballast, which makes it possible to careen the boat in waters without tides where the harbor lacks a haul-out or crane.


  Maintenance


  Steel’s two enemies are electrolysis and rust. During the 1960s, L. Van de Wiele gave me what I think is the last word on the problems faced by a steel hull destined to cruise in waters around the world. This was his advice:


  “Having analyzed the issue, I have to admit that for a boat hull, steel had almost every advantage over wood, except for corrosion risk and the resulting difficulty of maintenance. And I think the day is coming soon when we will come up with a really efficient way to isolate steel from seawater. At that point, there will be no justification for a wooden hull... Let’s now turn to the disadvantage of steel. There is just one, which isn’t all that serious: salt-water corrosion. I’m ignoring electrolysis, because if care is taken during the boat’s design and construction, it can be almost completely eliminated... You can also have your hull sandblasted and galvanized. That is relatively expensive, but effective, and, in my opinion, currently the best protection against corrosion. Zinc bonds to steel perfectly, and there is no danger of its peeling off. . . It is worth noting, however, that it is as hard to protect zinc as steel, since paints don’t adhere to zinc very well either.


  “Note that the paint on the inside of the hull doesn’t present any problems ... It is the custom here to completely panel the hull above the cabin soles, but I prefer minimal inner planking, consisting of only a few easily removed laths ... This lets me keep an eye on the inside of my hull... In sum, as you can see, corrosion protection is just a matter of painting, nothing else.”


  Paints have evolved since the 1960s and continue to evolve, but the principle behind Van de Wiele’s advice remains valid: maintenance is simple, provided you don’t cut corners in the preliminary base treatment of the steel; avoid design choices that can lead to complications; and always watch out for corrosion problems. Contrary to what you might expect, the biggest corrosion problems occur in the boat’s interior, where the hull can’t be seen or is hard to reach for maintenance.


  Here are a few design errors to avoid:


  1) Don’t use any angle irons or T-sections. Floor plates, frames, stringers, and rails must all be flat bar, welded on edge. That way, a paintbrush can reach everywhere—which is essential if you don’t want to face insoluble problems of interior corrosion. With flat bar, there are no hiding places for rust, and everything is visible. Places that can’t be reached (the junctions of the keel with the bow and the sternpost, and under the mast) should be made watertight by welding a sheet of steel over them.
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  On a steel boat, no corners should be hidden and beyond reach of a paintbrush. Use flat bar, not angle irons or T-sections.


  2) Don’t use limber holes in the bilge, either. On wooden boats, the frames always have limber holes, so any seawater that leaks in can flow freely the length of the keel, which avoids any risk of rot. A metal boat should not have limber holes; that way, when a wave splashes through the companionway—which happens fairly often—you will only have a small section of the bilge to sponge out and rinse with fresh water, instead of the whole length of the keel. But of course you have to be able to get to all parts of the bilge.


  On the other hand, it is best to make regular openings in the stringers to let condensation flow from the deck to the bilge (where it can be mopped up), especially if the interior is paneled, or when sailing in areas with a large temperature difference between outside and inside the boat.


  3) Don’t screw or bolt any wood onto the deck and cabin top, regardless of the quality of the putty you use between the two materials. Using wood for bulwarks, hand rails, or hatch rails will almost always create corrosion sites. A pretty varnished hand rail may tempt you, but using a length of galvanized (or stainless steel) pipe makes much more sense. Putty is dangerous stuff, since it is squeezed out in tightening, and good, uniform protection can’t be guaranteed.


  4) All pieces that must be bolted to the deck (such as plexiglass portholes) should be mounted with flexible joints such as neoprene, which shapes itself to irregularities in the deck and isn’t crushed when the bolts are tightened. This prevents humidity from entering between the materials, and avoids damage to the paint on tightening. A silicon joint, if it isn’t correctly applied, is not enough; like putty, it squeezes out under pressure, and corrosion can soon begin.


  5) Inside the boat, you must also reduce the risk of electrolysis; be sure to insulate the electrical system. And don’t ground it to the hull.


  Preliminary anticorrosion treatment


  Remember that the boat’s life span will depend on the quality of this initial treatment, which is done on the bare steel plates when the boat first comes from the yard.


  Ideally, you should sand-blast the hull and deck before applying the first coat of paint. If you can also sand-blast the interior, so much the better.


  By far the most effective anticorrosion paint I know is Dox Anode, a terrific zinc silicate paint sold in France by the Méta shipyard under the name Metagrip. It acts by cathodic protection against electrolysis (the zinc is destroyed while protecting the steel thanks to their difference in potential) and also protects against rust. So Dox Anode is more than just a paint; it is a kind of cold-dip galvanizing, and it adheres perfectly. It is also somewhat antifouling (this usage may now be outlawed because of toxicity), and can be scrubbed clean before a passage. It must be applied to the plates immediately after sand-blasting. All the other paints go on over it. For her first seven years, JOSHUA sailed with only this zinc silicate paint on her bottom, though I had to dive often to scrape barnacles off.


  Another approach is to hot-dip galvanize the boat. This operation involves spraying several layers of molten zinc on the freshly sand-blasted surface. The treatment lasts a lifetime, but the bill can be steep!


  Ideally, all small fittings should be stainless steel, provided you paint them carefully where they are welded to the hull to avoid any danger of electrolysis. Lacking stainless steel, galvanized iron (or at least hot-dip galvanized) will greatly reduce the time spent maintaining the boat.


  Anticorrosion protection


  The first coat of paint to go on next must adhere well to the Dox Anode (to zinc, that is). I first used zinc chromate in France, then Silver Primocon in the United States, which proved excellent and worked better with antifouling paints. But you have to let Dox Anode air for about two weeks before you start painting; this gives the zinc time to slightly oxidize and return to a neutral acid level, which will allow the primer to adhere well. If you don’t have the time to wait, swab the sections painted with Dox Anode with a diluted 2 percent solution of phosphoric acid, then rinse with fresh water after a few minutes. You can then apply the primer immediately.


  If you can’t get Silver Primocon, it’s important to find a primer that leaves the zinc surface inert and ready to take the finish paint.


  I think it is very important to do a careful paint job (six or seven coats) before the boat is first put in the water, to provide a thick protective layer. I have heard that ships in the French Navy get more than ten coats before being launched.


  Protection against electrolysis


  The wetted surfaces of a steel boat will remain in perfect condition when protected from electrolysis by zinc anodes. These are either welded to the hull by their mounting brackets or bolted on, which makes them easier to replace when they corrode (you can dive and do it underwater). The “3 Z” anodes made by Zinc et Alliages are currently used by the French Navy, which chooses its equipment carefully.


  On JOSHUA, “3 Z” anodes lasted five or six years. On TAMATA, the same anodes had to be replaced after two or three years, especially the ones close to the bow. Why the difference in longevity? It’s a mystery. In any case, it’s best to weigh anchor with a good supply of anodes in the hold; you can’t find them just anywhere in the world. Before attaching the anodes, paint the back sides, which will be in contact with the hull, so they don’t erode at the attachment points.


  Finish paints


  For the bottom: antifouling paint without copper or copper oxide.


  For the topsides: various finish paints can be used, ranging from alkyd paint, which is the cheapest but most short-lived, through epoxies and polyurethanes (the latter are better suited for the final coat).


  For current maintenance, see “Maintenance and repairs,” page 155.


  Paints and paint techniques continue to evolve. Someday, we’re sure to have a miracle protective product, but the quality of the initial treatment will always be vital, TAMATA, which was built in 1983 in the United States, was given a slightly different treatment from the one described here.


  Summary of initial treatment principles before launch (based on my experience with JOSHUA)


  
    
      	STAGE

      	BOTTOM

      	HULL AND DECK

      	INTERIOR
    


    
      	Treatment before launch

      	Scoured by sand blasting
    


    
      	Anti-corrosion protection paint Dox Anode (2 coats)

      	
    


    
      	Protection and finish

      	Nothing

      	Primer Nothing Silver Primocon (2 coats)

      	Zinc chromate primer (2 coats)
    


    
      	or primer of Silver Primocon type (2 coats) then antifouling without copper or copper oxide (or other metals

      	Alkyd or Two-part epoxy or polyurethane (2-3 coats)

      	Alkyd (2-3 coats)
    

  


  At the beginning of this section, I said that maintaining a steel boat is simple. If you live aboard, that’s true. But I wouldn’t recommend this type of construction to a busy person who can only go sailing for a few weeks a year. Such people might wind up spending most of their vacations in port doing basic maintenance chores.


  ALUMINUM AND STRONGALL


  Steel construction is more than a century old; aluminum construction is still fairly recent, but is starting to prove itself. “If you want an aluminum boat without taking too many chances,” a friend once told me, “it’s best to buy a second-hand one and get expert advice; if everything is in good shape, you’ll improve your chances of finding a decent boat.” As I said before, I would be inclined to try aluminum if I needed a new boat and could afford it. But I have no experience in this area, so I’ll say no more.


  From what I’ve been able to learn here and there, aluminum won’t cause serious electrolysis problems if the electrical system is completely grounded and you avoid long stays in industrial ports, where stray currents are common. My friend Antoine told me how much Americans fear aluminum: “They talk about aluminum sailboats that had spent two or three years at their moorings and were so corroded that it looked as if a giant can opener had split them along their waterlines.” Was this the result of stray currents or inadequate (or non-existent) cathodic protection on the hull? Antoine thinks the problem was caused by the two factors combined.


  It’s worth noting that Antoine’s boats VOYAGE and BANANA SPLIT were built by the Méta shipyard using the “Strongall” procedure: extremely heavy aluminum sheets, without ribs
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