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This survey was carried out on 4th and 5th Sept 2008 at Woolverstone Marina; the above named being a prospective purchaser of the vessel.
Limitations:
· Where access was restricted by fixed panels, linings etc. it was not possible to examine and I cannot say those areas are free from defects.

· This report has been prepared for the use of commissioning client and no liability is extended to others who may see it.

· In some cases it is not possible to detect latent and hidden defects without destructive testing; not possible without owner’s consent.
Scope of survey:
· This is a Pre-Purchase Survey and its purpose is to establish the structural and the general condition of the vessel. Where items of equipment have been tested this will be stated in the text.

· Please note that where reference is made to condition in all cases this must be considered in relation to the vessel’s age, for example good condition should not be taken to mean new condition.

· A general inspection of the engine and installation will be made, in this case including running the engine briefly at light load. It should be appreciated that some components may appear serviceable but be found defective when engine is run at higher power for longer durations. 

· Mast was stepped, therefore mast and rigging examined from deck level only.
· The design and the suitability of this craft to meet the client’s particular requirements and planned use will not be commented upon, unless particular restrictions are thought necessary due to presence of discovered defects.
Recommendations: 
Recommendations will be printed in bold for quick reference, and are written within the body of report in order that they may be read in context, and  also listed prior to the Conclusions at the end of this Report.
Recommendations will be graded into (A), (B), (C), or (D) which mean;-

(A)  Defects that should be addressed prior to use of the craft,

(B)  Defects to be planned and included in the next maintenance period,

(C)  Defects which have specific requirements as noted within the text.

(D)  Defects that may affect the insurability of the craft, and which the owner should address at his discretion.
Conditions of survey:

Vessel was examined initially afloat and then on a hydraulic cradle ashore, after being lifted from the water on the 4th Sept for the survey. No special conditions affected the survey.
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1.Details of subject vessel:
A development from the Contessa 32, the Sadler 32 was designed by David Sadler and examples were built from 1979 until 1989 and approx 300 were completed by the original yard. Most mouldings are still available from the company in Poole who now own the moulds.
	Length Overall:
	32ft

	
	

	Length Waterline:
	24ft

	
	

	Beam:
	10ft

	
	

	Draft:
	5ft 6”

	
	

	Displacement:
	9,500lbs

	
	

	Ballast:
	4,200lbs

	
	

	Registration:
	British, O/N 399125

	
	(not known if current)

	Registered Tonnage:
	7  40/100t

	
	

	Hull Material:
	GRP

	
	

	
	


The above tabulated particulars were obtained from a number of sources and I have not checked them all during the inspection of this craft. Their accuracy cannot therefore be guaranteed.
2. Keel:
A cast iron fin keel was found soundly attached to the hull by a total of 12 studs which were fastened by nuts with large backing plates in the bilge area. These had been glassed over when fitted and showed no signs of any movement or leakage.
The surface of the keel had been finished in black antifouling paint, but there was surface corrosion beneath the antifouling which was poorly adhered and soft.

It is suggested that consideration be given to removing the corrosion and applying an anticorrosion coating system at the next haul out period. This is not a structural item, just cosmetic, although some very small loss of performance will result from the rough corroded surface of the keel.

The keel / hull interface was found to have a small amount of sealant present and not to exhibit any signs of movement or corrosion from the top of the keel.
3. Hull below waterline:

Moisture readings were taken (in a number of randomly selected areas where the antifouling was removed) using a capacitance type moisture meter of Sovereign Quantum type, operating in both shallow and deep reading modes. The meter was first checked for correct calibration.
The readings recorded below are from the meter operating in the shallow and deep modes on the relative scale 0-100.

When switched to deep reading mode there was no significant increase in the readings and this confirms that no further deep seated moisture is present.

The readings are relative and do not express moisture content as a percentage of dry weight. High moisture content is not generally a structural defect, and is to be expected in older boats. However where some moisture has been absorbed the likelihood of moisture related problems occurring is higher, and the actual state of the laminate cannot be completely guaranteed without destructive testing followed by chemical analysis. The opinion given in this survey is based on all the evidence available at the time but without destructive testing.
The weather forecast was for unsettled weather and so in a dry spell on the first afternoon one set of readings was taken and then the next day, the opportunity was taken before the rain arrived to repeat the readings for confirmation.
The conditions prevailing when the readings were taken were as follows:

Thursday afternoon – approx 3hrs after being lifted from the water
	Air Temperature:
	19.0C

	Surface temperature: 
	17.7C

	Relative Humidity
	55%

	In summary conditions for taking moisture readings were satisfactory.


Friday lunchtime approx 22Hrs after being lifted
	Air Temperature:
	18.1C

	Surface temperature: 
	18.0C

	Relative Humidity
	66%

	In summary conditions for taking moisture readings were satisfactory


The ranges of readings obtained were as follows:

	Sovereign Quantum
	Range below waterline.
	Range above waterline.

	Scale A, 0-100
Shallow mode
	18 – 30
	10 - 14

	Scale A, 0-100
Deep Mode
	19 – 28
	8 - 13


There were only slight changes between the two sets of readings and they reduced by perhaps a couple of points on average.  There were some spot readings outside the above ranges and these were;-
The rudder results were, as expected from a moulded rudder of this type, higher indicating some leakage into the central cavity. This is not a cause for concern at this stage.
Immediately ahead of and astern of the keel the readings were higher. These areas were further scraped back free of paints so that it was possible to inspect the clear gel coat. There were no visible signs of defects, i.e. no wicking or blisters. The internal structure at these points was examined, and it was found that there was a transverse frame across both of the two areas, each made up from some plywood glassed into the hull. It was possible to examine the laminate through the clear resin and no visible evidence of defects was found. It is likely that the meter was picking up a reading from some moisture present in the plywood core of each frame as the higher readings found were when the meter was set to the “deep” mode. There is no cause for concern in these areas.
The hull area aft of the keel is well rounded, which maintains strength, and there is more support aft as the hull forms into a skeg, that provides support to the rudder and further stiffens the aft part of the hull (acting like an external stiffening section which also reduces the affects of slamming from waves from astern). A strong structure results and the skeg was found free from damages or faults.
4. Topsides above waterline -including rubbing strake:
The topsides were finished in a white gel coat with a narrow black stripe near the top each side. There was some white paint smudges showing on this stripe, and it is thought that local touching up had been carried out, however, the topsides had not been repainted completely (evidenced by what I could see, in a number of areas where there were scratches in the gel coat).
Near to amidships, which areas coincide with the widest part of the hull, there were some scratches, some of which had been repaired but not fully rubbed down flush with the original surface.

Near the stern there was an area blackened by the engine exhaust. This could be cleaned and was just a cosmetic stain. Adjacent was a small area where there was some crazing in the gel coat, again a cosmetic issue only.
There was some light abrasive damage to the bottom edge of the sloping transom where it met the hull. This was not a significant damage.
5. Deck moulding:

The deck moulding was integral with the coachroof. Much of the deck was of a solid laminate construction with areas of reinforcement provided by a sandwich construction in some flat panels. The soundness of the deck was tested by walking and no sign of delamination of sandwich areas was found. The Moisture meter was used in way of each of the deck fittings in turn to find any areas of locally increased moisture possibly from leakage at fittings. None were found to show any significant increases.
6. Coachroof:
The coachroof was integral to the deck moulding and similarly constructed with mainly solid laminate and areas of sandwich construction for reinforcement. It was found generally in good order with no increased moisture in way of fittings except for that where the babystay was terminated. Here there was some slight increase in readings and it is suggested that this fitting be released and bedded again in suitable sealant and re-tightened.
7. Cockpit:
The cockpit benefitted from teak facings to the horizontal surfaces giving an attractive non slip surface. These were all in serviceable condition.
To port, the large cockpit locker opened to give access to the newly fitted fuel tank (see section 30) and much gear. This locker lid was fitted with a “hold open” facility but no means of locking it closed was found.

8. Hull / deck joint:
The hull topsides continued up until they turned inboard forming a “shelf” on which the deck moulding sits. On the outside, an alloy extrusion is fitted forming a toe rail and the fastening bolts for this, at approx 3” centres, go through the hull deck joint securing it in place. Much of the joint is concealed internally by linings and fittings, however, in the limited areas where the joint can be sighted such as in the hanging locker, anchor locker and lazarette, there were no signs of leakage, movement of other problems.
9. Bulkheads and structural stiffening including internal mouldings:
The keel loads are spread through the hull using transverse frames, each made up of ply sections glassed into the hull. In the area of the keel there are ten of these visible and they were in good order. They have each been shaped to taper down as the load diminishes further out from the centreline.
The rest of the hull is mainly stiffened by the use of sandwich sections which vary in size and number according to the requirement. For example, where the hull can be seen outboard of the hanging locker there are three longitudinal stiffeners visible (each approx 6” wide and ½” thick). The core material was not seen as there were no convenient breeches through the GRP allowing sight of the core. Where possible, these sections were checked for delamination and none was found.
There are a number of bulkheads and part bulkheads. These take the form of veneer faced ply, which in some areas, such as the anchor locker have been completely glassed over and attached to the hull to keep moisture from accessing the ply, and in other areas are secured at the outboard edges by being glassed over a strip which varies between 6” to 12”. There is an inner liner fitted to the forward deckhead and this has been moulded with shaped flanges that support the bulkheads in their positions.

The downward loading of the mast was supported from beneath by the main bulkhead and backed up by a strongly fixed wooden compression post of approx 4” x 2 ½” cross section. This post was in good condition, including the section in the bilge where it transferred its load to the hull and on to the keel.
10. Rudder and steering:

A semi-balanced GRP rudder is supported by a part depth skeg which provided the mounting for bronze type alloy bearings. When tested for sideways and fore/aft movement the rudder was found well supported. The rudder stock extends up through a tube in the after part of the hull and this was found free of defects and well attached to the hull.
A laminated tiller mounted in a fabricated metal bracket allows the tiller to be raised to a comfortable height for steering whether sitting or standing and also allows for the tiller to be lifted clear from the cockpit space when not required. There were brackets and fittings for a simple tiller pilot to be used but this was not tested during the survey.

11. Stern gear:

A stainless steel 1” diameter shaft led out from the shaft log to a “P” bracket where the shaft was supported by a water lubricated cutlass bearing. The bracket was tested for rigidity and support and found secure, and the bearing was tested for play by attempting to move the shaft to the side and up / down and was found to have little play and be fit for further use. The Propeller was examined and found free from significant damages (from impacts etc) and, when scraped to reveal the surface, there was no evidence of any weakening from de-zincification. The propeller itself had three blades and was of the RH configuration, and held in position by a nut secured in turn by a split pin.
A rope cutter assembly (Spurs type) was found affixed just ahead of the propeller and this was in good order with little play evident between the moving parts such that the bearing washers were suitable for further use. The fixed arm of the assembly was found to be securely attached to the “P” bracket.

12. Cathodic protection:
It was noted that attempts had been made to minimise the effects of galvanic corrosion by bonding all of the underwater metal fittings to each other. This was inspected where visible and found to be in good order with the exception that the seacock for the engine intake had been changed at some time in the past and the bonding wire not attached, it is present just a few inches away from a suitable mounting point and it is suggested that this is connected again. Only one anode was fitted, this one to the propeller shaft ahead of the “P” bracket. The existing one was almost fully wasted and this was removed and replaced by a new one (provided by Mr Male) during the survey.
A portable dipping anode was found on the port side of the cockpit. This had a poor surface condition; being covered completely by calcium based deposits and organic material and was unlikely to be contributing to the overall protection of the yacht. This should be mechanically cleaned off and brought into proper use. It is possible that the lack of assistance from this anode had led to the premature loss of material from the original single shaft anode.

It is suggested that the rate of loss of material is monitored between relaunch and the next lift and this compared to the expected frequency of lift outs to be sure that sufficient material will remain from one lift until the next. If this is not certain then extra anode protection should be fitted. This could be simply achieved by doubling up the number of anodes on the shaft, although these are not necessarily the best solution as they have a tendency to come loose and rattle as material is used up.
13. Skin fittings and other through hull apertures:
No skin fittings or valves were dismantled as part of this survey but the following routine tests were carried out:

a) Examination from outside and inside the boat.
b) All valves open and closed to their full extent where possible.

c) Any fixing bolts hammer tested where accessible.
d) Bodies of metal valves or seacocks tested with a hammer inside the boat and external parts hammer tested outside the boat. 

e) Fittings aggressively tested inside the boat for security in the hull.
f) Hose clips inspected and hoses aggressively tested for security.
Below waterline:
1 & 2, approx 6ft ahead of the transom each side was located a bronze type skin fitting with a Blake’s sea cock on the inside (approx 30mm diameter) these served the cockpit drains and during a period of rain were closed and then opened again to prove their efficiency.
3, ahead of the keel on the centreline was the opening for the speed log transducer. As is usual for these fittings, this was made from a plastic material. Stowed adjacent to it inside the hull was a blanking plug.

On the port side was a series of three fittings each with a bronze type through hull fitting and proper sea cock, serving;

4, sink outlet, 5, toilet inlet and 6, the toilet outlet. Each cock moved, was noted to be greased and in good external order.

To port, aft of the keel were two more fittings;

7, the outboard one with the original seacock served the galley sink outlet,

8, the inboard one, a stainless steel ball valve, served the engine cooling inlet.

Above waterline:
Just below the transom to starboard was a bronze fitting serving as the engine exhaust outlet, and in a matching position on the port side was a plastic fitting serving as the manual bilge pump outlet.
In the transom itself was the air / exhaust terminal for the eberspacher cabin heater.

At the bow, port and starboard, were matching small drains from the anchor locker.

14. Main companionway and other access to accommodation:

On arrival there was a GRP one-piece wash board fitted in way of the main hatch with a substantial locking device in place. Within the cabin was a set of three varnished wooden washboards that could be used (1, 2 or all 3) in place of the big GRP washboard when the yacht was occupied. These were all in good order.
The main hatch itself was a sliding one which was protected by a GRP garage in the open position. It moved freely and was free from defects.

Forward, above the forward cabin bunk was an original metal framed deckhead hatch of sufficient size to allow use for entry and escape. This operated and was found free from evidence of leakage.

15. Ports, windows and ventilation:

A number of glass windows were fitted into the coachroof sides; framed in alloy, and sealed by rubber seals. These were all in good order and free from signs of weakness or leakage.
A plastic dorade type ventilator was fitted into the deckhead on top of the coachroof. This was found to be degraded (by UV light), dull and showing many very small cracks, however, it was substantially intact and there was no sign of leakage or of increased moisture in the adjacent laminate.

16. Pulpit, stanchions, pushpit, lifelines and jackstays:

At the bow was a pulpit formed of stainless steel tubing and supported by six legs. These were found well attached to their sockets and the assembly free from significant defects. From the after legs, led a pair of guard wires supported by four stanchions each side. The stanchion sockets were firmly attached and the stanchions themselves found free to move within the sockets, restrained by the fastenings (free from corrosion within the sockets). Aft, was a two part, stainless, pushpit with a folding boarding ladder on the centreline, (bridging the gap between the two corner sections when folded up into the stowage position.)

The mountings and the tubing were found in good order.

Fittings for lifelines were found in the forward section of the cockpit and these were found strongly attached.
A webbing jackstay was attached to mountings on each of the side decks. These were in satisfactory condition.
17. Rigging Attachment Points:

The transverse loads on the mast were supported by cap stays and lower stays, one pair to each side. These pairs shared single stainless steel fittings which transfer the loads through the deck. These fittings were made up of a deck plate with formed into two eyes, one supporting each toggled connection to the wires. Four bolts though the deck transferred the loads below to stainless steel tangs, through bolted to the main bulkhead.
The port side deck plate was found to be cracked in two places adjacent each other on the inboard side in way of the rising section forming the attachment for the inner stay. Each crack was small – approx ¼” but of unknown depth.
The starboard one was found to have one similarly length crack in a similar position.
There was some evidence of crevice corrosion taking place in these cracks due to the locally increased stress levels, cycling loads and the lack of oxygen to keep the oxide film properly formed.

Recommendation

The cracks in rigging attachments are to be further investigated and dealt with as found appropriate prior to the vessel being sailed in rough weather. (C)
It is suggested, that grinding out the cracks until completely removed – confirmed by crack detection techniques, followed by welding up in situ may be possible.  If not possible in situ, then the fittings should be released and the repairs carried out in a workshop, or be replaced by new ones – which may not be so easy to obtain. This should be completed prior to subjecting the rigging to any loadings more than light loading.

The forestay attachment was to the stem head fitting which was firmly attached to the stem using bolts through the tang and the stem and was free of defects.
The backstay was attached to a fitting that was through bolted to the transom and found to be defect free.

18. Ground tackle and mooring arrangements:
At the bow, a stainless fabricated stem head fitting supports a roller for use with the anchor. Within a covered locker on the foredeck was located a suitably sized plough pattern anchor fastened to a length of chain. Whist the anchor itself was in satisfactory condition, the joining swivel was heavily corroded.
Recommendation

The anchor attachment shackle / swivel should be replaced. (A)
The anchor chain was heavily corroded and all of any original galvanising was wasted away. However, the remaining steel was still of substantial section and whilst consideration should be given to replacing the chain, it may be possible to still use the original for some years so long as further corrosion is monitored regularly. The whole chain was not ranged out during the survey and so its length and the actual condition of the sections lower in the anchor locker were not examined.
A manually operated windlass with both gypsy and drum was mounted in a convenient position aft of the anchor locker. When examining the mounting fixings from within the forecabin it as found that two of the four nuts were tightened against the deckhead inner lining and two against the deck itself.
It is suggested that this item is released for examination to ensure that the fixing are fastened to an appropriately strengthened and supported section, for example by using suitably large backing washers.
This fitting has been in place for some years and this task is not considered urgent so long as, in the meantime, the owner avoids extreme loadings of the windlass – by ensuring that anchoring loads are taken by cleats for example rather than by the windlass body.
19. Other deck gear and fittings:
A number of winches were found in place around the cockpit serving the mast and sail adjusting lines. Each of these was tested under light load using a handle to confirm that the ratchets engages properly and that the gearing performed as expected – i.e. those two speed ones actually were able to use each speed as required. Whilst some of the winches had some wear – noted to the knurling of the barrels, they were all in a serviceable condition.
A number of jamming cleats, turning blocks and fairleads were fitted to serve these winches and when examined they were found to operate, although they could not be tested under any load and so I cannot comment on the efficacy of the grip when loaded.

Each side deck forward had a pair of hoop fittings to which the two spinnaker poles are clipped. Each was found loose to a varying extent with the forward ones most loose. There was a local increase in the moisture reading accompanying these loose fittings. It is suggested that they are removed, re-bedded and retightened without delay to avoid moisture spreading.
20. Davits and boarding ladders:
The aft mounted boarding ladder has already been mentioned, it was found in a serviceable condition. There were no davits fitted.
21. Spars:
As the mast was up and fully rigged, it was only possible to examine those parts close to the deck i.e. as far as the boom. This part of the mast was in good order. The boom was non original and was fitted with lazy-jacks and a zip pack type sail cover – which looked to be almost new.

The mast was deck stepped onto an aluminium alloy deck plate to which were attached a number of turning blocks for the sail control lines. No defects were found in this area and there was no evident flexing of the deck support as an alternating load was applied to the stays.
22. Standing rigging:

A single spreader, mast head rig with single lower shroud each side, cap shrouds, forestay and single backstay and a babystay forwards.

Information from the broker suggested that the standing rigging had been replaced last year. Although this was not checked against any receipts, when the lower sections of the rigging were given a surface visual examination (only) there were no defects found and nothing to suggest that it was older than one year.
23. Running rigging:
Limited lengths of the running rigging was able to be seen at the mast and in the cockpit and that seen was in good order, clean, and without defects, and was considered fit for use.
24. Sails and Covers etc:
The mainsail was raised and found to move easily in the slides, however, care was needed to avoid interference from the battens when raising the sail.  The sail was visually examined from the deck only and found in good order.

The relatively new sail cover was in very good condition and all the zips and fastenings were easy to operate.

The genoa was stowed furled on a reefing drum. The sail was rolled out to prove the system and allow a brief visual examination of the sail – which was white but fitted with a black UV protection strip such that only the black was visible when the sail was furled. This sail was in good order as far as could be seen without close examination.
Under the starboard berth in the forecabin was a large sail bag containing a multicoloured sail understood to be a spinnaker. This was not removed from the bag for examination and no comment is offered on its condition.
Beneath the forward Vee section of the forward berth was another sail bag, this one labelled No1 genoa. Similarly, this sail was not examined and no comments are offered as to its condition.
25. Navigation lights:

At the bow was a combined port and starboard navigation light that was found to illuminate when the switch was operated. At the pushpit was mounted a white stern light and this was found to illuminate when the switch was operated.  It could be seen that there was both an all around white and a tricolour at the masthead, but due to the brightness of the day, it was not possible to confirm the operation of these lights.
There was an unusual absence of a steaming light on the fore side of the mast, however, it is recognised that the rules allow a vessel of less than 12m LOA to use a combined masthead single all around white light when motoring (in addition to the normal side lights of course).
26. Bilge pumping arrangements:
The shallow form of the main hull did not give an obvious bilge well and so the manual bilge pump fitted to the cockpit locker inboard bulkhead was fitted with a suction strained beneath the engine. When operated using the handle normally stowed in the cockpit locker, some suction could be heard beneath the engine although the pump could not be tested under real conditions.
27. Fire-fighting equipment:
A total of three extinguishers, each 1kg dry powder was found, one in the heads area, one beneath the navigator’s table and one in the cockpit locker. Each was a simple extinguisher and found in good condition when examined visually. Two had visible dates and should be replaced in accordance with the manufacturer’s instructions when the due date is reached. The third had no visible dates and although visually in good condition and the pressure gauge was reading in the green sector, it is suggested that this be replaced at some convenient opportunity.
A 2kg Firemaster automatic extinguisher was fitted above the engine. No evidence of date or servicing was visible. The contents of this extinguisher were not marked (in a position that could be seen), however, the pressure gauge was reading in the Green sector. There was corrosion at the neck of the pressure vessel where the discharge assembly was mounted.
Recommendation
Engine space extinguisher is to be carefully removed and then examined and pressure tested. It is likely to be cheaper just to replace the extinguisher. (D).
28. Lifesaving and emergency equipment:

The RNLI operate an excellent free inspection and advice service concerning levels of safety equipment (SEA Check) and can be contacted on 08003280600 or via the RNLI website, www.rnli.org.uk.
The RYA also publishes a booklet, “The Safety of Cruising Yachts - Sail and Power”. This specifies levels of Safety Equipment for different categories of use and it is suggested this vessel be equipped to the level appropriate to proposed use.
Booklet is obtainable from nautical bookshops or direct from the RYA, telephone 01703-627400.
A selection of lifejackets (6) was found beneath the starboard berth. These were not thought to be part of the sale inventory and not checked. A danbuoy and other recovery line equipment was located on the pushpit. These were not checked or tested.
Two polythene containers of flares were beneath the saloon berths and when briefly inspected were found almost all past their expiry dates.

A McMurdo man overboard warning system was fitted at the navigator’s table and this powered up when switched on, however the actual functioning of the units was not checked further.

29. Engine and installation and instrumentation:
I witnessed the engine tested by the service engineer fitting and commissioning the new fuel tank. It started at the first attempt and quickly settled to an even running tick over. The cooling water was observed flowing at the clear filter mounted adjacent the engine, and also discharging with the exhaust gasses at the transom.
The engine was directly sea water cooled and evidence (salt deposits) of some slight weeping / leakage existed at the front of the engine from a connection to the cylinder block. Whilst nothing was observed to leak from this connection during the few minutes running, it is suggested that consideration is given to cleaning this area up, and if leaking is then seen, the connection should be re-sealed.

When the yacht was temporarily secured alongside the crane quay, the gearbox was operated and the shaft seen to engage and turn in both ahead and astern. The stern seal was dry in operation, i.e. free from leaks.

The engine as mounted on flexible mountings attached to aluminium angle bars fitted in turn the heavily moulded bearers. These were free from defect.

There was some slight evidence of oil leakage perhaps from the rocker covers, but the amount was very slight and a repair is not urgent.
When the engine was running, the volt meter fitted to the electrical systems indicated an increase in voltage confirming that the alternator and its controller were operating.

There was no oil pressure gauge seen, but the low oil pressure light illuminated prior to starting and quickly extinguished when the engine started confirming the presence of sufficient oil pressure for operation of the engine.

The engine serial numbers were not found – perhaps due to the very restricted access available – only from the front. The expected places for name plates were viewed, using a mirror, but no details found.

The main sections of engine enclosure were fitted with foam based noise insulation, originally fitted with an impermeable layer to ensure there was no build up of oily residues within the foam.  This layer had, over time, mostly become detached and it is suggested that consideration is given to the replacement of the foam by modern non-permeable insulation.

In the upper section of the cockpit locker was an Eberspacher air heater with controls in the main cabin. The control was turned to heat and the machinery heard to enter the “purge” phase” but soon afterwards, it stopped. This was attempted just once more with the same result. A check in the manual may confirm that a lack of fuel pressure arriving at the heater unit may be responsible for this, but I was unable to test further.

It is suggested that it may be necessary to have the unit checked by a service engineer if full operation is required.

30. Fuel System:
Prior to survey, I had understood that the fuel tank had been removed for repair. This actually turned out to be a tank replacement project. On the 4th I arrived in time to witness the fuel tank and the associated local pipe work commissioned and the engine run.
The new tank was fitted to the forward section of the cockpit locker and connections made to and from the engine, from the filling point and up to the vent and lastly to the eberspacher heater fuel pump. There was a drain fitted in the lower section of the tank.
The tank material was translucent and so the remaining level of fuel could easily be seen, although it was not calibrated in any way, this could easily e done using a permanent marked when filling with known amounts.

The operation of the new isolating valves in the engine and heater supply lines was tested by moving the handles only.

The main fuel filter was changed during the survey by the tank fitting team. The copper pipe leading from the isolating valve through to the engine compartment was found led through the bulkhead without a grommet and it is suggested that one be fitted without delay, both to protect the pipe and to minimise noise transmission.
The flexible pipe from the filter to the engine was noted as marked approved ISO 7840 hose, however the date code suggested its manufacture date as 2002 and hence it is due to be changed, however, when physically examined it was found in good order, without any damages, perishing or defect, consequently the change could be left until the next lay-up period this coming winter.

31. Accommodation General:

The main cabin was arranged with the galley to port and the navigator’s station to starboard and then forwards of this; berths around a table.
A quarter-berth was to starboard aft. The cushions were found in good order and apparently clean and dry.
The furniture was solidly made and well attached to the hull where possible with provision and access wherever possible to create ample stowage for most purposes.
Forward of the main bulkhead was a washing / W.C area.
The deck heads linings were in place and in a serviceable condition. The deck was finished with veneered ply in the fashionable two colour design and fitted with numerous access hatched over the keel bolts, impellor / transducer access etc.

A water containment device for use when cleaning the log impellor was noted stowed in the hanging locker space.
The varnished and polished surfaces and fittings were in good condition reflecting the care that has been taken over the appearance of this yacht.

32. Gas Installation:

The gas system or appliances were not tested as part of this survey.

Please note however; that whilst the system complies with the standards prevailing when the boat was built it does not comply with current standards which are more stringent. The British Standard for gas installations was laid down in BS5482, Part 3 1999, “LPG in Yachts, Boats, and other Vessels, but this was superseded on 1/4/01 by a new European wide standard, BS ENO ISO 10239 (2000). There are significant differences between the two standards but both are still acceptable.
At present there is no mandatory requirement to update systems to conform to these standards, unless it is intended to use the vessel commercially (sailing school or charter use etc.) and thus seek Certification under the Safety of Small Commercial Sailing Vessels Code of Practice, or to use the vessel on Inland Waterways in which case she will have to conform to the Boat Safety Scheme.

Note however, that Insurance proposal forms normally require a declaration by the Owner that the gas system conforms to current standards and if that is the case here it will be necessary to have the system assessed by a qualified gas engineer and some improvements will be required, (for example fitting of a cooker with flame failure devices on all the burners)
A comprehensive booklet entitled “LPG Bottled gas for Marine Use” can be obtained from Calor Gas Ltd., Customer Support Centre, Tel: 0800 626 626. This contains all the relevant standards, advice on the Boat Safety Scheme requirements, and a “best practice” installation guide. Comprehensive advice in terms of what standards apply can also be found at www.calormarineshop.co.uk/rules-regs-answer.htm
The gas cylinder storage area was arranged at the aft end of the starboard cockpit seating and the cylinder there was in serviceable condition and restrained in position using pieces of bungee cord. The flexible hose was of a suitable type being marked as compliant with BS 3212/2 and dated as manufactured in April 2004. It is suggested that the opportunity of this winter’s coming layup period is taken to change this flexible hose, and the similar section connecting the cooker itself to the solid pipe work in the galley area.
The cooker was not tested, but it was noted to not have flame failure protection devices fitted to the burners. The gimbals operated when the cooker was moved by hand, and the two restraining “shoot bolts” kept the cooker still when movement was not required.
33. Fresh Water Tanks and Delivery.

Beneath the starboard settee berth was located a fresh water tank carrying a TekTanks label suggesting that it was a replacement tank. It was connected to the deck filling connection and vent and there was a suitably large cleaning / inspection hatch in the top surface. Simple delivery pipes connected the tank to a foot pump at both the washroom space forward and the galley sink. As there was water in the tank the opportunity was taken to test both these foot pumps and they operated well.  The collected water was used to test the efficiency of the overboard drain connection valves – both OK. A reserve water system was also fitted with a hand pump at the galley sing being fed from a plastic portable container fitted beneath the sink alongside a spare similar container. This pump was also found to operate and deliver water to the sink.
34. Heads:
The W.C was of the Lavac type and the discharge pump was tested only with the water remaining the bowl and found to operate in a satisfactory manner.
35. Electrical Installation:

Beneath the quarter berth were two batteries. Each served by individual isolating switches located behind the main hinged switch panel at the companionway steps. Whilst not load tested as such, the engine start battery turned the engine easily when testing the engine; and the service battery powered the lighting and other systems as noted elsewhere.
Each battery was secured in a satisfactory manner and fit for further service.
The labels on some of the switches around the Navigator’s area were incomplete, and could be improved.

The cabin lights were all found to work when tested.
36. Electronic and Navigation Equipment:

At the navigator’s station was fitted multi display and when powered up, the readings from this instrument were copied by the main individual instruments at the companionway hatch garage. 
The Garmin GPS powered up and after a few moments provided a position.
The bulkhead mounted steering compass was found in good order and free from bubbles etc, however the electronic compass disagreed by some 17 degrees with the heading shown. It is suggested that a simple test is carried out to confirm which has the more accurate reading. It is possible that the electronic compass would benefit from taking it through the setup routine.

CONCLUSIONS AND RECOMMENDATIONS:
Maintenance Overview:

Cosmetic maintenance: 
“GRP Yacht” was in good overall cosmetic condition. The number of containers of different polishes, potions and cleaners and the numerous obviously used rags with them confirmed that the owner kept things in order.
Technical maintenance: 
The updating of rigging, sails, tanks and so on reflect the general state of maintenance as being good in line with expectations for a yacht of this age. The low number of defects found reinforces this view.
List of Recommendations:

The Recommendations made in the Report are listed below with their Grade and respective page numbers.

The cracks in rigging attachments are to be further investigated and dealt with as found appropriate prior to the vessel being sailed in rough weather (C) (p11)
The anchor attachment shackle / swivel should be replaced. (A) (p11)

Engine space extinguisher is to be carefully removed and then examined and pressure tested. It is likely to be cheaper just to replace the extinguisher (D) (p14) 
Conclusions:

“GRP Yacht” has just a few defects as noted in the foregoing report, and her condition and usability are good. After rectifying the defective items as recommended and suggested she should provide an owner with satisfying sailing for years to come.
Ian M Anderson
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