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1) General notes. 

 
a) Responsibility  

 
Any responsibility is to the above client only and their insurers, and not to any 
subsequent owner of the vessel under survey or holder of this report. 
Copyright is retained by Medusa Marine and copies must not be made or 
distributed without specific permission of the copyright holder. 

 
b) Location 

 
The vessel was afloat and later held in slings at Essex Marina, Wallasea 
Island, Essex SS4 2HF on the 26th February 2016 

 
c) Purpose and scope of survey 

 
This survey was carried out under Medusa Marine standard terms and 
conditions. These are available on our website: 
http://medusamarine.co.uk/index.php/terms-and-conditions/ 
The survey was commissioned by the purchaser for the purpose of 
establishing the condition of the vessel prior to completion. Unless otherwise 
stated, the vessel was not surveyed for compliance with any build standards 
(RCD) or operational codes of practice or local licenses. The vessel has also 
not been surveyed for suitability for any particular purpose or location. This 
survey report is a factual statement of the surveyor's examination as carried 
out and his opinion given in good faith as to the relevance of disclosed facts 
and defects so far as seen. It implies no guarantee against faulty design or 
latent defects. 
 
d) Limitations 

 
Areas inspected were limited to openings and access available during normal 
operations and maintenance of the vessel. No fastenings or skin fittings were 
removed, keel bolts drawn or joinery or head linings removed. Closed 
compartments were visually inspected by means of a Ridgid CA100 
endoscopic camera. Materials used in the construction were tested as far as 
was possible by industry standard Non Destructive Test (NDT) test 
equipment.  
 
Unless the vessel was afloat, the mechanical condition of the engine was not 
covered by survey, only the installation and components normally available to 
routine maintenance could be assessed. If afloat, only assessment of the 
engines no load running condition was possible. Sails where present, were 
examined for general condition. The sails were not set, so no assessment of 
shape or stretch could be made.  Spars where stepped were examined from 
deck and ashore only.  
 
Navigational equipment, electrical installations and domestic appliances were 
assessed subject to limitations if battery charge or shore power was available. 
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If there was no opportunity for sea trialling the vessel, no assessment of the 
vessel and her equipment under seaway conditions was possible. No opinion 
could be made or responsibility undertaken for condition or defect of those 
aspects of the vessel not accessible or evident due to the above limitations. 

 
e) Recommendations  

 
Recommendations have been subdivided into three categories. All 
recommendations are annotated thus and are summarised at the end of the 
report 

 
Category 1 (Cat 1) Recommendation are safety and seaworthy related 
defects which should be corrected before the vessel is put into commission. 

 
Category 2 (Cat 2) Recommendations relate to defects which affect the 
operation of the vessel in normal use and should be attended to at the earliest 
opportunity. They do not, however, affect the safe operation of the vessel. 

 
Category 3 (Cat 3) Recommendations relate to conditions which are cosmetic 
or may affect the perceived value of the vessel and could be attended to at 
the owners discretion. 

 
 

2) The Vessel specifications and description 
 

Note: Dimensions and measurements given have been derived from 
manufacturers published data, and have not been verified by survey.  

 
Dimensions: 
LOA:     19.0 metres 
LWL:     17.6 metres 
Beam:     4.85 metres 
Draft:     1.0 metres 
Air draft    3,0 metres 
Displacement: (light)  40.00 tonnes (approx) 
Manufacturer:   Euroships / Bill Birkenhead 
Model or Type:   Luxemotor 1900 
Year of Build:   2003  
Designer:    Traditional 
Construction:    Welded Steel hull and deck 
Engines:    1 x John Deere  4045 TFM 50 

 Drive:     PRM Newage     
 
 

This vessel was built after the 16th June1998 and therefore is subject to the 
requirements of the Recreational Craft Regulations (SI 1996/1353). It was 
however built before the 2005 (Directive 2003/44/EC) which included 
environmental emission limits. She was built under an exemption for home 
construction which allows for non-compliance provided the vessel is not 
placed on the market for re-sale within 5 years 
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Vessels that were built before 1st January 1985 and within the EU prior to 
1992 are considered VAT paid. This boat was built in the UK after both those 
dates. As a home constructed vessel, provided VAT paid receipts are held for 
the principle components of the build the vessel will be considered VAT paid. 
The HM Customs and excise used to issue a certificate on production of 
receipts but no longer does so. 
 
The Luxemotor motor barge evolved in the 1920’s with the arrival of small 
powerful diesel engines. Up to then goods on the continental waterways were 
moved by ‘dumb barges’. They were unpowered, and close coupled up to six 
at a time were towed by a steam tug. The tugs had plumb stems with sharp 
bows for minimum resistance and a fan tail counter stern for propeller 
efficiency. 
 
The advent of the diesel engine meant that the barges became self propelled. 
The previous swim headed barge hull design was only efficient when close 
coupled so the steam tugs hull plan was adopted. The layout was for a large 
cargo hold forward. This was often up to more than 80% of the hull length. A 
short wheel house stood on deck aft of the cargo hatches.  
 
The living quarters for the crew, often a family, was aft of the wheelhouse and 
was comfortable and fully self-contained. The vessels featured rubbing bands 
on the hull for protection in locks and docksides. The decks had tall strong 
bulwarks with substantial scuppers as vessels were often laden hull down to 
deck level. Many hundreds of the original working barges have been 
converted to houseboats because of the large hull volume and attractive 
efficient hull lines. This has created a market for replica barges. These closely 
follow the original design but with a more distinct sheer line. Wheelhouses 
tend to be bigger creating large seating areas.  
 
Hi Smiler is manufactured from a kit produced by Euroships. This has all the 
hull plating and framing pre-cut, usually by waterjet or laser. These are also 
rolled to shape where necessary. These fit precisely together using tabs and 
slots according to detailed build plans and fully welded.  
 
The accommodation layout is designed to sleep 6 in three double cabins, 
each with en-suite toilet facilities. The master cabin is in the forepeak with a 
full sized double bed on the centre line. There are full height hanging 
wardrobes, cupboard and drawer storage and a head compartment with a hip 
bath and shower fitting. 
 
A large saloon with sofa seating has a wood burner at the after end and a well 
equipped galley at the fore part to port. This galley is at a slightly lower level 
common with the fore peak as there is tankage under the saloon. Also at a 
lower level under the wheelhouse is a small double cabin. This also has a 
heads with a large shower compartment.  The aft accommodation is a step 
down from the wheelhouse and has a pair of single berths across the hull side 
within the fan tail. There is also a small toilet shower compartment. 
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3) Survey details 
 
 
a) Hull general 

 
Hull construction is of all welded steel plate. The hull topsides and bottom 
plating is all 6mm. Plating to the bows and stern quarters are rolled to give the 
appearance of a traditional radius bilge, but the hull is double chine under the 
waterline for simplicity of construction. The topsides flanks are vertical and the 
hull bottom completely flat. There is no external or internal keel or centre line 
structure. 

The deck and upperworks are in majority 6mm plate with lighter 5mm used in 
less stressed areas around seating areas and hatch framing. Hatch covers 
are made in 4mm plate for lightness. Bulkheads are in 6mm as are the 
majority of hull framing plates.  

The hull is divided into three intended watertight compartments with full height 
sealed bulkheads forward of the master cabin and forward of the engine 
space. The remaining bulkheads are not watertight and the hull framing plates 
are profiled cut with cut outs to reduce weight and provide routing for services. 
Framing in the way of engine and transmission stress bearers are in 8mm 
plate. 

Topsides are stiffened by a matrix of longitudinal 50 x 50 x 5mm T section 
braces between the profiled framing plates. This section is also used to stiffen 
under the deck head and coachroof head. The plating is all welded inside and 
out with the outside welds ground flush. All bulkheads are fully welded. The 
profiled frames and T bar braces are stitch welded to minimise distortion.  

 
 
b) Bottom  
 
The hull had been pressure washed off prior to survey. The hull bottom was 
surveyed over its surface with a Cygnus 4 multiple echo thickness gauge. 
This reads through and disregards the coatings and corrosion and gives 
accurate measurements of good steel plating. The device was tested before 
and after testing with a 15mm test block. 
 
Measurements over the whole hull bottom were consistent at 5.8mm to 6mm. 
This variation is consistent with the manufacturing tolerances of hot rolled 
steel plate. Particular attention was made to the plating alongside the welded 
chines and the plating under internal bulkheads and frames. This is the heat 
affected zone where the steel micro-structure can change by welding heating 
and can be a source of electrochemical erosion.  
 
Thickness measurement is by definition a spot test and cannot be exhaustive. 
Surface corrosion is a uniform coating of oxide with the corrosion product 
remaining partially bonded to the surface. Electrochemical and electrolytic 
erosion in mild steel tends to make wide shallow pits with the erosion product 
dissipating into the water. Both kinds of loss of material thickness is visible to 
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close inspection. The whole hull bottom was closely examined and no loss of 
plating thickness through erosion or corrosion could be observed 
 
The bottom is finished with blue anti-fouling paint which was only partially 
adhered. It appeared a very old application as it was eroded significantly. 
Large areas were seen where the whole paint coating was blistered and a 
light layer of surface corrosion was visible under the blisters.  
 
The coating, where flaked, was examined by a microscope camera. The paint 
coating was seen to be four layers. A thin hard ivory coloured coating appears 
to be an epoxy primer. This is followed by a thicker grey slightly porous layer 
which could be a hi-build primer. Over this is another thin grey colour of 
antifoul primer and then the blue antifouling.  

 
The original invoice from Euroships was among the vessels papers and the 
plates were quoted as being treated with ‘2 coats Sigma Epoxy Primer’. On 
examination under 200 x magnification the flaked off paint showed extensive 
particle contamination under the first epoxy layer.  
 
When examining the vessels hull bottom it was seen that the blistered layers 
were away from the welded seams. Where the hull seams had been welded 
the adhesion was better and readings were more consistent. It was frequently 
difficult to obtain a proper reading away from the welded seams.  
 
Thicknesses of 1.2mm and 1.3mm were repeatedly seen. This was observed 
after removal of the paint to be returns from the paint film. Velocity of sound in 
steel is 2.5 times that of paint, so paint is ‘seen’ as being 2.5 times thicker 
than it is. Measurement with an electronic paint thickness tester showed the 
paint film to be 450 to 550 microns thick. The observation was that the paint 
coatings away from the welded seams was not fully wetted to the plating even 
where it was not blistered. 
 
The conclusion is that the builder did not remove the epoxy primer coating 
applied by the plating manufacturer but relied on it as an anti-corrosion 
protective coating. The contamination seen implies that the plating was not 
fully prepared in such a way that the coatings were intended to be relied on 
for anything other than a ‘holding’ coat during transport and manufacture. 
 
Proper practise would have been for the whole hull to have been grit blasted 
and primed after manufacture. This was clearly only done where the coatings 
had been ground off for welding. That process should now be undertaken on 
the whole hull bottom. 
 
Recommendation 
 
(Cat 2) Grit blast the whole hull bottom up to waterline back to white metal 
removing all corrosion and contaminants. Apply epoxy bare metal primer as 
per manufacturers instruction 
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Attached to the hull bottom are eight bar type zinc anodes. These are 50% 
eroded. Each are fastened to the hull bottom by two welded steel studs. 
These should be replaced. Zinc should be used in seawater, aluminium in 
brackish water and magnesium in fresh water.  
 
Recommendation  
 
(Cat 1) Replace the bar anodes to the hull bottom. 
 
Internally the hull bilges were only occasionally capable of examination. The 
areas visible appeared to be finished with just a coat of red oxide primer. This 
did appear to be well adhered. In the hull bottom itself the paint coating was 
failing as there was light surface oxidisation under the paint coating. The 
corrosion was of a very early stage process.  
 
The defect was a simple surface oxidisation but it needs to be arrested at the 
earliest opportunity as this can be treated at this stage. Continued corrosion 
will eventually propagate along the grain boundaries of the rolled steel plate 
causing lamellar corrosion and significant the loss of thickness through flaking 
of layers of oxide. Rust treatments cannot work through layers of oxide. 
 
The corrosion must be treated. This will require some removal of joinery for 
access. The failed paint layers and corrosion product must be removed and 
the surface treated with a converter such as Fertan which will convert iron 
oxide to iron tannate which is inert. The surface must then be painted with an 
anti-corrosive primer and then painted. 
 
Recommendation 
 
(Cat 2) Treat the surface oxidisation of the bilge plating internally, then be 
painted with an anti-corrosive primer and painted. 

 
Distributed around the bilge were stacks of solid clay house bricks. These 
bricks are, it is assumed, added as ballast for stability. Bricks are not a 
suitable material for this purpose. They have relatively low density having a 
specific gravity of only 1.7 to 1.8. The ideal ballast material is lead which has 
an SG of 11.35, over six times that of clay. The ballast is not secured and that 
adds a problem of potentially shifting centre of mass and also abrasion 
damage to the protective paint coatings. 
 
This brick ballast must be replaced with something more suitable. Lead, which 
can be in the form of cast pigs or lead shot, or steel punchings. Lead would be 
ideal as it would only require one sixth of the volume of brick but it would be 
the most expensive. Steel punchings would require one quarter of the volume 
of clay but would be much cheaper as it is a by-product of the manufacture of 
perforated sheet.  
 
Lead pigs can be bought from most metal recycling centres. Shot and 
punchings can be purchased from Associated Perforator and Weavers Ltd or 
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Metalast Ltd. Lead shot or steel punching will need to be bound in resin. 
Cement is sometimes used but it is not suitable as will not prevent oxidisation. 
 
Recommendation 
 
(Cat 2) Remove the brick ballast and replace with lead or steel bound with 
resin. 

 
 

c) Topsides 
  
The topsides are constructed of 6mm flat and rolled steel plating. This has 
been painted with in a cream colour in what appears to be a two component 
polyurethane paint. This paint film is in good condition and well adhered. The 
upper topsides and bulwarks are painted in a mid blue colour to a point just 
below the scupper line. The assumption is that this plating has been subject to 
the same paint regime as the hull bottom but has not suffered in the same way 
as it is not subject to continual immersion. 
  
The topsides are protected at the bows by two runs of half round bar welded to 
the hull plating as rubbing strakes. These are traditional features and are 
designed to protect from impact damage when entering locks. The bow plating 
and the rest of the topsides are good and fair. There is very little impact or 
weld line deformation visible.   
  
There are a number of places on the starboard topsides all along from the bow 
to the quarter where the paint has been broken and touched in with a red 
oxide anti-corrosive primer. This has been applied to prevent corrosion and 
appears to be effective. The cause for this damage cannot be exactly 
established but due to the extensive and random distribution is unlikely to be 
local impact damage. Some do appear to follow the line of welded seams and 
are probably galvanic corrosion as previously detailed.  
  
Where weld line corrosion is seen it is important to carefully clean the surface 
back and examine the surface for signs of cracks parallel to the weld line. This 
is hydrogen cracking and if seen should be ground back and re-welded.  
  
Localised spots of corrosion is an almost inevitable process in a steel hulled 
vessel. Steel vessels are maintained in good condition only by a continual 
routine of cleaning, treating and painting spots of surface corrosion when they 
appear. The absence of similar damage to the paint on the port side is 
explained by it having been re-painted. There are signs of the overpainting of 
broken paint film beneath.  
  
Recommendation  
  
(Cat 3) Finish painting spot repairs to starboard topsides  
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d) Hull to deck join and bulwarks  
  
The join at the hull topsides to the deck plating is covered externally by the 
sheer strake. This is a 15mm thick flat bar with a centrally positioned 60mm 
diameter half round bar as a rubbing band. This is welded directly to the 
frames which are flat topped and the deck plates are landed on top. The 
sheerstrake locates the frames during the build process before the hull is 
plated.  
  
At the afterdeck there are raised topsides where the deck is landed onto 
extended frames. These raised topsides are heavily reversed around the fan 
tail with the sheer strake making a prominent rubbing band. All was well 
constructed and effective.   
  
Raised above the lower ring deck are the bulwarks. These are in 6mm plate 
with a number of scuppers in the plating at the after end in front of the steps 
up to the raised after deck. The bulwarks are capped by an oval capping which 
is constructed of half round bar and flat plate. All this is fully welded and  
ground. The whole is painted in the same mid blue two component 
polyurethane paint which is a good, well adhered coating.  
  

  
e) Deck  

  
The ring deck is the same 6mm plate with 50 x 50 x 5mm T bar section 
stiffening. This is painted blue with the same two component polyurethane. A 
non-slip additive has been added to the paint to give some grip underfoot. This 
works well in use and is well adhered.   
  
Aft of the wheelhouse doors there is a raised after deck with steps up. This is 
to give additional headroom to the aft cabin as the hull line rises through the 
stern quarters. This deck raises to the height of the bulwark which reduces to 
form a small toe rail. Security is provided by a welded tubular steel taff rail   
  
In the foredeck forward is a large hatch with a lift off lid in two sections. This 
gives access via a companionway ladder to the chain locker. A tall welded 
cylinder is filled with 15mm welded link chain. The chain is not galvanised and 
is surface corroded. This chain falls through a chain pipe under the windlass 
on the foredeck. The windlass is detailed elsewhere. In the deck ahead of the 
windlass are a pair of hawse pipes which pass through to the topsides. These 
are to house the anchors. All was secure and functional.  
  

  
f) Superstructure and cockpit  

  
The superstructure is a regular three box shape with a long stepped coachroof 
to the saloon and fore cabin forward. A tall square wheelhouse is over the 
engine space and a rounded coachroof after gives headroom to the aft cabin. 
The coachroofs are cambered and fabricated from 6mm welded steel plate 
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with a half round solid bar to finish and strengthen the edge. The coachroof 
head is stiffened by 50 x 50 x 5mm T bar which also provides for fastening the 
coachroof headlinings.  
  
The wheelhouse is in hardwood joinery with apertures for profiled windows 
and companionway doors. The cambered wheelhouse roof extends beyond 
the sides and back panels to keep rain from the windows. The roof extends 
further at the fore part to also provide a degree of shade. These roof ‘eaves’ 
are supported by flat bar stiffeners. The whole is well constructed and in good 
condition.  
  
The coachroof tops fore and aft have apertures and welded steel upstands for 
skylights which are detailed elsewhere, there are also flue stacks for the wood 
burner and the Rayburn stove in the fore coachroof. All these installations are 
secure and appear to the weather proof and watertight. The stepped level fore 
coachroof has a semi-circular seating area constructed in the forward part with 
a raised back profile. The seat bases were in steel plate and no cushions were 
seen on board.  
   
  
g) Hatches & Companionways  

  
The main access to the vessel is via companionway doors to the wheelhouse. 
These are hardwood framed ‘stable’ doors with part glazed upper panels and 
fixed lower panels. The glazing is in thermopane double glazed units. They 
hinge at the after door frame on substantial hinges. The upper doors are 
locked by Yale cylinder locks. In the wheelhouse roof is a rectangular Lewmar 
hatch with acrylic glazing. This is in good condition.  
  
In the forward saloon coachroof head are four skylights. There is a fifth similar 
unit in the aft cabin coachroof head. These are a traditional design with a 
ridged pair of opening panels opening along their centre line. The main 
construction is in hardwood with a single pane in thermopane glass to each 
side. There are steel channels within the ridge which act as gutters for hinged 
window shuts. These drain water over the ends. All appeared to work and be 
watertight.  

    
The glazed panels and the steel channels can be lifted out completely so that 
the opening would be big enough to be used as an emergency exit. This is 
important because the primary companionways are both above the engine 
space and fuel tanks. There should be a firm foothold provided which is no 
more than one metre beneath to aid exit. This need not be a permanent 
fixture.  
  
Recommendation  
  
(Cat 1) Ensure there is a firm foothold provided one metres beneath the fore 
peak skylight and the aft cabin skylight  
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h) Windows and ventilators  
  
There are sixteen windows in total in the wheelhouse not including the 
wheelhouse doors. There are five each side and three fore and aft, all equally 
disposed around the wheelhouse. These are all fixed windows and are 
identical in shape and size. Ventilation is provided by the Lewmar hatch in the 
top and by the upper halves of the stable doors which can be secured open.  
  
The window shape is traditional for Dutch motorbarge with a curved top frame 
which enables water to drain off and prevent it settling and causing rot. The 
windows are set in apertures in the wooden wheelhouse sides and the glazing 
is secured by hardwood frames screwed and bonded in sealant. All appeared 
watertight and secure. The glazing is all in thermopane.  
  
There are 8 large opening portlights in the saloon coachroof sides, four either 
side. In the forepeak and aftpeak cabins there are a further 10 smaller 
portlights, two either side in the aftpeak and three either side in the forepeak. 
These are all chrome plated bronze framed opening portlights with a top hinge 
and two bow clamps in the lower parts. All appeared watertight and well 
seated. The glazing is in plain glass.   
  
Although leak free, the metal frames and solid glass are subject to 
condensation and there is some damage to joinery beneath as detailed 
elsewhere. There are no fixtures in the coachroof head which would enable 
them to be held in the open position. There are two smaller oblong opening 
portlights in the forward part of the step in the forward coachroof. These are 
Vetus aluminium framed portlights with acrylic glazing. They are also in good 
condition and apparently leak free.   
  

  
i) Deck gear and fittings  
  
Stood on the foredeck is a steel mast in a tabernacle. This can be lowered to 
reduce air draft for passing under bridges etc. There are no stays or wires, the 
mast is locked upright with a pin. The mast head truck carries the all-round 
white anchor light and the steaming light. There is also a horn. This was all in 
good condition. All the remaining deck fittings are related to mooring and 
anchoring which is detailed elsewhere.  

  
  

j) Safety equipment  
  

There is a welded steel taff rail around the afterdeck. This is a welded tubular 
construction with uprights welded to the rubbing band. This is a firm structure 
and in good condition. Along the outer edge of the coachroofs, both forward 
and aft are welded tubular steel handrails. There are also welded handrails 
around the lower stepped section of the forward coachroof and a taller curved 
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rail around the seating area. All these are secure and provide a good hand 
hold when working around the side decks.  
  
Stowed in the forward chain locker are a pair of liferings and also a pair of 
horseshoe lifebelts. Also alongside are two floating flashing light units. These 
are suitable devices for MOB rescue but they must be located where they can 
be rapidly deployed. There are brackets to store the horseshoe lifebelts 
alongside the wheelhouse with the floating lights tethered to the belts on short 
lanyards. The lifebelts must be permanently marked with the vessels name 
and port of registry.  
  
Recommendation  
  
(Cat 1) Mark the lifebelts with the vessels name and port of registry.  
  

  
k) Skin fittings & seacocks  

  
There only two though hull fittings below the waterline. Both are overboard 
discharges, one for the black water and one for the grey water tanks. Both are 
glass reinforced nylon Marelon fittings. These are fitted to Marelon valves. 
These fittings are good quality and on a steel hulled vessel are a good choice 
to avoid the potential for electrolytic and electrochemical decay.   
  
Similar to all plastics, they can be subject to ageing and external impact 
damage. It is good practise to attached a tapered softwood bung of an 
appropriate size to each fitting for rapid closure in the event of failure.  
  
Recommendation  
  
(Cat 1) Attach a suitably sized tapered softwood bung to each skin fitting  
  
  
l) Engine  
  
The engine is a John Deere 4045T FM50 Serial number 882316. This is a 
marinised turbocharged 4.5 litre 4 cylinder diesel engine. This engine 
produces 135hp at 2,500 rpm. This is a semi commercially rated engine with a 
50% load factor. There are no engine hours recorded on the display but it is 
understood to be about 30+ hrs. The engine is fresh water cooled with water 
circulated through welded steel keel cooling tanks integral with the hull bottom. 
These are located either side of the engine beds.   
  
Water is circulated by the engines internal water pump and flows through the 
water cooled exhaust manifold until the thermostat opens at full running 
temperature when it is diverted through the engine block and head. The 
exhaust is dry and exits though a welded fitting in the adjacent port topsides. 
The exhaust and an integral muffler are encased in woven glass fibre exhaust 
wrap.   
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The engine was seen to be in a good cosmetic condition. The paint was 
undamaged except around some service items. The oils were clean and free 
of particulates, it was at a satisfactory level. The alternator belt was tight and 
free of powdery residue.  

  
The engine control levers operated cleanly. There is a twin lever engine Morse 
control on the port side of the helm. The engine instrument panel is mounted 
above the wheel and is in a good cosmetic condition There is a tachometer or 
revolutions counter and an engine hours meter although that did not record. 
There are gauges for oil pressure, battery voltage and water temperature.  

  
The panel was powered up and the alarm functions tested. These include 
warning lights for oil level, water temperature and alternator output. There is 
also a warning light for water level in the fuel filter water separators. There are 
no senders on the filters to supply this warning system. The type of filters 
installed are not designed to accept senders so this feature cannot be made to 
work without changing the filter models.  
  
The engine is set on flexible mounts fitted to solid welded engine beds. The 
engine mount rubbers were good with no signs of powdery decomposition. 
The engine was used to move the vessel to the travel hoist. It started easily 
and ran smoothly with no unusual sounds or vibrations. The exhaust 
emissions were free of smoke or water vapour. The gauges read properly and 
gave appropriate readings.  
  
The engine is coupled to a Newage PRM500 D3 hydraulic twin clutch gearbox. 
This is a heavy duty box suited for semi commercial applications. This box has 
a provision for a power take off which can be used to power a hydraulic pump. 
This would be useful for the option of driving a hydraulic windlass or a 
hydraulic bow thruster.  
  
There is evidence that there has been a quantity of water laying in the engine 
space bilge. The bulkheads and frames have a distinct high tide mark up to 
about 20cms. The engine bilge is quite narrow between the keel cooling tanks 
so this doesn’t actually represent a large volume of water. The source of the 
water is suspected to be the engine compartment ventilators.  
  
These ventilators are Vetus oblong engine room vents and there are four of 
them installed low in the wheelhouse side above the deck. The bottom edge of 
the ventilators is almost touching the deck meaning the down flooding height is 
only a few centimetres. This part of the side deck is a water trap as the 
sheerline makes this the lowest part and immediately aft are the steps up to 
the aft deck.  
  
There are scuppers in the bulwark outboard but if the vessel was dried out 
slightly heeled in a mud berth, as she has been at Fambridge, water would 
drain instead into the engine space. The wheelhouse sole is raised above the 
deck plating internally. There is evidence in the deck plating under the 
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wheelhouse of heavy oxidisation on the port side with none on the starboard 
side.  

  
The ventilators have cowls on the inside which would raise the flooding point. 
The ventilators could be leaking around there perimeter as this would be 
immersed. The ventilators should be removed and re-bedded with thoroughly 
effective sealant. This should be tested after completion by blocking the 
scuppers and flooding the side deck.  
  
Recommendation  
  
(Cat 2) Remove and re-bed the engine ventilators in the wheelhouse.   

  
  
m) Fuel system  
  
Diesel fuel is stored in welded steel tanks integral with the hull sides and 
bottom. These are situated either side in the engine space These have a 
combined capacity of over 2000 litres. The tanks are filled by flush fittings in 
the adjacent bulwark cappings with vent pipes alongside. Fuel is drawn from 
siphon tubes in the tank tops and there are shut off valves in the line 
immediately after.   
  
Fuel is delivered in drawn copper piping to fuel filters mounted on the 
bulkheads. These are Mann WK 842/2 spin-on filters with a priming pump in 
the head. From the filters fuel is fed in drawn copper piping to bulkhead fittings 
where flexible hoses to ISO7840 A2 feed the engines lift pump. The supplies 
from the two tanks are joined at a T joint before the lift pump. Either or both 
tanks can supply fuel to the engine.  
  
The return from the injector pump feeds to a T fitting on the bulkhead and then 
drawn copper pipe returns fuel to both tanks. There is a shut off valve on the 
port return pipe in the tank fitting. The engine can return fuel to either or both 
tanks. There is no transfer pump or balancing pipe between the tanks, but the 
running engine can be used to transfer fuel by drawing from one and returning 
to the other.  
  
The tanks are in good leak free condition. The fuel lines are well secured 
along their length. It would be beneficial to have the shut off valves for both the 
fuel supply and the returns to be accessible from outside the engine space. 
This is so that the supply and return can be changed without entering the 
engine space whilst the engine is running. Also the fuel supply needs to be 
able to be shut off in the event of an engine fire. A manifold system of valves 
should be installed under a flap in the wheelhouse sole. The existing valves 
can remain.   
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Recommendation  
  
(Cat 2) Install a set of valves under a panel in the wheelhouse sole to control 
fuel supply and return.  
  
There are senders in the tank top fitting which display on gauges at the helm. 
These worked when tested. The oil supply to the Rayburn Cooker is also fed 
from a siphon tube in the top of the diesel tank on the port side. This has a 
shut off valve in the line at the tank. This supply was in good leak free 
condition and well secured along its length.  
  
  
n) Stern gear  

  
Note; Bronze is conventionally an alloy of copper and tin, but the term is now 
popularly used to describe a wider range of copper based alloys which have 
no tin content but zinc and other elements which can provide similar 
dezincification resistance.  There is no non-destructive test for alloy 
composition which is practical within the scope of this survey. Where visible 
casting marks indicate a particular alloy, it will be described.  Otherwise, where 
the term ‘bronze’ or ‘brass’ is used in this report it denotes a copper based 
alloy of indeterminate composition.  (See explanatory note 7)  
  
The gearbox output shaft is coupled to an Aquadrive flexible coupling. This is 
secured by cushion mounts to an 8mm thick steel partial bulkhead in the hull 
bottom. This bulkhead takes the propeller thrust and insulates the gearbox 
output bearing from thrust and misalignment. This coupling has a pair of 
constant velocity joints connected by a short cardan shaft. This coupling also 
allows the engine to be mounted on softer engine mounts and less vibration 
and noise is transmitted through the hull.  
  
The propeller shaft is a 2 ½” stainless steel shaft which runs in a bronze shaft 
log bolted into the steel box section skeg. This carries a conventional bronze 
stuffing gland at the inboard end. A stern tube screw type greaser is located in 
the same compartment under the sole boards. This screwed up with a good 
resistance indicating grease being packed into the gland.  
  
There was no significant evidence of leakage from the gland. At the outboard 
end the shaft log exits the skeg and there are ‘ears’ on the shaft log which pick 
up the water flow and guide it through a cutless bearing in the end of the tube. 
The shaft was firm in the bearing.  
  
The propeller is a conventional fixed three blade prop secured to the shaft by a 
castellated nut and split pin. The propeller was tested for soundness with a 
small pin hammer and gave good returns. The blades were scraped back to 
bright yellow metal There were no signs of dezincification or cavitation 
damage.   
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When tested with a magnet the propeller showed slight magnetic flux 
indicating it was probably Manganese Bronze. This is not a bronze but a trade 
marked material of zinc brass with some manganese for added dezincification 
resistance. It also contains up to 4% iron which gives it it’s slight magnetic flux. 
Forward of the propeller is a disc type rope cutter. This was well secured and 
the blade is still quite sharp.  

  
  

o) Steering system  
  
The steering system is a semi counterbalanced spade rudder blade with the 
blade turning in nylon or acetal bearings within a short rudder tube. The blade 
and stock are in mild steel with the blade in a hydrodynamic profile. The 
rudder bottom pintle engages in a gudgeon on the end of a cast steel strut 
fastened to the bottom of the hull skeg. This is all secure and in good 
condition. There are two zinc button anodes fastened which are 50% eroded. 
These should be replaced.   
  
Recommendation  
  
(Cat 1) Replace the button anode to the rudder blade.  
  
The blade felt secure in the tube with no discernible slack in the bearings. The 
rudder stock carries a tiller arm internally and tiller is turned by a hydraulic 
ram. This is fed hydraulic fluid under pressure from the steering pump at the 
helm. This is a Vetus gear pump type helm. The steering was very hard work, 
stiff to turn and nine turns from lock to lock. If Nylon has been used as rudder 
bearings they can swell with water absorption and cause stiffness in the 
rudder.  
  
Steering efficiency could be improved by reducing the gearing. Ideally it should 
not be more that 4 or 5 turns from lock to lock. This is simply achieved by 
moving the pivot point on the tiller arm inward. Effort could be removed by 
dropping the rudder and reaming out the bearings. Alternatively the steering 
could be power assisted with an electro hydraulic ram integrated to an 
autopilot system.  
  
There is evidence that the steering geometry in the steering flat has been 
altered at some point. Normally the tiller arm and the ram would be 
perpendicular at the dead ahead position. This would give equal turns and the 
same mechanical advantage to both full helm positions. This geometry now 
has the perpendicular position at full port helm and at full starboard helm the 
tiller arm is almost in line with the ram. There is a recently installed welded 
plate which actually prevents the geometry from going over centre which 
would jam the steering  
  
It is suspected that the steering was set up before the aft cabin joinery was 
installed. The steering has been altered to allow for the bunk bases. This must 
be changed back to correct geometry by moving the ram position to the port 
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side with new welded bracketry that makes the ram perpendicular to the tiller 
arm at the dead ahead position.  
  
Recommendation  
  
(Cat 2) Alter the steering geometry by moving the ram with new bracketry.  
  
At the helm is a rudder position indicator. This is an electronic gauge which 
would get a signal from a rudder position sender on the tiller arm. There is no 
sender so the gauge doesn’t work. A rudder position indication is important on 
a vessel with hydraulic steering because the dead ahead position will change. 
This will become totally variable if an autopilot is installed. A sender should be 
installed to complete the installation.  
  
Recommendation  
  
(Cat 2) Install a rudder position sender to the tiller arm  
  
In the hull forefoot is a welded transverse tube carrying a Sidepower bow 
thruster. This unit is a 24 volt 95kgf unit, equivalent to 6hp. This is accessed 
internally via the forward chain locker hatch. The thruster is powered by two 
dedicated 12volt batteries which should be connected in series to give 24 
volts. There is no 24 volt charging system on board, the batteries are 
individually charged via a pair of 12 volt automotive type battery chargers 
located above the batteries in the chain locker.   
  
This charging arrangement cannot work. On a battery charger the DC negative 
output wire is common with the neutral AC input wire. This means when two 
12 volt battery chargers are individually connect to batteries wired in series 
one battery will be shorted out through the vessels common neutral. The 
present wiring arrangement could not be fully investigated but it is evident that 
the system is only supplying 12 volts to the 24 volt thruster resulting in a 
severe loss of efficiency.   

  
The thruster control panel is at the helm. It requires both on buttons to be 
pressed simultaneously for the thruster to power up. The thruster was used 
during the movement from the berth to the travel hoist dock. The thruster 
worked but it was very underpowered for the vessel. Even if supplied with the 
correct voltage a 6hp thruster would struggle. With the high topsides forward, 
a strong side wind would overpower the thruster quite easily.   
  
The battery supply system must be redesigned to give 24 volts to the thruster 
and a dedicated 24 volt charging supply must be installed. This could be by a 
24 volt battery charger or ideally by fitting an additional 24 volt alternator to the 
engine. There is also the possibility of fitting a hydraulic motor to the existing 
propeller tunnel and powering it from a hydraulic pump fitted to the gearbox 
PTO output.   
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Recommendation  
  
(Cat 2) Redesign the 24 volt power supply to the thruster to ensure a full 
voltage and install a 24 volt charging supply. This could be a second alternator 
to the engine or a 24 volt battery charger  
  

  
p) Mooring and anchoring gear  

  
There are five mooring strongpoints around the hull. At the bows each side, 
the quarters each side and at the stern are pairs of mooring bitts or bollards. 
These are substantial tubular steel posts with cross pins. These are welded 
fabrications and welded integral with the bulkhead and deck plating. These are 
very secure and well constructed. There are no midships mooring 
strongpoints.  
  
On the foredeck is a large traditional manual windlass. This has a single chain 
gypsy which is driven by a hand wheel through a set of reduction gears. The 
gyspy is held with a band brake to the driven shaft allowing the rapid dropping 
of anchor by releasing the brake. Weighing the anchor would be a much 
longer process.   
  
One anchor is stowed in the port topsides with the shank held in the hawse 
pipe. This anchor is a Pool PC type stockless anchor. The anchor and 
windlass could not be tested. The windlass could be motorised with either a 
hydraulic or an electric gear motor which would make anchoring a much more 
practical proposition. There was also seen on board a small folding grapnel 
type anchor. This was too small to have any holding power on this size of 
vessel.   

  
  

q) Heating and air conditioning  
  
The vessel is equipped with oil fuelled central heating. In the galley is a diesel 
fuelled Rayburn range cooker. This is fuelled by diesel from the port tank in 
the engine space. It has a small back boiler which heats water. Water is then 
circulated around radiators in the vessel by a circulation pump in the forward 
part of the galley joinery. This was working at the time of survey.  
  
There is also a wood burner in the after end of the saloon. This is an 
enamelled cast iron stove and the flue exits through the saloon coachroof 
head. All was in good working order. There is no air conditioning unit on board.  

      
  

r) Sea toilet and heads compartments  
  
There are sea toilets installed in the en suite heads compartments to each 
sleeping cabin, three in total. All are Sani Marin 48 electric sea toilets by Lee 
Sanitation. These use fresh water for flushing which removes the need for a 
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salt water intake. The electronically programmed flush cycle uses very little 
water, only 1.2litres for a part flush and 2.2 litres for a full flush.   
  
The toilet is operated by a pneumatic push button which operates a pressure 
switch in the pump unit. None of these were tested. They discharge to a 
holding tank under the saloon sole. This is a welded steel tank of 1500 litres 
and is under the starboard side.   
  
The holding tank is discharged by a deck pump out fitting in the deck above. 
There is also a diaphragm pump connected to the tank outlet by a diverter 
valve which pumps the tank overboard through a skin fitting. The pump 
worked when tested, all appeared in good order.  
  
    
s) Fresh water system  
  
Fresh water is stored in three welded plastic tanks under the central saloon 
sole. These are filled from a flush fitting in the adjacent port bulwark. The tank 
is located under fixed sole boards and only the ends could be seen. There are 
two Jabsco pressure pumps with integral accumulator tanks. A single pump 
works for all regular operations with the second switching in when additional 
volume for showers etc is required. The switch for this is beside the 
companionway.  
  
All the plumbing is in push fit plastic fittings. These are very reliable provided 
they are not stressed when the O rings can allow water to leak. There is 
evidence of past leaks on the plywood plinth on which they are mounted. The 
pressure pumps which deliver cold water to mixer faucets in the three head 
compartments basins and shower units and the galley sink. They also supply 
fresh water for flushing the toilets.  
  
The pump also delivers cold water to the two hot water tanks. Both are 
domestic sized insulated copper cylinders. One is located in the fore peak 
cabin joinery and one in the utility space beyond the third cabin. These 
cylinders in turn deliver hot water to the same mixer faucets. All was tested 
and working. Much of the push fit pipework is laying unsecured along its 
length. This should be secured properly as stress at the joints can cause the O 
ring seals to leak.  
  
Recommendation  
  
(Cat 2) Secure the unsupported lengths of plastic push fit plumbing.   
  
There are shower trays to the aftpeak cabin and the third cabin under the 
wheelhouse. The master cabin in the forepeak has a hip bath with a shower 
faucet. All three shower units use sump tanks with float switched pumps to 
discharge. There are waste diverter valves in the adjacent joinery which allow 
grey water to be discharged overboard or to the grey water tank. This set up is 
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to limit the filling of the grey water tank. This tank is of only1500 litres capacity 
and is under the saloon joinery on the port side.   
  
The grey water tank is discharged by a deck pump out fitting in the deck 
above. There is also a diaphragm pump connected to the tank outlet by a 
diverter valve which pumps the tank overboard through a skin fitting. The 
pumps operated when tested and all appeared to be in good order.  
  
Neither the holding tank diaphragm pump nor the grey water pump are 
secured. They both rest on a steel cross member and are located by their 
hoses. These should be secured properly to the steel crossmember.  
 
 
  
Recommendation  
  
(Cat 2) Secure the holding tank and grey water tank diaphragm pumps 
properly  
  

  
t) The galley  

  
The galley is at the forward end of the saloon and is at a dropped level as the 
saloon sole houses all the domestic tankage. There are extensive worktops 
covered in a black gloss marble effect laminate. The galley forms a triangle 
with the Rayburn cooker set diagonally across the corner of the saloon. The 
flue for the cooker rises directly upward through the coachroof head.   
  
The galley units are all domestic fittings manufactured in white gloss laminate 
faced chipboard. The carcass units are standard mass produced kitchen 
cabinetry. These units are not ideal for the changes in humidity experienced in 
motor vessels. They are however in good condition. There are extensive 
storage drawers and cupboards and a domestic sized front opening 
refrigerator.   

  
  

u) Electrical system  
  
There are two separate electrical systems on board. A 12 volt DC system 
supplied from banks of lead acid batteries, and a 240 volt AC supply from a 
shore power connection. The shore power socket is on the wheelhouse 
starboard side. There is a galvanic isolator but it does not appear to be 
connected to the shore power earth wire. This needs to be checked.   
  
Recommendation  
  
(Cat 2) Check the proper installation of the Galvanic Isolator  
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A galvanic isolator should be connected in the shore power earth or ground 
wire. It works by isolating all voltages below 1.2 volts. This is the potential 
difference between the highest and lowest metals that will be found on boats. 
This will protect against galvanic corrosion due to grounded hull and fittings 
and any other vessels or installations in the marina that are also connected to 
shore power. Voltages above that threshold will be allowed to flow which are 
necessary to enable the shore based RCD devices to work effectively.   
  
The input socket connects to a consumer unit in the starboard wheelhouse 
side. This unit contains the vessels own residual current device (RCD) and 5 
thermal breakers (MCB). These MCB’s supply two immersion heater elements 
in the hot water tanks, two separate ring mains around the vessel and the 
battery charger.  There are numerous double switched sockets around the 
accommodation. The principal 240 v appliances are a small plasma TV, the 
refrigerator, a hotpoint toploading washing machine, and a Sterling Power 50 
amp battery charger. There are other 240 volt portable appliances but they 
may not be included in the inventory.  
  
The 12 volt systems are supplied by three sealed type lead acid batteries in 
two banks. The dedicated engine start battery is a 91 amp hr 740 CCA battery 
which showed 12.78 volts. Domestic supply batteries are two 185 amp/hr 
batteries. These two are connected in parallel as they were both showing 
11.74 volts when individually tested.  
  
Battery charging is by the engines 100 amp alternator. There is also a 50 amp 
mains powered battery charger. Isolated charging is managed by a  
Professional Marine diode splitter with two inputs and three outputs.   
  
All the lighting throughout the vessel is in 12 volt downlighters in the coachroof 
head. These are switched via a panel of rocker switches on a panel beside the 
helm. All worked when tested. Also supplied by the 12 volt system are the 
navigation lights. These were switched and tested. The port and starboard 
navigation lights stern light and steaming light all worked.  
  
Not all of the switches at the helm panel are labelled legibly. Some are marked 
in pencil and others not marked at all. There a sheets of labels for switches in 
a cupboard in the saloon which should be applied appropriately. The gauges 
are all marked ‘water’ although two of them are for the grey and black water 
holding tanks. These gauges should also be labelled appropriately  
  
Recommendation  
  
(Cat 2) Label all the switches and gauges to the helm panel.  
  

  
v) Gas system  
  
There is no LPG gas system on this vessel.  
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w) Fire fighting equipment  
  
There are seven fire extinguishers seen on board. Two are located in the 
wheelhouse. One is a 1kg 5A 34B C powder unit. This showed good pressure 
on the gauge. The manufacturing date is 2011. Alongside is a 1kg 8A 34B C 
powder unit. This showed good pressure and a manufacture date of 2002. In 
the aft cabin is a large 13A 70B C powder extinguisher with no date.   
  
In a cupboard in the aft cabin are four identical 5A 34B C powder 
extinguishers all dated 2011. None of the extinguishers had a service record 
attached. There is no fire blanket installed in the galley but there are fire 
blankets in the fore peak cabin and the aft cabin. These should be located in 
the galley as they are only suitable for extinguishing liquid fires.  
  
Recommendation  
  
(Cat 1) Re-locate the fire blankets to the galley area.  
  
There is no fire extinguisher in the engine space. The units presently seen on 
board are not suitable. Powder extinguishers are not suitable for use on 
running engines. Engine space extinguishers must be Halon Replacement 
FM200 or FE36 type.  
  
Recommendation  
  
(Cat 1) Service or replace all the fire extinguishers. At least one extinguisher 
should be placed which is accessible from outside the accommodation. An 
automatic engine bay extinguisher must be a gas unit containing FE36 or 
FM200 extinguishant.  

  
  
  

x) Bilge pumping  
  

There are no bilge pumps to be seen in the accessible areas of the bilge. As 
the vessel is divided into watertight compartments there should be at least a 
manual pump to each compartment. This could be a single pump with a 
manifold of valves to allow it to draw from suction tubes in different 
compartments.   
  
There are switch panels for bilge pumps on the helm switch panel but they are 
not connected to any wiring. There was a small level of fresh water in the 
engine bilge at time of survey. There is also evidence of a more substantial 
level of water in the engine bilge in the past as detailed elsewhere.  
  
Recommendation  
  
(Cat 1) Install manual bilge pumping to the bilge in each compartment.  
Consider also installing automatic electric bilge pumping to each compartment   
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y) Interior fit-out  
  
The fit out has been largely completed using domestic sized furnishings and 
appliances as is typical of a vessel designed for living as a static houseboat 
with the capability of passage, rather than a motor yacht. The design style is a 
eclectic mixture of genre. The fore peak master cabin is finished in light cherry 
veneer effect bedroom cabinetry and real wood veneer plywoods. The double 
bed is on the centreline and the joinery includes cupboards and hanging 
wardrobes.   
  
The finish has suffered from condensation damage beneath the skylight and 
under the portlights. The cabinetry is in chipboard and postformed MDF with 
paper veneers. The veneers have split in places where the substrate has 
swelled with water absorption. The majority is sound and the hull linings and 
head linings are executed in real wood veneers. The en-suite bathroom is 
finished in marble effect laminate faced plywoods. This is well finished but the 
panels round the bath are detaching.   
  
The saloon joinery has been well made with solid hand made solid oak facings 
and softwood framing for cupboards, dresser and sofa bases. This is 
unfinished and has some fit and finish issues but is the basis for a well made 
and ship shape fit out. The third cabin under the wheel house is similarly fitted 
out. Both these compartments need finishing and detailing. The headlinings 
and hull linings are also in oak faced plywoods. Access to services behind the 
joinery is either left open or the cover panels just propped in place.  
  
The wheelhouse is fitted out in white polyester and oak veneered faced 
plywoods and solid oak mouldings. This is all well made but is unfinished 
around the helm. Upholstery is in a red and tan striped cotton fabric covered 
foam. This is in good clean condition. Headlinings are in the same 
construction.   
  
The aft cabin is fitted out in white painted tongue and groove panelling. This is 
much more traditional for the style of the vessel. The heads and shower 
compartments are similar fit out with rustic style doors. Sole flooring is in a 
linoleum similar to the wheelhouse, saloon and fore peak cabin. This is well 
fixed to plywood substrates with lift out panels and finger hooks. This surface 
is suitable for its purpose.  
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z) Additional equipment  
  
The following equipment was seen on board the vessel. Inclusion on this list 
does not mean items are included in the inventory.  
  

Sterling 3000W Pure sine wave inverter, powered up, untested  

NASA Target depth sounder display, tested and working 

Adjustable bar table  

Blue polyester canvas covers with windows to all skylights, good condition  

Blue polyester canvas cover to windlass, good condition  

Owl bird scarer  

Sterling Power corrosion test meter, untested  

Selmar Solar 6 battery charger, working  

Absaar 8 amp battery charger, working  

Vetus windscreen wiper motor in box  

Macallister Pressure washer, untested  

Small plasma TV, untested  

Glomex TV antenna on pole, untested  

Stainless Steel kettle  

Various crockery and cutlery  

Mooring warps and fenders  

Pulley mounted drying rack over cooker  

Wall clock in saloon  

Quantity engine service spares  

Ensign on ensign staff  

Equipment service books and manuals 
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4) Summary of recommendations  
 
This is intended as a checklist. The full recommendation details should be 
read which is in the body of the report. Page references are given (P ?) 
  
 
Category 1 (Cat 1) Recommendations are safety related defects which should 
be corrected before the vessel is put into commission.  
  
(P 7) Replace the bar anodes to the hull bottom.  
(P 10) Ensure there is a firm foothold provided one metres beneath skylights 
(P 12) Mark the lifebelts with the vessels name and port of registry.  
(P 12) Attach a suitably sized tapered softwood bung to each skin fitting  
(P 16) Replace the button anode to the rudder blade.  
(P 22) Re-locate the fire blankets to the galley area  
(P 22) Service or replace all the fire extinguishers  
(P 22) Install manual bilge pumping to the bilge in each compartment  

  
 

Category 2 (Cat 2) Recommendations relate to defects which affect the 
operation of the vessel in normal use and should be attended to at the earliest 
opportunity. They do not however, affect the safe operation of the vessel.  
  
(P 6) Grit blast hull bottom and apply epoxy primers and paint finish  
(P 7) Treat the surface oxidisation of the bilge plating internally,  
(P 8) Remove the loose brick ballast and replace with lead or steel  
(P 14) Remove and re-bed the engine ventilators in the wheelhouse.   
(P 15) Install a set of valves under a panel in the wheelhouse sole  
(P 17) Alter the steering geometry by moving the ram with new bracketry.  
(P 17) Install a rudder position sender to the tiller arm  
(P 18) Redesign supply to the thruster and install a 24 volt charging system 
(P 19) Secure the unsupported lengths of plastic push fit plumbing.   
(P 20) Secure the holding tank and grey water tank diaphragm pumps  
(P 20) Check the proper installation of the Galvanic Isolator  
(P 21) Label all the switches and gauges to the helm panel.  
  
  
Category 3 (Cat 3) Recommendations relate to conditions which are cosmetic 
or may affect the perceived value of the vessel and should be attended to in 
the next lay-up season.  
  
(P 8) Finish painting spot repairs to starboard topsides  
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5) Conclusions  
  
Hi Smiler is a work in progress. The previous owner was unable to finish many 
details through no fault of his own. This gives an opportunity for a new owner 
to finish things more in his or her own style. It is evident that the skills of the 
previous owner were limited in certain areas.  
 
Mechanical engineering is very good, an excellent engine installation and the 
stern gear is of the best quality and well installed. Electrical engineering 
however was not a strong point. Many things are wrong and the employment 
of a good marine electrical engineer is a necessity.   
  
The fit out gives a very good first impression of quality. The shortcomings in 
detail and fit reveal themselves on closer inspection. The majority is well 
executed and the detail can be improved with time and effort. Some has been 
carried out with unsuitable materials but they are currently functional and can 
be upgraded over time. The layout and facilities are slightly unusual but the fit 
out is mostly open plan and a new owner has the opportunity to redesign to his 
or her own ideas.  
  
The hull is basically well made with a good quality of kit as a base. The 
problems are around the finishing and painting which was not executed in an 
ideal manner. Externally this can be corrected easily, internally the fit out 
makes it harder to achieve. Steel hulls generally corrode from the inside 
outwards which is ironic considering they are sitting in seawater. This is 
therefore the condition which is the issue of greatest concern.  
  
The asking price does reflect this condition. The current price for a bare 
welded hull from Euroships including VAT is well over £100k. This vessel has 
a great deal to offer beyond the basic hull. Some parts of the fit out and finish 
will need to be re-worked but there is a good opportunity to increase value by 
completing it to a common standard with the quality of the hull.  

  
The recommendations list is long but contains many items which are the 
replacement of time expired items and safety advice to bring the boat up to 
accepted standards. This boat is clearly a work in progress and needs skills 
and time to complete. It does however form the basis of a worthwhile project 
whilst providing a comfortable and well-appointed home.  
  

  
  
  
  
  

  
Richard Thomas BA(hons) MRINA  
  
08/03/2016  


