
 

 

   March 2008 News 
From the Commodore: 

 
Signs of spring are around us with a daffodil blooming here and there.  Daylight is lasting longer.  Temperatures 
are getting milder.  And, more boats are waking from their winter slumber.  HRF30 is in the air! 
 
A special thanks to Beverly and Mark MacMahon (Calypso) for hosting our February event.  Also thanks to the 
Morris�, Dechant�s and Leatherwood�s for sharing their cruising experiences and wisdom with all of us during the 
evening.  Congratulations to Mark MacMahon on his recent retirement (Beverly had already beat him to it).  Best 
wishes to Calypso as she looks forward to cruising without a work schedule to follow.  
 
March 15th is the St. Patrick�s Day/Sock Burning Extravaganza hosted at the home of Anne and JJ O�Kane.  This 
will be another HRF30 gathering not to be missed.  Please see the article for this event for further details in the 
newsletter or at www.fleet30.org 
 
Laura and Jim Dombey, cruising chairs, are constantly fine tuning the 2008 cruising schedule.  Look for event 
updates in the newsletter and our website.  If you are interested in serving as a cruise captain please contact 
them.  April 19-20th calls for the 7th Annual Blessing of the Fleet. 
 
Your 2008 dues ($20) are ready to be collected.  Please contact David Alexander, treasurer/secretary, for 
payment.  You will find this information easily accessible at http://www.fleet30.org/ 
 
Go sailing.  Have fun. 
 
Eric 
 
 
 
 

From Tom Pantelides: 
 
 

I think the attached letter should be forwarded to Fleet 30 members, and they in turn encouraged to 
forward the information to any other boater in Hampton that may be concerned about the proposed Hampton 
boat tax. 
 
February 26, 2008 
 
TO: Hampton Business Associates 
FROM: Chris Hall 
SUBJECT: Daily-press editorial .On the Water. Saturday February 16, 2008 
 
Obviously, the Daily-Press is not properly informed as to the facts regarding the benefits to the City of Hampton and its 
businesses from boaters. 
 
The Hampton City Council did a tremendous amount of research, including studying the Goodman & Company in depth 
data related to projections of direct and indirect income to the city by the elimination of the personal property tax on 
boats. 
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Council made a decision which has proven to be a sound and positive commitment to our businesses and the downtown 
Hampton economy. 
 
It is our understanding that the O.D.U. study, that seems to be mentioned quite often, did not include statistics for 
federally documented vessels. The majority of the boats in our city over thirty feet in overall length are documented and 
therefore not registered with the State of Virginia. The ODU study numbers are obviously incorrect because of this. In 
our yachting center alone there are over 150 additional boats which were not present prior to the deletion of the tax. The 
number of slip vacancies in Hampton has dramatically declined in this period as well. 
 
The study which we have heard Hampton currently has underway should afford all of us a better vision of the real impact 
on the matter. 
 
The .On the Water. editorial states that .out-of-towners would clearly be willing to pay a city tax.. Excuse me, but this is 
DEAD WRONG! Under their $1 per $100  proposed tax rate a boat valued at $1,000,000 would pay $10,000 per year 
and so on. No one that we know would be willing to pay that! The simple fact is that the higher valued boats will leave! 
This segment is the same group that spends considerable monies in our town and makes up the majority of our slip 
tenants. Boats are obviously highly mobile and their choices for dockage are not limited to Hampton Roads. Many states 
do not have a personal property tax at all. 
 
Compare our tax situation with Florida where there is no personal property tax or state income tax. Virginia has 
increased its sales tax to almost Florida�s level. My point is that government needs to live within its budgets, just as we 
as individual and businesses are required to do in order to survive! The inefficiencies of government have placed tax 
payers in a difficult position of increasing assessments and taxes in an economy where actual values are declining.  
 
Additional taxes are not the solution. 
 
Associating the much needed dredging matter with a boat tax is unrelated. The need for the dredging is largely due to 
sediment accumulation from land development and storm water run off. The majority of the high-end large boats are 
not located in the areas that need dredging, but are in private and federally maintained areas. 
 
The newspaper only touched the tip of the iceberg in recognizing the value of boaters� spending. Only placing focus on 
Hampton�s 1% sales tax is irresponsible! The reality is that business pays employees, we pay for licenses, and all of this 
brings in the monies which allow our city to function, all based on volume. 
 
When Hampton�s City Council visited the boat tax issue in 2007, on a short notice to the public, city hall was swarmed 
by a huge crowd in opposition to the tax. The fire marshal removed hundreds of citizens to another floor from council 
chambers to safely handle the crowd. This was most certainly a powerful message. 
 
 I would like to recommend that a committee be formed with representatives from council, from business, and from city 
management to explore all options to include a reasonable tax that boaters would be willing to pay. Additionally, this 
committee could consider a tax that would not require the city to expend a great deal of money to collect and control. 
 
I truly feel this can be accomplished. It is extremely vital that Hampton does not have a mass exodus of boaters and 
crush its already fragile economy! 
 
Sincerely 
 
Curry C. Hall, III 
President/CEO 
Bluewater Yacht Sales 

 
 
 
 



 

 

 
 
 
 

 
 

 

 
 



 

 

 

From Frank Lanier: 

Don�t Be Cruel To Your Stuffing Box 

Regular replacement of the packing around your engine shaft will keep your bilge dry and protect your drive train. 

By Frank Lanier 
Chesapeake Bay Magazine (2004) 

Offshore Magazine (2004) 

       

            With the possible exception of seacocks, no other critical system on your boat is likely to receive less 
attention than the stuffing box � until it fails. Since their introduction in the seventeenth century to seal the 
bearings on windmill pumps, stuffing boxes (also known as packing glands) have developed a proven record of 
safety and dependability, and they�re still used on most vessels to keep the water from entering the boat where 
propeller shafts and rudder posts penetrate the hull. 

            Stuffing boxes have become victims of their own reliability. They carry on so well with so little attention 
that many boaters don�t even realize they need regularly scheduled maintenance. Despite their relatively 
foolproof design, stuffing boxes do require care, not just to continue functioning, but also to prevent damage to 
drive train components. Here�s how they work and how to make sure they keep operating properly. 

            Regardless of the variations touted by competing manufacturers, the basic design for all stuffing boxes 
remains the same � the shaft is sealed by compressing packing against it, most often by using a hollow nut that 
screws onto the inboard side of the shaft tube or a tightening arrangement that uses a plate secured by nuts and 

studs on either side of the shaft. The size of your boat�s stuffing box depends on the boat�s size, the engine 
size and the thickness of the shaft. The more you tighten either type of gland, the more the packing 
material gets compressed against the shaft. 

            Most packing consists of a square plaited material and comes either as traditional greased (or 
waxed) flax, or a more modern version impregnated with Teflon. Some stuffing boxes have a grease 
fitting (either on the unit itself or connected by a hose from a more convenient location), but many rely 
solely on the lubricant in the packing itself.  In the latter case, the packing will harden over time (the 
lubricant dries out) and get worn away by shaft rotation, allowing water to pass and enter the vessel. 
When this happens, most boaters simply tighten the packing nut(s) to reduce the leak and this works to  

a point. But as the packing gets smaller it also gets harder, until it becomes so hard that if you keep compressing 
it, you�ll eventually begin to score the shaft. You can avoid excessive leaking and shaft damage by simply replacing 
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the packing on a regular basis. This bit of routine maintenance should only take most boaters about 30 minutes a 
year, and it normally costs less for materials than you�d spend on a large coffee and doughnut. 

When to Repack?   

Let�s start with the most obvious question: How can you tell when it�s time to repack your stuffing box? If you 
have to scratch your head while trying to remember when you last replaced the packing, chances are it needs to 
be done now. In terms of frequency, power boaters would be wise to make it part of their annual maintenance, 
while most sailboat owners (due to typically lower engine hours) can normally get by with repacking every two 
years. If your sailboat racks up a lot of engine hours each year, however, you might want to do it annually.  

            Most folks will want to repack with the vessel hauled. However, it is possible to replace the packing while 
some vessels are in the water, provided the shaft doesn�t have to be removed. Once the old packing has been 
taken out, water will enter via the gland, although just how much depends on the closeness of the fit between 
shaft and gland. Taking water onboard the vessel is always a lively affair, so having all the necessary tools and 
material at hand for the job and doing it quickly are critical for obvious reasons. In most cases it�s a lot easier to 
repack the stuffing box during a vessel�s annual haulout, so for the purpose of this article we�ll assume that�s when 
you�ll be doing it. 

Removing Old Packing 

            The first step in repacking the stuffing box involves accessing and removing the old packing, a fairly 
simple process that could be hampered by limited access. Stuffing boxes are notorious for being located in hard-
to-reach areas with little working room, which is one reason boaters tend to neglect them. If you know what size 
packing is needed (it comes in various sizes), you can purchase it beforehand and get one step ahead of the game. 
Otherwise, you�ll need to remove the old packing first so you can measure the space between shaft and the inside 
of the stuffing box (more on this in a bit). 

            To remove the old packing, you�ll first have to open the stuffing box. If your boat has the type with a 
single, hollow nut, this involves first backing off the lock nut (which secures whatever adjustments are made) and 
then backing off the packing nut completely. For those boats that use glands with the two side bolts, loosen both 
primary and lock nuts and pry off the end cover with a pair of levers, such as two sturdy screwdrivers. 

            Now you have to pull out the old packing. The ideal tool for this job should be thin enough to slip between 
the shaft and stuffing box, and it should have a hook of sorts to grab the old flax packing. It should also be soft 
enough that it won�t maul the shaft while you�re fishing around. A special flax-removal tool does exist; it looks a 
bit like a  

long corkscrew. However, most people adapt the tools at hand. A sharp screwdriver and a bent piece of sharpened 
wire will work well, as long as you�re careful not to score the shaft. Needle-nose pliers also come in handy for 
pulling out packing, once you�ve worked it near the end of the tube. Make sure you�ve removed all of the old 
packing, because any that's left behind could prevent the next packing from sealing properly (be careful, as the 
last layer in the gland may be so hard that it feels like part of the stuffing box itself.) 

            Once all the packing is removed, clean the shaft and stuffing box interior of any hardened grease (a rag 
slightly moistened with paraffin or engine de-greaser works well) and inspect the shaft. If it�s scratched or 
heavily oxidized, polish the portion of the shaft that comes in contact with the packing by wet sanding it with a 
piece of fine silicon carbide (wet/dry) sandpaper. Afterward, wash the shaft thoroughly with fresh water to 
remove any residual traces of abrasive and apply a light coat of grease to ease reassembly of the packing nut or 
plate. 

Installing New Packing 



 

 

            Next up is installing the packing material. The packing itself is square in cross-section and comes in rolls or 
strips of various sizes, typically 1/8 to 5/8 of an inch. Determine which size you need by measuring the gap 
between the inside of the stuffing box and the shaft. Install the packing in rings rather than a continuous spiral, 
which means you have to purchase it in precut rings or buy single strips and cut the packing into individual rings 
that will fit around the shaft without overlapping. 

            The easiest way to do this is to wrap the new packing strip tightly around the shaft five or six times 
(making sure it sits flat on the shaft) and score it lightly by drawing a knife along the packing perpendicular to the 
wraps (in the same direction as the shaft), making sure that the knife blade doesn�t touch the shaft. Then take 
the packing off the shaft and cut it all the way through, thus avoiding damage to the shaft. Count the number of 
packing rings you took from the gland and install the same number, normally four or five, but at least three. The 
packing should fill the stuffing box, and you may even find that you can add an additional ring or two more than 
you removed after you pack them down properly. 

            Install the first ring flat and with no twists around the shaft and push it into the stuffing box (the flat 
edge of a large screwdriver works well for this). Continue by installing each additional ring, making sure that the 
split or joint in each ring is offset from the previous ring to avoid leaks. If your stuffing box contains a metal 
greasing spacer, place it between the second and third packing ring.  

            Once all the packing rings are installed, bed them by reinstalling the packing nut and turning it hand-tight, 
adding another half-turn with a wrench. If you have the other style gland, fit the cover and tighten the nuts 
slightly to ensure all rings are properly seated. In either case, make sure you don�t over tighten the packing. 

Getting the Pressure Right 

            With all the packing rings properly seated, back off slightly on the packing nut, or nuts, and turn the 
propeller shaft five or six revolutions by hand. It should turn freely � if it doesn�t, the stuffing box is probably 
too tight and needs to be loosened a bit. Next, install the backing nut (or nuts) loosely. This will get tightened 
after you�ve made the final adjustments. Once the vessel is launched, make sure the stuffing box isn�t leaking 
excessively. If it is, use a wrench to tighten it, but just enough to stop the leaking. Then run the engine in gear 
for a few minutes to set the rings.  

            Tighten the nut or nuts slightly to finish setting the rings, but remember it�s better to have them slightly 
loose rather than over tightening. You may find that a couple of shots in the grease fitting at this point (if so 
equipped) will reduce leaking. The desired drip rate should be two or three drops every couple of minutes when 
the shaft is rotating. The gland should be virtually dripless with the shaft stationary. Use two wrenches when you 
tighten the locking nut(s), one to hold the packing nut still and the other to actually tighten the locking nut. 

Fine Tuning 

            Over the next few trips, you�ll want to monitor the stuffing box for leaks and excessive heat. The packing 
gland may get warm during these initial runs, but it should never get hot. If it does, that�s a sure sign that the 
packing is compressed too tightly and you should loosen compression nuts a bit. A laser point-and-shoot 
thermometer is a great tool for checking the heat, and you can buy one for around $50 at most automotive stores. 

            Now that you�ve taken the time to repack the stuffing box, take a moment to inspect the hose connecting 
it to the shaft log. Look for chafe or deterioration and verify that it�s double-clamped at each end with marine-
grade stainless-steel clamps. You might also want to consider adding a splash guard to prevent the shaft from 
slinging water around the engine compartment if a leak does occur. Rotating shafts can generate a fine, often 
invisible saltwater mist even with acceptable amounts of dripping. This will not only corrode the outside of your 
equipment, but it can also become ingested by your engine. You can make splash guards from a wide variety of 
materials, from sections of large-diameter hose to empty plastic soda bottles clamped to the stuffing box. The 



 

 

main requirement is that the guard provide 360 degrees of coverage around the shaft and that it extend at least 
four or five inches along the shaft beyond the opening of the stuffing box. 

            A few shots into the grease fitting every couple of months and visual inspection for leaks every now and 
again will help you attain inner peace and stuffing-box nirvana for the coming season. Now about those leaking 
chain plates . . . 

 
One year old Sea Frost Engine Drive Refrigeration 

for Sale 
 

The SEA FROST engine drive system is cold storage refrigeration for offshore cruising which requires the least 
amount of engine running time. The cold storage method is like having a "replenishing block of ice" and is the best 
way to refrigerate a boat when a continuous power source is not available. Driving the compressor from the engine 
rapidly freezes the contents of the holdover plate converting engine power to "cold" directly, an extremely 
efficient energy transfer. Fast reaction to engine operation provides ice cubes and cold box temperatures to last 
the whole day. 

 SEA FROST eliminates frequent and extended engine running.  

 Cooling takes place in less time that a battery takes to charge.  

 Not dependent upon battery supply.  

 Simple to operate. Easy to maintain.  

 Reliable: no fans, no motors, no additional through-hulls, no electric controls, no regulators.  

 Light and compact. The single block system weighs under 75 lbs.  

 Used and endorsed by boatbuilders and charter fleets.  



 

 

Sea Frost® Engine Drive System   
SCHEMATIC DIAGRAM 

 
 
 

 Compressor  

 

 
The 6 cylinder swash plate compressor gives high capacity and smooth performance in a compact 
housing. An electro-magnetic clutch freewheels until operated by a manual timer switch. 

 The compressor works at any engine speed, including a fast idle.  

 Special pulley construction isolates the compressor shaft seal and bearing from side loads. 
This construction also allows off engine mounting of the compressor.  



 

 

 Four moving parts (three double ended pistons and swash plate).  

 Light weight - 19 lbs.  

 Precision-machined 8 position mounting bracket provides rugged universal mounting and 
belt tensioning.  

 Compact size allows placement where other compressors won't fit. 

The compressor should be driven with a 5 inch diameter pulley. Although fitted with two sheaves 
the compressor only needs one belt. The maximum power draw will be less than two horsepower. 

 

Condenser 

  
 

 
 
   

 

Valve Unit 

 

The V/U, a compact integral part housing the 
refrigerant controls, replaces exposed valves, 
tubing, and controls. It provides protection from 
mechanical damage, maladjustment, salt 
corrosion, and vibration fatigue. 

 Single unit reduces installation time, 
makes neat clean mounting.  

 May be mounted outside the ice box in 
most installations.  

 Calibrated and test operated on our test 
stand.  

 

The Sea Frost engine drive is water cooled for efficiency. 
The full flow condenser is PVC with a copper-nickel core. 
Its non-restricting, no pressure drop design allows 
installation in the engine raw water line.   

 Simple in line installation.  

 No by-pass valves.  

 Eliminates through-hull and separate pump.  

Replaceable zinc anode for total galvanic protection 



 

 

 
 
 
 
 
 
 
 

Installation 
 

Parts included in package are the following: 
 

 
 

Compressor with two 24 inch hoses, RFD, Valve unit (one for refrigerator and one for freezer), 
SPU Valve, Compressor Mounting Bracket, Condenser with bracket, Spare Zincs, Timer, 
Refrigerator/Freezer selector switch and control, 2 Grunert Dual Zone Holding Plates at zero 
degrees (Freezer),1 Grunert Dual Zone Holding Plate at plus nine degrees for Refrigerator and 
Timer with Harness.  Instructions and owners manual are included.  
 
Parts needed to complete the installation:  Engine PTO pulley, drive belt, copper tubing, tube 
insulation, necessary Swagelok® connectors, water fittings, wire connectors, foam insulation, tie 

wraps, mounting screws, .  

 Price:  $700.00 or best offer ($3,000 retail)  

 Sold as is with no warranty implied 

 

Contact Doug Dechant at 757-850-1535 or e-mail: 2dechants@cox.net  
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