




































WOODIE WORLD'S 

Sunday morning was anything but silent, and we were remind­
ed why wood is good. One of the RC boats, of fiberglass con­
struction, sank during a squall overnight. Two vintage woodies 
moored nearby faired much better. Given the sunken RC boat and 
high winds, everybody said the heck with it, ate lunch and set about 
to determine a tie breaking procedure for the first four boats. After 
a lot of head scratching, local log canoe pilot, Bill Hanlon , sug­
gested a system used by canoers - chug for glory. 

With the 24 oz. no spill rule in effect, Bill Storey horizoned Tom 
Storey for third. In a markedly slower-paced race, Brian 
Haumersen beat Dean Lennox for first place overall. 

All in all, it was once again a beautiful weekend on the Eastern 
Shore and special thanks go to The Miles River yacht Club, The 
Storey Family, Spicer's Seafood (host for Saturday evening ban­
quet) and Grant Lennox. 

The 1990 Woodies will again be sailed on Kentucky Derby 
weekend on the Miles River, or perhaps on the Choptank River 
in Cambridge. Plastic boat skippers should stay tuned. 

A shameless atfempt to win the Baumann Memorial CreiV 
Trophy. 

A spinnaker was brawdy flown. 

Bill Storey bouom fishing for mud? 

Mayfly problems. 
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WOODIE WORLD'S 
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A familictr scene in the pits ar the Woodies. 

Tiebreaker/or third- Tom Storey (1.) buried by brother Bill 
Storey (r.) 

20 

Tiebreaker/or first. Haumersen (1.) cruises past Lennox (r.) 



WOODIE WORLD'S 

1989 WOODIE RESULTS 
St. Michaels, Maryland 

First Place 
Second Place 
Third Place 
Fourth Place 

Brian Haumersen 
Dean Lennox 
Bill Storey 
Tom Storey 

'71 Melges 
'72 Melges 
'65 Melges 
'70 Melges 

Thomas M. Baumann Memorial Crew Trophy 
Specially A warded to Grant Lennox 

Skippers, crew and fans of the 1989 Woodies. 
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ZENDA, WISCONSI N 53195 

Phone: 414-275-9728 414-248-6623 

Fax: 414-275-3624 

oin the Melges Team 
1989 Spring Results 

Black Tie . . . . . . . . 1st 
Nagawicka . . . . . . . 1st 
Springfield . . . . . . 1st 

~ 
. I 

YOUR BEST CHOICE FOR SEVERAL REASONS: 
Dedication: At Melges , we' re very dedicated to the E Class, helping it to be o ne of. the best 

clas es in the world . 

Consistency: We take pride in our quality contro l. We guarantee your ail to be exactly the 
same as the National Champio ns. 

Service: Our company was built on service. We attempt to have a highly qualified person 
at eve ry regatta , to assist our custo mers and answer their questio ns. 

Performance: Melges sails and boats continue to dominate theE Scow circuit, and 1989 will 
prove to be even better. 

1988 REGATTA RESULTS 
Nationals . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1st Western Michigan . . . . . . . . . . . . .......... 1st 
Inland ... . ... . .. . .. . .. . . ... . . . ... . . . .. 1st MESA . . . ............ . . . . . . . . . . . . . . .. . 1st 
Easterns . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1st Wawasee Open . . . . . . . . . . . . . . . . . . . . . . . . . 1st 
Blue Chip . . . . . . . . . . . . 8 out of top ten boats Keuka-Chautauqua ... . .... . . . ... . . . . ... 1st 
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Do'"'n Bay . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1st 



From the ARCHIVES 

ED. NOTE: (by Sam Merrick) 17le following piece, which appeared in YACHTING. was writfen by Slatle Dale in 
1926 and qualifies as a gem of wisdom on sailing an £-boat. Dale has every right to be termed Barnegat Bay's 
outstanding racing helmsman during a racing career which he concluded in 1932 when he was 30 by deciding there 
were just too many other things for his boating imentions than chasing his friends around buoys. 

Those of us who are racing buff~· must excuse Dale .for deserting our ranks - particularly when he so successfully 
manages to pur into words rhe essence of sailing our boats. 

He talks of a time before ll(mgs or parachute spinnakers and when a beam reach was top speed. So. his vision was 
circumscribed. But his grasp of the sensitivity which alone makes for top performance on the windward leg is a 
lesson to us all who try to emulate our experts by adopting their suggestions but have not their sensitivities. 

Dale won his first £ -boat championship in 1925, the year AI Gallun and John Prit:laff won the first £ Inland 
Regatta. Too bad they ne1•er met! 

Racing Class E Inla nd Lake scows on Barneg.Rt B:~y. 
They :lrc the! mo~l sensitive racing craft afloat . 

Sailing an Inland Lake Scow 
eA 73uej 1Jumssiou of Their ~Jr:wl i.trir ies .m.! 1 IJr Tt~ctor.r I V/;icb : 11 ({kc T bc·m 1 be Ft~.rust and 

,_,...1fo.rt Sm.ritil'r 'J{rtcin,~ C1·r((1 .. /ljlortf 
/3_r F. Sun~: D ALE 

__ ,~ . 1 I .T I )( >l · ~ ; ) I it .wc~u l ~l l>e hard tel draw ac: 
.:}J( \ :· . ,· t•urate hnc~ ol dblltlt..:lllltl uet\\eell .til col 
/ ·. the , ·arious classes of racing craft. it is 

· safe to say that as a type the li!o!ht. ·, } I ~cnsitivc, jib-am.l-main~ail racin ~: ,..c,.". 
. ..::....___ . .L . occupies a place in the span pcculi.tr 111 

~ U itself. Bordering on the freak, or racin~ 
·machine type, the Inland Lakes scow furnishes an c:-.ccl­
<lllt example of the delicate type of racinl-: c raft whirh 
~kes such a srrung appeal to a large number of yacht:<· 
t\~:n . 

When you step aboard a 28-ft. Class E !'COW f<Jr t he 
f~.ft t ime its flightiness is a rc, ·clation; it has the accdcra­
~~on of a n iceboat, and when it spins about in the space <•f 
-three seconds or so, the stranger must watch his balance. 
Al-;o, when it starts planing in a good hrcczc it:- !'ptul 11f 
{I!Om 14 to 1 'i miles an hour means that a real thrill await.;; 
t~ man accustomed to keel boats who has done all hi :-. 
Sii!ing with a sluggish chunk of lead under him. 

Scows have been used on the Inland Lakes of :\I innl·:-ota 
aM{ Wisconsi n, and on Lake St. Louis, Canada, for many 
~rs, bu t until their introduction last summer on Barne­
gat Bay they were cornparati,·ely unknown to eastern 
1-achtsmen. Thus far, with but a single racing season be­
hind them, Barnegat's skippers st ill look upon the in-
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t 'ra c.:ie:; ()(SCI •\\'·:-ailing as a matter n:quirin!-: n1ur h ,.: 11<!,·. 
A" d this art ide prttl·IHis only 111 s<·1 forth 1 fw i 111 pr<·•~ i • ,;, .... 
Wi>itc'h a year· .... rac ing ha:- 111;1d<: upon nne :ttT ll :- l lll lll't) t• . 
\~e cat-rigged sncakbox, rather than to di~cuss the :-l'ow 
With the authority of one long familiar with the type. 

\\'hen the nine Class E scows arrived from 0 !'-hkosh 
)a .... t \'l';tr thtir ill\ a:-i•lll of the dumaiu ol the :-IH:akhox was 
J.,ok~d upon largely a:-. an l:Xpl'rimtnl of doubtful :-.uccc:-:.. 
The type of modern 20-ft. racing sneakhox, designed by 
l\1m,-cr in 191-t and now carryin~ the Marconi rig, has 
Jon!-: hctn con,.,idcrecl the faste:;t 20-ft. boat in the world ; 
11·it h it s 33-ft. Jll<t:.t a nd -!311 .;;q. ft. of sail it is a thril lin;::­
!;Ort of racing craft it::-elf, a nd in its home waters had so 
endeared itself to racing men that it appeared to be the 
one class which would always enjoy a foremost place in 
:\ew j ersey's yachting activities. T hus it may be seen 
that when the scow came along it needed more than 
ordinary merit to find a permanent place for itself in the 
.;;chedule of the Barnegat Bay Yacht Racing Association. 

Fac.tors which arise in sailing the scow arc so inter­
woven with, and dependent upon, the peculiarities of the 
type t hat a brief di!-'CII ~sirm of a typical design should be 
given first consideration. I t may be said that for shoal. 
.;;moot h-\\·a tcr sailing the scow has all the attributes of 
speed. \\'ith an o,·crall length of 28 feet it has a fine, easy 



<.:nt r:-tncc and a clea n run, bc>th of which arc necessarily 
ahbrc,·iatcd in the !\hortcr 20-ft. sncakbox. Beam is 
limited to a ma:-.imunl CJf 6 ft. 9 in., hut the sail plan of 
only 285 sq. ft. mnkcs it a n easy matter for a crew total­
ling the maximum a llowable weight of 550 lbs. to carry 
full sail in even a s tiiT breeze. 

In pbn. till" ~tl·rn i,.. ~rpt:tre :1110 the hro:td b0w i~ n 
ll. tttl'fl<·d en•, •· ro~ th c•l1t·of till~ hoa~;-,nn lbrnc~at isrof 
t l~t · ··p .. ntt l·d ''"" ·· t\.pt. I n pr .. ttll· tl tt· ~ht·<·r is ~tra i;.: lu ; 
the rocker o f the keel forward of amidships is only 8~ in. 
in 12ft., and aft it is the same in 1-! ft. Freeboard is about 
12 incll('s. \\'it h such sliRht rocker to the keel, _and wi~h a 
tlat tlour, the diagonals and huttocks are qutte stratght 
and, when heeled, the actual waterline is a long smooth 
curve on both sides, with but little distortiun. There are 
no re,··erse curYes in profile, such as have marked scows 
designed to reduce their waterline measurement. 

Two l>ilgeboards and tw~ rudders set a~ ~n ang~e. of 
about sixteen degrees contnbute to an effictent sathng 
form when the boat is heeled, although factors such as 
wind and sea, wetted surface aud weight of crew largely 
determine whether or not the hull shall be kept heeled to 
the point which puts the boards and rudders in a nrtical 
plane. The area of each bilgeboard below the bottom of 
the boat is about 6.5 sq. ft. and of each rudder about 1.5 
sq. ft. lncident<;tiiY these areas are in the same ratio to the 
scow's sail area as the board and rudder of the sneakbox 
are to its sail area, and considering the finer degree of 
balance which the scow's rig and its easy lines afford it 
would appear that for most conditions the scow is oYer-
supplied with lateral plane. . _ 

The straight sides and full ends make for stabthty, and 
even in models with slack bilges the power to carry sail is 
not unduly impaired. Heeled 0\·er on its sailing lines the 
scow is in effect a long, straight-lined, round-bottom boat, 
offering little resistance to forward motion and haYing ~he 
ad,·antage of the righting moment of the hull .and ltYe 
ballast, which remains lifted out of water to wmdward. 
:'\o matter what importance is attached to the shape of 
the bilge it is probable that a greater factor in the design 
is the amount of lift given to the bow and stern, for unless 
the keel is rockered just the right amount the ends will 
either not come down to the water on the proper sailing 
lines or will be submerged too heavily and cause the boat 
to ·• stick" in her mo,·ements - as is the case when over­
loaded with ballast. 

It is in sailing to windward that the extreme sensitive­
ness of the scow comes to light. A fine degree of balance 
attained in the proper manner is essential for speed to 
windward, and only the man at the tiller can judge 
whether or not his boat is "right" in this important 
respect. And balance in the scow is elusive; it frequently 
vanishes between one tack and another, sometimes re­
turning of its own accord and at other times only after 
extreme measures on the part of the skipper. A slight 
change in the strength of the wind or in the form of the 
sea, an unconscious shifting of live weight, or some altera­
tion in the position of the boards or the trim of a sail -
any one of these is enough to throw the boat out of bal­
ance, but the very sensitiveness which makes the boat 
susceptible to such influences makes it easy for the helms­
man to detect that something is wrong. 

If it were only a matter of correcting a lee or a weather 
helm to restore proper balance, once it is lost, the skip­
per's task would be an easy one; but in order not to sacri­
fice speed he must not only restore fine balance but he 
must restore it through such an arrangement of all his 
variable factors as will result in the fastest racing combin­
ation. Moving the jibsheet man forward two feet may 
have the same effect on lateral resistance as dropping the 
bilge board two inches lower, but if the boat happened to 
be already on her best sailing lines it might be disastrous 

.·• 
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~\\ 

Sail plan of a Class E In. 
land Lake scow, 28 f~ 

in len~h. 
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to put the bow lower, and the skip.per might choose to 
make his adjustment with the board, and accept the in­
creased frictional resistance as the lesser evil. Or he might 
ignore the lateral resistance and get the same result, as 
far as balance is concerned, by easing the jibsheet and 
causing the center of e.ffort to moYe aft; in other cases he 
might even send a man to the forestay turnbuckle to alter 
the rake of the mast. Thus, there are many factors to be 
considered in their relation to a proper balance of the 
boat, but vital as that matter is, it is not the whole secret 
of speed by any means and the skipper can not afford to 
lose sight of the multitudinous little details which, in thl· 
aggregate, may mean the difference between winning and 
losing. 

Take for example the apparently si mple operation of 
going about. An E scO\\' can be put about in 3 seconds. al­
though it is doubtful if anything is gained in a· race by 
doing it in less than 5 or 5}/f seconds. But aside fro m the 
element of time the skipper can influence the action of his 
boat by the manner in which he distributes his crew: if 
the live ballast is all centered amidships the hull can be 
spun around with appreciably greater acceleration than 
if the weight is placed on the extremities of the boat, 
where the inertia of the mass would have a dampening 
effect on the turning speed. Obviously the effect of mo,·­
ing the crew to the extremities of the deck would be 
negligible in a heavy boat or in a slow turning onti!, but in 
the light scows hardly a move can be made without haYing 
a noticeable effect -and perhaps that largely explains 
the fascination of racing them. 
Th~ skipper who can develop a really sensitive "feel" 

of his scow - to a degTee not possible with most types of 
racing boat - has an asset not approached by e'\·en the 
greatest expertness in sailing by the fly or. thread on the 
rigging; he is a step beyond, and is not impelled into 
working the tiller excessively in a vain effort to take ad­
vantage of passing fluctuations in the belief that each is 
a steady, favorable slant of wind. Rather he is guided by 
the action of the boat as a whole, and with but occasional 
glances at the sails he can tell instinctively how his boat 
is behaving. It is true that the helmsman unconsciously 
gains impressions from general conditions, and when he 
prefers to avoid wearing a hat the better to feel the v.;nd 
on his face, it may be assumed that a few bits of thread 
here and there on the rigging may also assist him in a 
general way, and perhaps cultivate an artificial alertness. 
In that sense such wind indicators may begin to serve the 
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Lines of Class E Inland Lake scow, designed by J ones and LaBorde. A study of these lines show why the scow is the fastest type of halt 

for its size aftoat. 

purpose for which they are extensively used on other 
types of racing yacht. 

The rudder of the scow is a different matter from that 
of the catboat; it makes no considerable addition to the 
lateral resistance of the boat, and its sole purpose is that 
of steering; any pull on the tiller, weather or lee, means 
that there is a lack of balance between the driving force 
on the sails and the lateral resistance of the boat. A slight 
weather helm is often tolerated, not because it is right but 
because it is an error on the safe side and saves the skipper 
from bigger losses which inattention at the ti ller might 
incur if the boat had a tendency to fall off. 

Aside from the question of indicating balance the rudder 
of the scow deserves attention in two other respects. One 
involves the old rule about moving the tiller as little as 
possible when sailing on the wind. It is true that a con­
stant working back and forth will greatly affect speed to 
windward, but in their anxiety to avoid causing a drag of 
the rudders too many skippers are slow to take advantage 
of a favorable puff, and before their boats work up into 
the wind the puff is gone..-Similarly, when headed by an 
unfavorable slant there is a general tendency to swing the 
bow off slowly, with consequent Joss of headway. Of 
course it is as bad to err on one. side as on the other, and 
the helmsman who jerks his boat Zigzag fashion into and 
away from every little puff and lull loses more than his too 
conservative opponent. Nevertheless, it is safe to give 
the tiller a quick snap if at that particular instant the 
l'Udder is trailed out directly astern or is turned so that the 
resulting lateral force on the rudder will, as if by impact, 
start the boat turning without exerting a force opposed to 
forward motion. There is then no prolonged drag of the 
rudder as is the case when the tiller is moved slowly and 
tile rudder is held at an angle for an appreciable length 
ol time. It might be argued that such a suggestion if car­
ried to its logical conclusion would result in the skipper's 
tcidling his. boat forward by well-timed jerks of the tiller, 
but white the same ~~~~ principle ~y be discemi­
~ in acJ,dling, no such ~ mterpretation of meaning is 

~tflet··mafter in connecti~ with Uie rUdder deals 
~ wjtli double-ruddered boats whoee tillers are joined 
by a tie rod. Many captainS satiSfy themselves that the 
~ .rudders are parallel by ·determining that the two 
b11ers are parallel, and are then content to start a race. 
Even if the rudders alWays lined 'up with the tillers the 

.fact that the rudders are parallel does not mean that they 

, .. er the least ~ to headway, and in fact it is 
~btful if the parallel position is ever the fastest. It may 
~ the safest in the ~ run, considering windward and 
leeward W9rk in light WlDds and in heavy, but it is prob­
.able that ~t the risk of some error a faster position can be 
~ermined after a few trials. The trials should not be 
~ .upon perlonnanee relative to another boat, how­
ever, for the change in rudder .PO$itions must be so sli2'ht 
that its effect would not be perceptible in an actual race. 
Rather the experimenter must be guided by the position 
which the two rudders assume relative to each other when 
allowed to trail independently of one another with the 
boat under perfect balance on various points of sailing. 
The water flows under the bottom more nearly along the 
diagonal plane intersections than along the buttocks, and 
thus the rudders may converge toward the stem a con­
siderable amount. An inch and a half convergence be­
tween two rudders only twelve inches long was found to 
be desirable in one case. 

A discussion of sails seldom amounts to more than 
vague comment, for even with sails of opposite character~ 
istics of set or Bow the variations in form are so vague aa 
to make description impossible except in terms of ill­
definite generalities. But in passing it might be said .that: 
too much emphasis is laid upon the importance of" a Rood 
pocket along the mast where the positi've pressure of the 
wind can develop a driving force." A fair curve from luff 
to leach is essential, of course, but it i8 b«auc~ of the 
effect on the set of the rest of the sail·rather than because 
of any intrinsic value as effective driving area that full­
ness along the mast can be of importance. A portion of the 
sail which is continually on the verge of shaking, and in­
deed on many boats is seldom allowed to draw full, addlt 
nothing to the driving force on the boat; the wind along 
the hoist of the mainsail, where it eddies around the ~ 
is in no mood to exert much pressure on the canvas iJn:. 
mediately next the spar. 

The Class E scow ·Probably has no. requirementts as to 
sail form or draft peculiar to i~~ A.Sm.all_.sail m~ 
rapidly into the wind mtist'be a relatiVely·~t ~if ~ud,l 
driving force is to be derived, and on·that aOOoun.t a trace 
of the iceboat's ftatnees of draft might be justitied in the 
scow; but the scow's real s~ is off ·the ~. and al­
though on that point of sailing its speed might be .aid 
to approach that of a slow7moving iceboat. . . the eased 
sheet of the scow limits the similarity between· the two. 
In the case of the ·i«:e~>oat ·the apparent wind-tbe re-
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sultant of the velocities of the actual wind and of the boat 
- st:rikes the sail from a direction far forward Of abeam. 
while with the scow it would never reach eucb a point and 
the sails. even when planing at the highest-speeds. would 
always be eased off. 

Knowledge of the exact anile between the ttue .'Wind 
and the appa rent wind is of no practical Yalue, but it is in­
teresting to note that the angle is appreciable and that its 
magnitude is some index as to the amount which the sails 
of a scow must be trimmed as the boat gathers speed. 
\\"ith a 25-m ile wind , for example, coming 30 degrees 
abaft thC' beam and d riYing the scow at its high speed ol 
IS kno t=' the " ·ind would appea r to come from a direction 
6 }2 ckgr<'<'S forward of abeam ; that is. it would swing for­
wa rd 36 1 :t de~recs. \\"it h winds fun her aft or "i th slower 
boat spet•ds the apparent wind would. of course, not be as 
f;tr fo rward. The immC'diate effect of the wind's pulling 
ahe:td i=' w make it necessary to trim the sails flatter, and 
failure tn oh::-C'n·e thi::- r<'qui~emt'nt is one of the principal 
rca:-ons why some s ki ppers h;wc uiniculty in prolonging 
1 ht' "pl.111in~ (Wriods ·• of 1 he ir boats . 

The ='l'll\\' is fa,.:t on any point of sailing wl~t• nc,·C'r .the~ 
i,.. a hr('\ 'Zl' . h111 it,; spC'l'd with cased ,.:hcet in a hard \nnd as 
phe nomenal and uf1'l'rs the most thrilling and spectacular 
IOUt'h tn scm,· r.tr ing. T o ma ke the sCO\\' plane iris neces­
:-.try- hut :-t c p aboard a moment anu see for yourself 
hm\· i 1 i:- dolll'. 

\\'e' ll t.tck up to wi n· h,·ard to th.\1 buoy and the~ run 
uff '' ith the wind on our starboa rd quarter. Ir wtll be 
ahollt four point ,; abaft the beam when we straighten out 
1111 tlllr t"\Hir:'l', hut \\,ttl'h it pull <lU\? 3 111 as we g-et UJl tO 

:-J~<'d . anti notit'l' that we han~ to trim our ,;ail,; accord­
in!-dy . lkre's the _huoy 111 port nnw: ready about ­
hard-a-lee! Away goes the jibsheet as the tiller is put 
down and the bow swings into the wind. The helmsman 
has taken the main sheet and lets it ntn as she pays off: 
the sheet-tender has lowered the port bilge board about 
ha lf way and is cleating the starboard backstay before 

pulling up the starboard board. The jibsheet man has 
climbed over to windward and has made his sheet fas t . 
and is now taking the spinnaker boom forward . !'\ow, up 
there, mainsheet man, and hoist spinnaker ; and take the 
sheet while the jib man sets the boom and the helmsman 
holds a turn on the after guy. There she draws. all pulling. 
Work aft now, and watch this puff; we're making 8 knots 
but we want 12 at least. 

The mainsheet man (his title is deceiving for he has 
many other important duties) puts a strain on the lee 
bilge board fall and just before the puff strikes the sails 
the slcipper pulls the tiller up enough to start the bov; 
swinging off. T he man on the board gets his chance; the 
board comes up, the puff strikes, we heave on the mainsail 
and give a tug on the spinnaker, while t he slcipper lets t he 
tiller go free for a moment; the boat lifts and leaps fo r­
ward, out on top - what is there to stop her ? \Ve seem to 
be riding on air, a soft cushion of foam ; and making 14 or 
15 m iles an hour. Look astern at that deep \'-shaped 
groove ploughed in the water; that's what one litt le rud­
der does - a tremendous drag, but unavoidable. :\ow 
give her a li ttle board, just enough to make her hold on: 
and keep working the sails, heaving as we top a wa,·e and 
easing off again afterwards. The skipper shoots her off on 
the wave tops and works her back again whenever he can ; 
a lot of leeway, but anything to keep her planing . But 
we're beginning to drag a bit - settling - going to stop 
- stopped! O nly an ordinary 8-mile pace now. So watch 
for another puff and we'll do it all over again - and keep 
her goi ng this time. 

Not every day is a planing day, and speed to windward 
means as much in a fleet of scows as in any other racing 
class, but if the crew of one boat can ''get her out on top" 
once or twice when the other boats are not planing. their 
boat can lose a good many yo.rds on the windward work 
and s till come home the winner. So whatever ,·ou sav of a 
scow, don't say that "ofT the wind there is l~ttle it)r the 
crew to do!" 

F:D. NOTE: We had illfended to publish Part Tll'o of· 'Old Emma comes ro Barnegar Bay· · by Slade Dale 
in rhis issue bill because of rhe ab01·e article will hold it for the Winter issue if !here i~ suj]iciem inrere.\1. 

This 1929 p/l(J/O " 'as raken ar rhe Whire Bear YC during a challenge 111atch wirh the Royal St. UIH'rence YC. MOUNT ROYAL 
VS. VENTURE. 
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Ed. Note: Tn Vol 20, No 2 1984 we ran the below ''Adv. ''which came out of a spoofing parody called Y AACHTING. 
We are renoming it again for the same reason. 

HERE COMES THE SOUND OF A WINNER. 

TO JOIN 
NATIONAL CLASS E ASSOCIATION 

Contact 

Sherri Campbell - Secretary-Treasurer 
122 Laurel Avenue • Toms River. NJ 08753 

NOTICE TO ALL REGULAR MEMBERS 
1988 ANNUAL DUES 

Regular Members ............... . . $30.00 
Associate . . . . . . . . . . . . . . . . . . . . . . . . 5.00 
Boat Transfer ..................... 10.00 

NOTICE TO SAIL MAKERS 
Sail labels can now be 
acquired from NCESA 

Sec/Treas. Sherri Campbell 
122 Laurel Avenue. Toms River, NJ 08753 

NCESA labels $5.00 each 
~------------~-- ----------------~ 
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Our commitment to you doesn't 
end with your boat purchase. Our 
reputation for service · inCreases 
every year: On site regatta support, 
overnight part deliveries, and 
technical assistance by our 
enthusiastic staff. 

YOUR BUSINESS IS 
IMPORTANT TO US! 
CALL TODAY. 

NATIONAL 

CLASS E SCOW 

ASSOCIATION 

BULK RATE 
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