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Executive Summary

The future of the endangered historic schooner, Wawona, was the focus of a December 2005
three-day summit of local and national expertsin maritime heritage. The Wawona was built in
1897 asa 166’ bald-headed, gaff-rigged schooner to serve in the coastwise lumber trade. In
1914, she began her 29 season career as a codfishing vessel. During WWII, she served the war
effort as amilitary barge carrying lumber to the Boeing Aircraft Plant for airplane materials.
After her retirement in 1947, she was considered for several ventures but became a heritage ship
in 1964. During the past 42 years, the Wawona has hosted thousands of visitors and school
children conveying the rich history of the Northwest and the tradition of the maritime trades.

Unfortunately, with the passage of time, the Wawona has deteriorated and is at a crossroads in
her history. The Wawona's owner, Northwest Seaport, formed a Steering Committee and
charged it with convening a Summit to consider the full range of options for the vessel from
complete restoration to outright demolition, including severa intermediate options that would
balance vessel condition, costs, and public benefit. The Summit was co-sponsored by King
County 4Culture, the Seattle Department of Parks and Recreation, the National Park Service, the
Washington Trust for Historic Preservation, and the Center for Wooden Boats. The Steering
Committee invited a group of national expertsin historic ship preservation and maritime heritage
aswell aslocal experts who were familiar with local heritage vessels and who had a sense of the
political, funding, and community support environments for maritime heritage.

The Wawona Summit and the resulting recommendations were based upon two recent surveys of
the vessel’ s condition, a description of her historical importance, and a summary of effortsto
preserve and restore the vessel over the last 40 years aswell as her service to the public asa
heritage vessel. The specific Summit objectives wereto: (1) assess the vessel’s present status,
(2) assess the vessal’ s potential future, and (3) make conclusions and recommendations for the
best course of preservation and interpretation with one or two aternatives. Panelists were asked
to consider fully the Secretary of Interior’s Standards for Historic Vessel Preservation Projects;
professional standards for stewardship, preservation, and restoration; technical issues related to
wooden ship construction of the era; interpretation of important maritime objects; and project
management as it relates to the subject matter.

The two independent marine surveyors that surveyed the Wawona during 2005 told the Summit
panelists and participants that most of the covering and structural wood had evidence of dry rot
and severe deficiencies existed compromising the immediate stability and integrity of the vessel.
Immediate stabilization treatments would improve these deficiencies but the structural
deficiencies mean that extreme restoration measures are necessary for the ultimate preservation
of the vessdl.

Summit participants learned of possible preservation treatments from the experiences of other
maritime experts around the country. These included the efforts to interpret the deteriorating
Australia on land at Mystic Seaport, the construction of areplica of the Amistad at Mystic
Seaport, the complete restoration of Wawona’'s sister ship, the C.A. Thayer, at the Hyde Street
Maritime Park in San Francisco, and the rehabilitation of the USS Constellation in Baltimore.
Summit participants also learned of the Wawona’'s history, treatments since acquisition as a
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heritage vessel, and the efforts of the Maritime Heritage Task Force to develop aplan for
maritime preservation in Seattle and King County.

Six treatment options were devel oped from an analysis by surveyor Andy Davis of TriCoastal
Marine, with further definition and clarification from the Summit participants. The primary
optionswere: (1) demoalition; (2) strategic abandonment; (3) preserving parts of the ship ashore;
(4) preserving the whole ship ashore; (5) full restoration (in-kind replacement); and

(6) reconstruction (similar to building areplica). Work groups were formed composed of
panelists and additional participants to explore and evaluate each of these primary options,
except for demolition, in terms of feasibility, interpretation options, preservation approaches, and
costs.

The work of thefirst two days led to a discussion on the third day about the relationship of
community support, funding constraints, and political environment to afinal recommendation for
the future of the Wawona. The panel divided into two groups. The first group was composed of
local experts from Washington State who had experience or expertise in funding issues and
constraints, the political environment, and the maritime heritage community. The second group
consisted of national experts in maritime heritage from other regions who focused on the
preservation aspects of the vessel and available options independent of funding and political
constraints.

Thisloca panelist group attempted to assess arelatively immediate solution for the vessel and
sel ected options deemed most feasible given their best sense of current conditions. Of the nine
local panelists, 1 voted for reconstruction, 3 for preserving the whole ship ashore, and 5 for
preserving parts of the vessel ashore. Demolition, strategic abandonment, and full restoration
were included in the original matrix, but not considered the best solution. Local panelists gave
the caveat that they were estimating what the current political and economic environment might
allow without having done scientific-based surveys or assessments and were making their
decisions based on a current “snapshot” in time. There was recognition that the local
environment could change with an appropriate support campaign or with new donors stepping
forward.

The heritage specialists took a more comprehensive approach. They first identified options that
were deemed inappropriate, including strategic abandonment, immediate demolition and
scrapping of the vessel, and reconstruction. They then recommended a three-phase approach that
included (1) immediate stabilization, (2) intermediate preservation on land undercover, and then
(3) the development of along-term plan for ultimate preservation and interpretation. Immediate
stabilization included removing the masts, installing bilge alarms, increasing pumping capacity,
sealing the planks, patching the hole in the bow, and continuing protection by a plastic cover.
Intermediate preservation included moving the Wawona onto a barge and transporting the vessel
to an undercover, land-based site. After intermediate preservation in this manner, a strategic
plan and campaign could be devel oped that included a business plan, assessment of the potential
for public benefit, public and political support, and potential funding sources for each of the
three primary options remaining which are to (a) fully restore the Wawona, (b) preserve it whole
on shore and under cover, or (c) save significant pieces and interpret them onshore. The
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estimated costs were $200,000 for immediate stabilization, $1.25 million for intermediate
preservation, and up to $15 million for the full restoration option.

The Wawona Summit ended with the invited panelists providing individual summary statements.
While the local experts and national panelists took different approaches to making a decision
about the ultimate fate of the vessel, all generally agreed that the cold-molded shell,
abandonment, and demolition options were not reasonable options. Most panelists agreed that
the three-phased, comprehensive approach should be adopted as the recommendation of the
Summit-at-Large. Many of the panelists complimented Northwest Seaport for publicly
addressing the difficult questions facing the vessel and the organization and offered future
assistance as plans and actions devel op for the Wawona. Northwest Seaport will now consider
the valuabl e results of the Wawona Summit and act on its recommendations.
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l. I ntroduction

The three-masted schooner, Wawona, moored at South Lake Union, is extremely deteriorated
and considered threatened in its current locale and condition. Though a historic vessel and city
landmark, the Wawona@ future is unclear. There are a number of possible uses and treatments
for the vessel, each with its own costs, challenges, and public benefits. Northwest Seaport, the
owner of the Wawona, convened a summit of national and local experts in maritime heritage on
December 7-9, 2005. The goa of the Wawona Summit was to provide expert and credible advice
and recommendations to Northwest Seaport regarding the preferred strategies for treatment and
future uses of the Wawona.

The Wawona is one of the largest three-masted schooners ever built on the West Coast and is one
of only two remaining Pacific schooners out of afleet of over 500 sailing ships that engaged in
coastwise and transoceanic shipping and in fisheries. The Wawona was built in 1897 in
Fairhaven, California, by Hans Bendixsen asa 166" gaff-rigged, bald-headed schooner
constructed almost entirely of Douglas Fir. She worked in the coastal lumber trade until 1913.
She then began a 29-year career as a cod schooner, traveling to the Bering Sea each summer.
During World War |1, she was used as a barge to transport wood for building aircraft. The
Wawona was the most successful wind-powered fishing vessel over the course of her career. Her
sister ship, the C.A. Thayer isin San Francisco undergoing afull restoration by the National Park
Service, so the Wawona is the last ship of her kind in the Pacific Northwest retaining its origina
fabric and construction. No other historic vessel better represents the industries that built Seattle
and other communities of the Northwest.

The Wawona was placed on the National Register of Historic Placesin 1970, the first vessel to
be placed on the list, and was designated as an official Seattle Landmark in 1977. The Wawona
isalso aHistoric Naval Vessel as designated by the Historic Naval Ships Association in 1999.
Until recently, thousands have boarded and toured the ship every year, and thousands more till
view the vessel from the shore and from the street. Itstall masts have been a beacon to residents
and visitors, and they also attract tourists to other historic vessels and featuresin the area.

Unfortunately, the Wawona has become very deteriorated and is at a crossroads in her history.
Her owner, Northwest Seaport, faces serious challenges to the Wawona' s continued presence as
an icon of the early industries and people that built Seattle and the Pacific Northwest. The ship
needs to be moved from her long-term berth at South Lake Union, but the limited berthing
options available would expose her to strong winds and water action and limit access and public
benefit. She has recently been closed to the public at the request of the Seattle Department of
Parks and Recreation until several safety issues can be addressed. Northwest Seaport has been
lobbied on one hand by those who felt nothing short of full restoration was the only responsible
thing to do, while other equally credible partiesinsisted it was too late to save the ship and
outright demolition was the only remaining option. Northwest Seaport decided that before
taking any action, afull assessment of vessel condition and options for maximizing her public
benefit should be completed. In order to gain credibility and the best advice possible, Northwest
Seaport drew upon the expertise of recognized specialists on maritime heritage.



Northwest Seaport has over the years organized stewardship activities to preserve, maintain and,
where possible, restore the vessel. Despite these efforts, the vessel isin a state of decay that
suggests to some that she cannot be restored. Othersfeel that it isnot too late to complete afull
or partial restoration. The Seattle Department of Parks and Recreation hired a marine surveyor
to assess the stability of the vessel for moving her to another site, and the surveyor identified a
number of major deficiencies. Because of her deteriorated state and the possible loss of her berth
at South Lake Union, she was placed in 2005 on the Washington Trust for Historic
Preservation'slist of the Ten Most Endangered Historic Propertiesin the state.

The Wawona Summit and this report will help establish the present condition, potential
preservation treatments, and the best courses of action for this historic vessdl.

[1.  Objectives

The specific objectives of the Wawona Summit were:

A. Objective 1: Assess Vessel's Present Status
1 Review the vessel®historical importance.
2. Review the vessel®@mission and past public benefit.
3. Review activities and treatments since the vessel was purchased related to
preservation, protection, stabilization, and restoration.
4, Review the vessel®current condition.

B. Objective2: Assess Vessel's Potential Future

1. Identify possible uses of the vessel, ranging from full restoration to demoalition for
salvageable artifacts.

2. Explore the range of feasible treatment strategies.

3. Identify the costs, benefits, and other consequences of each treatment option.

C. Objective 3: Make Conclusions and Recommendations
1. Select preferred alternatives for the vessel.
2. Should severa options be feasible, determine an appropriate “back-up plan” if
attempts to meet the preferred alternative fail.

The panelists were asked to consider fully the Secretary of Interior® Standards for Historic
Vessel Preservation Projects; professional standards for stewardship, preservation, and
restoration; technical knowledge related to wooden ship construction of the era; interpretation of
important maritime objects; and project management as it relates to the subject matter.
Background materials in support of Objective 1 were provided to panelists prior to the summit.



[11.  Approach

Much planning and preparation was conducted prior to the Summit. Northwest Seaport
convened a diverse Steering Committee consisting of two of its board members, two ship
captains with sailing credentials, and representatives from 4Culture (King County's Cultural
Development Agency), The Center for Wooden Boats, and the National Park Service (see
Appendix 1 for alist of Steering Committee members). The vision for the Summit wasto invite
experts in maritime history and interpretation, shipbuilding, preservation, and project
management. Because of limited funding and the need for efficiency, the Steering Committee
sought a diverse but not exhaustive list of experts from across the United States and experts from
local maritime and related organizations (see Appendix 2 for alist of Summit panelists
biographies and contacts). It was eventually decided to also have a broader, but limited
participation from the local maritime heritage community so that the deliberations of the experts
could be witnessed and understood. More than thirty-five people in addition to the panelists and
organizers attended the Wawona Summit at some time (see Appendix 3 for alist of attendees).
Consultants Richard and Anna Linzer were hired as facilitators to lead the meetings, document
the outcomes, and provide areport. The agenda allowed for each of the objectivesto be
described, analyzed, and discussed.

V. Day 1-The Wawona’'s Present Status & Other Preservation Experiences

On Wednesday, December 7, 2005, seventeen panelists and over thirty community members
participated in the first day of the three-day conference facilitated by Richard and Anna Linzer.
The Day One's activities were focused on achieving Objective 1 + to learn about the vessel's
history and importance to the area, to assess the vessel' s present status, and to learn from other
experiences in preserving large, historic vessels.

Welcoming remarks were provided by Shannon Fitzgerald, a member of the Northwest Seaport
Board. Seattle City Council Member Jim Compton was the keynote speaker, recounting his
recent experience as chairperson of the Maritime Heritage Task Force and the challenges to
preserving maritime artifacts and culture in the Pacific Northwest. He urged “tough love” asthe
panelists considered the fate of the Wawona, recognizing that there were many other historic
vessels and agendas that required millions of dollars of funding in the future.

A. The Wawona’'s Working History

Next, the Summit participants learned about the history of the Wawona both during her working
career and during her tenure as a heritage vessel. Wayne Palsson, a Fisheries Scientist and
Northwest Seaport Board Member, presented “Wawona, Icon of Northwest History and
Industry”. Palsson recounted the significant periods of the Wawona during her working career as
alumber carrier, as afishing vessel, amilitary barge with links to the aircraft industry, and as a
vessel to carry passengers to tour the South Seas and to transport cattle to Siberia. The Wawona
was arguably the most important vessel of those participating in the early development of
groundfish fisheriesin Alaska. Today, these fisheries are among the largest and best managed in



theworld. The Wawona's large size, early and consistent participation in the fishery, and able
crew resulted in her landing over seven million Pacific cod during her 29 fishing seasons. Her
cumulative catch exceeds the second-most successful vessel engaged in the sail-powered fishery
by over one million cod. The Wawona is the best representative of afishery that pioneered
catching, processing, and transporting groundfish in Alaska s productive marine waters from the
early 1860s to 1950 but then modernized into the present day' s sustainable fishery and lucrative
natural resource. Indeed, these fisheries and their development are of nationa significance since
cod resources were used to justify the purchase of Alaskain 1867 and are now realizing millions
of dollars every year to our national economy. Thisvessdl'sfishing legacy alone could justify
her designation as a Nationa Historical Landmark.

B. The Wawona as Heritage Vessel

Shannon Fitzgerald gave a presentation entitled, 2Save Our Ships, Northwest Seaport, and the
Historic Schooner Wawona,° that chronicled the vessel as museum ship from 1964 to present.
The ship was acquired in 1964 through a community effort that was led, in part, by Ivar Haglund,
Wing Luke, and Kay Bullitt. These visionary leaders had witnessed the breaking up and
demolition of the vast fleet of sail-powered vessels that once called Seattle home. They
understood the importance of preserving that legacy as embodied by the schooner Wawona and
formed the group 2Save Our Ships® to do just that. This organization later became Northwest
Seaport. The Wawona was heartily welcomed back to Seattle and then resided in various
locations with the most time spent in Kirkland until the early 1980s when she came to South
Lake Union where she hasresided since. In 1970, the Wawona was the first vessel to be listed
on the National Register of Historical Places and was designated of local significance. The City
of Seattle designated the Wawona a City Landmark, the first of several other vesselsto be so
declared. Because of her participation in WWII, the Historic Naval Ships Association included
the Wawona on their list of Historic Naval Shipsin 1999.

During Wawona' s tenure as a heritage ship, a series of marine surveys were conducted and
subsequent preservation plans developed. Stabilization, restoration, and rehabilitation treatments
have occurred during the past forty years. Early stabilization efforts included the addition of a
steel bow. Later, the importance of aweather cover to keep rain off of the vessel was understood
and several generations of covers have been installed over time. The ship was dry-docked and
lines taken in 1985 as part of HABS/HAER documentation of important architectural structures.
Her lines and photos from that process are available. There were many other preservation and
restoration activities, including the stepping of new mastsin 1974. Inthelate 1980's, an
agreement was made to establish South Lake Union as a Maritime Heritage Center and
Northwest Seaport was given alease. That lease allowed for alarge investment in building the
resources needed for restoration of the Wawona, including the woodshop, ship's saw, forge, and
other facilities. Thisthen allowed for work to be focused on the ship. The most significant
effort occurred after the 1992 Parker and Spearman Restoration Plan. Based in part on that plan,
funds were raised and serious activity completed in the mid 1990' s that included the removal of
the forward cabin and galley, removal of the steel bow, replacement of the Sampson Post, partial
reconstruction of some deck beams and 20 starboard forward frames, and putting in a temporary
deck forward of the foremast. Asthe series of surveys completed between 1964 and 2005 will



reveal, deterioration has overcome many of these efforts and the ship isin poor condition. Over
time, the estimated replacement amount of lumber has increased from 70% in 1983 to over 95%
in 2005, while restoration estimates have increased from $3.2 million in 1983 to $15 million in
2005.

During its career as amuseum and heritage ship, the Wawona has served many people in many
forms of public benefit. These programs and benefits were also described by Alice Winship,
Wawona Ship's Council Member, in a document provided to Summit Participants. Important
programs include school and public tours, open vessel days and self-guided tours, sleep-overs, a
thriving music program, and other arts events such as film screenings and Fishermen's Reunions.
During peak years, when Northwest Seaport had staff to conduct marketing and to lead the tours,
there were more than 20,000 visitors ayear. Adults now visit the ship and recount having slept
in her foc' sle as children.

C. Recent Surveys and the Wawona's Condition

The Wawona was inspected by two professional marine surveyors during 2005. These surveys
had different purposes but generally concluded that the Wawona is severely deteriorated and has
immediate stability deficiencies.

Mike VlIahovich of Coastal Heritage Alliance, Inc., presented his findings of a partial survey
commissioned by Seattle Parks and Recreation that had the focused purpose to assess the
vessel' s state of seaworthiness, ability to be towed to an alternate location, and safe public
access. During his survey, Vlahovich found eight key deficienciesincluding: (1) inadequate
support for the three masts; (2) alarge hole in the port bow section; (3) inadequate tow points
and cleats; (4) inadequate support for the deck beams and carlins around the hatches;

(5) inadequate bilge pumping capacity; (6) lack of integrity of hull planks at the waterline;

(7) topsides stern section separating from rest of hull; and (8) extensive deterioration of frames,
stringers, and other structural components including below the water line. Vlahovich's survey
report also examined other mooring locations and the costs to effect necessary vessel repairs,
prepare an aternate site, and tow the Wawona to a new location.

Andy Davis of TriCoastal Marine, Inc. was contracted by Northwest Seaport to conduct a marine
survey and establish the condition of the existing historic fabric of the vessel. The survey is
included in Appendix 4. Davisfound that the vessel was severely deteriorated due to rot.
Especidly affected were the topsides with large open holes in the planking; bulwarks and rail,
centerline structure, ceiling, and clamp forward of the forecastle bulkhead; deck framing with
many rotted beam ends; and an intact, but mostly rotten, interior. In addition, he found the
portside bow open due to incomplete repairs, missing and unsafe decking in the foredeck, and a
piecemeal attempt at replacement and repair of deck framing at the bow. The sound portions of
the vessel included the cabin and cabin top, poop deck, sections of the ceiling, aft quarter of the
vessdl, spars, and metal fittings.The vessel was generally dry and clean with little reported
leaking below the waterline although standing water was found in the frame bays under the
fishermen'sforecastle. Davis s survey was complete with a series of boringsin large wood
structures that confirmed the diagnosis of dry rot. He was able to note the different degrees of
dry rot in various locations of the ship, some of which left large timbers with some structural



integrity while in others there was dry rot throughout the member. Citing a comment made
about himself at another meeting, that Davis' role was to throw a bucket of cold seawater in the
face of maritime preservationists, he noted that there was no modern chemical treatment that
would overcome the amount of rot in the Wawona's hull and structural members.

D. Tour of the Wawona

After lunch, Phillip Morgan provided a narrated tour of the Schooner Wawona to the Summit
participants. Phillip isawell known musician in the Northwest and with his family band, The
Cutters, performs maritime and Celtic music. He also has along-time interest in the Wawona
having conducted his own research and many public and school tours. Morgan brought the
group through the sections of the ship, echoing aspects of the previous talks and showing specific
features that exemplify the working career and work stations of the vessel. The group also
observed and discussed some of the key deficiencies and problems that were identified during
the two recent surveys.

With such a group of experts, interesting discussions devel oped regarding history, dimensions,
and condition of the vessel. Captain Harold Huycke pointed out the discordant colors painted on
the ceiling of the hold near the forward hatch. This area had bunks built for an unrealized sailing
venture to the South Seas during the 1950s. Customers who had signed on were invited to paint
thelir cribs any color they wanted to personalize their space, accounting for the bright red, bright
white, and pastel blue colors.

Another discussion included the size of the Wawona both in terms of length and gross tonnage
and how that compared to the C.A. Thayer. The overall deck length of the Wawona is 166" and
her gross ton capacity is468 tons. The C.A. Thayer has an overall deck length of 156" and 453
rated tons. Andy Davies pointed out that the number and spacing of the frames was exactly the
same between the two vessels and the water line length was 156" from rudder post to the
forepeak. How the overall lengths differ is still not clear. Stephen Canright pointed out that the
Wawona lacked a sister to the rider keelson that could account for her extra 15-ton capacity over
the Thayer.

E. TheMaritimeHeritage Task Force

Flo Lentz, Preservation Administrator from 4Culture, King County's Cultural Development
Authority, explained the development and findings of the Maritime Heritage Task Force, a group
composed of civic leaders, maritime heritage specialists, and maritime business leaders. Their
charge was to identify goals and strategies to preserve the maritime heritage in the region. After
six months of work, their recommendations were released in areport just prior to the Wawona
Summit. The Task Force identified South Lake Union Park as a main venue for displaying and
interpreting maritime artifacts and recommended establishing a historic vessel repair yard at a
facility at North Lake Union. Four principal partners were designated to devel op the plans,
funding, and operations of the heritage campuses. These partners are the Museum of History and



Industry, the Center for Wooden Boats, Coastal Heritage Alliance, and Historic Seattle. The full
report can be obtained from http://www.4culture.org/.

F. Case Historiesin Vessel Preservation

Case histories were provided to the participants, visually demonstrating some of the aternatives
available for vessels within the maritime preservation field.

Quentin Snediker presented two interpretive and preservation options that he has experienced
during his career as Director of the Historic Preservation Yard at Mystic Seaport. The first
treatment type was the onshore abandonment of the Australia. Asthis vessel has deteriorated, an
interpretive display and programming has been developed to inform visitors of the vessel's
history and construction. Some efforts have been made to make the vessel safe and protected,
but there is no plan to conduct arestoration of the vessel. Another example of historical
interpretation was the construction of areplica of the Amistad, a notable slaver whose officers
and crew were overthrown by their captives. Much research was conducted to authenticate the
design of the vessel, but modifications were made to make the vessel certifiable by the U.S.
Coast Guard. Snediker reported on his research on the significance of the Wawona relative to
other historic vessels. He pointed out that most historic vessels were on the East and Gulf coasts,
and there were relatively few on the west coast. By enumerating examples of wooden historic
vessels, representing both sail-powered and commercia constructions, Snediker was able to
illustrate the unique value of the Wawona.

Stephen Canright, Curator of Maritime History at the San Francisco Maritime National
Historical Park, provided an overview of the restoration of the sister ship to the Wawona, the
C.A. Thayer. The vessel, owned by the National Park Service, isaNationa Historic Landmark
that represents a Pacific schooner in the coastwise trade in the late 18" and early 19" centuries.
The vessel is undergoing major restoration by NPS and Bay Ship and Y acht of Alameda,
Cdifornia. Over $10 million was secured by federal appropriations to restore the vessel, a
process that will replace over 85% of the original wood. Canright outlined the steps for the
restoration including moving the vessel to Alameda by tug, transferring her onto acradlein a
dry-dock, transferring her onto a barge, and then onto land by the use of ahouse mover. The
vessel was housed in aformer aircraft hangar at the former Naval Air Station in Alameda. In
order to meet the Secretary of the Interior's Standards for Historic Vessel Preservation Projects,
a piece-for-piece demolition and replacement was conducted for the Thayer with the keel, cabins
and other major wood sections retained as original. The Thayer will be launched sometime in
2006 but will still not be fully restored.

aThe Saving of the USS Constellation” was presented by Captain Christopher Rowsom,
Executive Director of the USS Constellation Museum in Baltimore. The preservation of this
historic naval vessel was uniquein that it relied on building a cold-molded shell, or new hull,
around the vessel. Other restoration activities included removing the gun and spar deck, ceiling,
planking and other deteriorated elements. Originally constructed of white oak, much of the
replacement material consisted of laminated Douglas fir. The cold-molded hull was used in this
case because many of the structural members such as futtocks and frames remained intact and
provided much of the support needed for the restoration. The cold-molded shell was donein



such away as to provide the additional support needed. Frames were replaced and the gun deck
was installed before the vessel |eft the dry-dock. After launching, the spar deck was installed
and then the masts were stepped. Over time, other rooms and elements have been restored. Since
returning to Baltimore, a volunteer crew has been mustered, youth and Naval Academy classes
hosted, and even areturn to the US Naval Academy was achieved.

The evening session was held at a meeting room at the nearby Outback Steakhouse, where Joe
Follansbee, local historian and writer, presented atalk on the life of Captain Charles Foss, who
piloted the Wawona from 1914 to 1935. Mr. Follansbee drew upon some of the rich historical
archives held by Northwest Seaport and donated by former crew members of the Wawona and
similar ships.

V.  Day 2-Potential Future and Preservation Options

A. Treatment Options

On Thursday, December 8, 2005, Day Two's session started with a description of treatment and
preservation options for the Wawona developed by Andy Davis from Tri-Coastal Marine. In
addition to demolition of the vessel, the options Davis presented were: strategic abandonment,
preserving significant parts of the vessel on shore, preserving the whole ship under cover ashore,
cold molded shell replacement, full restoration (in-kind replacement), and construction of a
replica of the vessel.

The Summit panelists and other participants were then asked to refine, add, and subtract options
from the list that would be discussed later in work groups. Relying on the advice from Mr.
Davis, the participants eliminated the cold-molded option as impractical for the Wawona. The
option of outright demolition was added, as its consideration was a requirement of the Summit.
After consideration, the participants chose to set demolition aside for work group discussion as it
was not a preservation treatment and could be considered later in the Summit after the
preservation options were examined.

The participants were then asked to volunteer to work in small groups to further explore each
option in relation to an eight item list of relevant considerations. These items were devel oped by
the Summit Steering committee to enable afull evaluation of the possibilities under each option
noted above. Theinformation would facilitate rational decision-making regarding the costs and
benefits of the options. The eight items, cast as focus questions, were:

What are the possibilities for public benefits (programming, interpretation, etc.)?

What are the site control issues?

What are the technical (physical) requirements to achieve the option?

What are the project major elements, milestones, and dependencies in project development?
What are the maintenance issues and their costs?

What are the revenue potentials?

What is the estimated funding needed to achieve the goal ?

What is the organizational capacity needed for success?



Each group presented its written comments to the entire body (see Appendix 5), with
amplification and discussion led by a spokesperson from the group. The written statements
constituted the basis for the documentation of this segment of the Summit. A quick summary of
the group discussionsis provided here.

1. Strategic Abandonment was considered by beaching the Wawona on a shore, sinking
the vessel, or sinking the vessel in deep water as a potential long-term preservation option.
Possible public benefits include being atourist attraction, the popular focus of photographers, or
an underwater attraction to scubadivers. Mgor costs would beincurred for real estate or
permitting for the access to the shoreline or underwater site that would likely be difficult to
obtain. Deep-water storage in Lake Washington was viewed as a possible option contingent
upon the same permitting for permanent abandonment.

2. Preserving in piecesincluded dismantling the vessel and preserving, displaying, and
warehousing intact or salvageable significant pieces. Two groups worked on thistopic. Possible
venues and public benefits included placing artifacts in a museum setting, a park, or
incorporating pieces into a public art display. The aft section could be separated and displayed
under a cover to show the construction and workmanship involved in vessel construction. This
approach has the advantage of retaining original construction, something that complete
restorations such as the Thayer lacks. Cost and milestones include securing real estate or
permanent agreements for display space, developing preservation and marketing plans, and
dismantling and disposing of the remnants. It was estimated that costs could reach $750,000.

3. Preserving the whole ship ashor e could be in the open or under cover and could serve
asamaor attraction to amaritime park. This option has the advantage of retaining much of the
remaining original historic fabric of 19th century shipbuilding. Stepsto achieve this option
include stabilizing the vessdl, site acquisition, moving the vessel, preserving and documenting
the vessdl, rebuilding as required by public safety and programming, creating and installing
public access and program needs, and possibly finding or constructing a building. The potential
for public benefit from this option was seen as greater than the previous options, and included
many of the public benefits as afloating vessel. Given the large size of the vessel, especially
when it is out of the water, obtaining asite for display could prove difficult. While adry graving
dock type option was discussed, participants realized that this option might not be feasible at
South Lake Union given the history of its contaminated land. Full costs of this option were
difficult to estimate and were dependent on the amenities included, such as whether to leave the
ship in the open or to encloseit in abuilding that would maximize its display and public benefits.
It was estimated that costs could bein the millions of dollars without considering real estate
costs.

4, Full restoration (in-kind replacement) of the Wawona would be akin to the current
restoration of the C.A. Thayer. A full restoration of the Wawona would retain it asavisual icon
of Northwest maritime heritage. It could serve as avenue for public art and cultural events,
produce earned income, and serve as a floating museum for educational programs. A limited
sailing program could evolve, with the caveat that an in-kind replacement may not result in a
USCG certified passenger vessel. While most of the historic fabric would need replacement,
several important components of the ship, such as the cabin, could be saved. Because this option



would follow the national preservation standards, the resulting ship would still be considered the
Wawona. Thiswas the most costly (estimated at approximately $15 million with an additional
$15 million endowment) option and the most complicated, involving al the steps that were
explained by Stephen Canright.

5. Reconstruction of the Wawona could be accomplished either by traditional methods and
materias, or using some modern methods and materials for cost saving. The primary difference
in this method is that rather than doing an in-kind replacement process, a contractor would
simply build anew ship. Thiswould avoid the costs of slowly taking pieces out, documenting
them, and shaping the new piece to an exact match. Many of the benefits of reconstruction are
the same as restoration except that this treatment would leave a vessel with lesser qualities of
historic integrity compared to the original or afull restoration. However, a reconstructed vessel
would no longer truly be considered the Wawona, and would not be eligible for funding for
historic vessels. Panelists discussed the ideathat, if building areplica was the chosen option, it
might be better to build a smaller, classable coasting schooner that would have lower operating
costs and could be used for sail training. The Captains present pointed out that the bal d-headed
schooner design of the Wawona was such an efficient sailing design that it would not be the best
vessdl for sail training. Additionally, any vessel destined for sail training must meet USCG
requirements. Even alarger vessel could be constructed with bulkheads and other safety features
to allow for USGC certification and a subsequent commercial sailing program, but it would no
longer retain the features that most impress the public on the Wawona. 1t was estimated that
costs to reconstruct such avessel could be as much as $10 million, while Andy Davis estimated
that a copy of the Wawona could be built for approximately $7.5 million.

The participants were graciously hosted by Ivar's Salmon house for the evening, where many of
the day' s discussions continued.

VI. Day 3-Evaluation and Recommendations

On Day Three, the panelists reconvened, and other participants returned to an audience format.
Four focus questions had been devel oped to form the framework for prioritizing the potential
treatment options and providing recommendations to Northwest Seaport for the disposition of the
Wawona. These questionsincluded:

1. Given thework that we have done together, are all the elementsidentified for each option?

2. Observing the matrix and balancing the factors of time, scope and money with the potential
public benefits, which of these options appear to be most feasible?

3. Inwhat ways can elements of the most feasible options be combined or coordinated to
produce a preferred approach and an alternative option?

4. Given the current condition of the vessel, what stabilization, preservation, and maintenance
actions are needed and what are the interim possibilities with regard to public benefit?

Discussion on the third day began with a re-assessment of which options remained under
consideration as potential outcomes for the vessel. Participants had followed Mr. Davis s advice
and discarded the option of a cold-molded shell as not feasible given the lack of sound structures
remaining on the vessel. Based on the work the day before, some aspects of the strategic
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abandonment option, such as leaving the ship on atidal mudflat where it could still provide
public benefit as atourist and photography site (with no access to the vessel) while she slowly
deteriorated, were also abandoned due to prohibitions against just such abandonment in
Washington law. Although no group had examined the demolition and discard option, that
option was returned to the list of options for consideration on Day Three. The remaining options
were: demolition, preservation of pieces on shore (with avariety of sub options), deep-water
storage, preservation of the entire vessel on shore (again with sub options), restoration, and
reconstruction.

As the discussion developed severa panelists from outside Washington expressed concern that
they did not feel qualified to provide afinal prioritization of potential options because they were
not familiar with the local political, funding, and community support environments. It would
have been better had these issues been more fully examined prior to convening the Summit and
the results presented to the panelists. The Steering Committee could not fully assess them prior
to the workshop given the short time avail able between the decision to bring in expert and
credible advice and the tentative date when the vessel was to be moved from her berth. A
decision had been made to use the best information available at the time by inviting adiverse
group of local and national experts. Some local panelists were also concerned that addressing
the questions stated above did not lend itself to resolving the local issues of maritime heritage
and how preserving the Wawona would affect other efforts. Several out-of-state panelists
reiterated the importance of being familiar with local knowledge in helping to guide technical
advice on preservation, public benefit, and restoration options.

Recognizing the differences of the knowledge sets between the national and local experts, the
facilitators caucused with the Steering Committee and decided to divide the panel into two
groups. Thefirst group, the2Local Experts,® was composed of panelists from Washington State
who had experience or expertise in regional maritime heritage, funding, the political
environment, and other issues. The2Nationa Experts® formed the second group. They were to
focus on the technical preservation, public benefit, and restoration aspects of the vessel and
available options. They intentionally did not bring issues such as available funding, local
politics, and community support to bear on their process.

A. L ocal Experts Recommendations

The Local Experts applied their best sense of current conditions to the options that remained for
consideration and attempted to arrive at afinal disposition of the vessel. They started by taking a
straw poll of what each one thought was best before discussing the options. Group members
then launched into an examination of the options and local relevant issues, with the caveat that
they were providing their best sense of what the current environment might allow without the
benefit of scientific-based surveys or assessments. They aso noted that the right approach or an
appropriate campaign in support of one option or another could change the landscape of
possibilities.

The Local Experts then ranked the following considerations using afive point scale:
organizational capacity needed, cost, conservation, community support, political
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will/ramifications, and public benefits, using afive-point scale. During the discussions each
participant rated each cell in the matrix. In order to summarize the results, these ratings were
averaged and presented as a single rating from the group (see below).

Table 1. Rankings of Benefits and Costs of Treatment Options by the Local Panelists.

Demolish/ | Preserve | Preserve Full Reconstruction
Abandon In Pieces | Whole Restoration

Organizational capacity: 1 3 4 5 4

1=low- 5=high

Cost: 1=low; 5=high 1 3 3 5 4

Conservation: 0 3 5 3 3

1=least; 5=most

Community Support: 3 4 2 1 2

1=least; 5=most

Political will: 1 5 25 1 1

1=least; 5=most

Public benefits: 1 3 4 4 4

1=least; 5=most

The Local Experts were then polled on their preferred treatment for the vessel. Several votes
changed from the earlier straw poll, with the final result being 1 vote for reconstruction, 3 for
preserving the whole ship ashore, and 5 for preserving significant pieces of the ship ashore.

B. National Experts Recommendations

The National Expertstook a slightly different approach. They first identified options that they
deemed inappropriate, including the remaining strategic abandonment sub options (sinking in
deep water as a preservation option and permanent sinking as a scuba diving destination),
immediate demolition and scrapping of the vessel, and reconstruction. The reason reconstruction
was considered inappropriate, even though it would cost substantially less than in-kind
replacement (restoration), isthat it would not, to the best of the panelists knowledge, meet the
Secretary of the Interior's Standards for Historic Vessel Preservation Projects. Because the
vessel would not be considered a restoration of the Wawona, it was considered outside the scope
of their work. They also noted that if there was support for building a reconstruction or replica,
it might be better to replicate a different vessel important to local history. Strategic abandonment
was not considered feasible in Washington State waters given the current regulatory
environment. Outright demolition was considered an inappropriate action due to the historic
importance of the vessel and the sensibility of other options.

Also, while the National Experts were to base their recommendation solely on the technical
aspects of the options, given their experience in their home organizations, they recognized the
importance of being guided in such decisions by relevant local issues. They aso recognized the
importance of outreach and action to help gain support for preferred options. Additionaly, while
directed to disregard the difficulties of raising the funding needed to support each option, they
were asked to provide rough cost estimates along with their recommendations. Keeping these
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issuesin mind, they suggested a three-phase course of action. The three phases recommended by
the National Experts were:

1. Phase 1: Immediate Sabilization

Northwest Seaport should take immediate steps to stabilize the vessel in her current location in
order to avoid sinking and/or catastrophic rigging failure. These measures will secure the
vessel' sintegrity allowing other actions to occur such as preparing her move from South Lake
Union Park. The primary itemsto be addressed are:

1. Remove the masts.

2. Provide bilge alarms and additional pumping capacity.

3. Ensure watertight integrity by caulking the seams or adding watertight planking at the
waterline.

4. Ensure watertight integrity by patching the opening in the port bow.

5. Maintain theintegrity of the weather cover.

6. Timeto completion: 3 months.

Cost estimates for these steps combined range from $150,000 to $200,000 if al work is done by
professional and skilled labor and all materials are purchased. While volunteer labor can reduce
costs, professionals must lead the projects.

2. Phase 2: Intermediate Preservation

As apreservation approach only, Northwest Seaport should make arrangements to move the
vessel out of the water and under cover at another location, preferably ahangar. This action
would slow or halt deterioration keeping several options viable for Northwest Seaport and its
partners. Specific stepsinvolved include:

Prepare the vessel for towing.

Fabricate a cradle that the vessel would rest on.

Dry-dock the vessel onto the cradle, with additional structures to support the vessel.
Move the vessel onto a barge.

Transport the vessdl to an indoor facility for medium-term storage.

Timeto completion: 3 months.

Sk wdpE

The cost estimate for this phase, using paid services at skilled and professional levels and
purchasing materials at market prices, is about $1,250,000 ( $250,000). Oncethe vessel is
secured in afacility that protects it from the weather, planning for the final phase should
commence in earnest. By completing this intermediate preservation activity there will be enough
time to develop the technical, business, fundraising, and other components of a comprehensive
plan. Panelists recommended that Northwest Seaport contract with a firm qualified to prepare
such a plan, with an estimated contract cost of $100,000. Panelists noted that by undertaking the
intermediate preservation action and obtaining a comprehensive plan, the organization and
interested partners could build greater support for afinal preferred option and exploit that
support for fundraising. During this phase, the vessel would probably remain under cover for
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several years. Public benefit is an option for the vessel whilein the indoor facility; however,
goals for public benefit and education must be identified to alow estimation of these
programming activities.

3. Phase 3: Final Long-term Outcome

Options remaining under consideration, with rough cost estimates (+/- 25%), are:
Full Restoration (in-kind replacement) -- $15,000,000.

On-land display of entire vessel -- $3,000,000.

On-land display of significant vessel components -- $1,250,000.
Timeto Completion for Full Restoration: 3 years (from start of actual work).

~pOODNPRE

Compl eting phase two maintains the viability of the three best remaining options of full in-kind
replacement (restoration), on-land display of the entire vessel, or display of significant parts of
the vessel on land. Thetechnical experts noted that their primary expertiseisin vessel
restoration, so without considering funding issues, full restoration isthe National ExpertsO©
recommendation asthe preferred option. They noted if funding issues precluded this, on-land
displays, with full realization of public benefits, for either the entire vessel or its significant parts
were feasible alternatives. Development of a comprehensive plan, assessments of funding
availability, and community support during phase 2 will allow a better determination of the final
outcome. All options have annual maintenance costs associated with them, but an estimate was
provided for only the restoration option. Annua maintenance fees could be as much as
$1,000,000, so a strong business plan would need to be devel oped such that the ship would be
largely self-supporting. While government funds, private donations, and grants should be
available, they cannot be depended on compl etely.

C. Day Three Synthesis

Additional discussion clarified points the National Experts were making to fully explain the
three-phase process. The National Experts also noted the tremendous challenges of achieving
any of these options. Demolition costs alone were estimated to run about $200,000. The needs
of asingle historic vessel are great, and Northwest Seaport is striving to restore five vessels and
maximize their public benefit. The importance of developing partnerships was stressed, as was
seeking National Historic Landmark status for the Wawona. The audience was asked to provide
comments. There was some confusion about the Summit' sintent to identify organizational
capacity. Severa audience and panel members felt that Northwest Seaport did not currently
have the organizational capacity to achieve any of the options. Participants were reminded that
the Summit was to address the organizational capacity needed to complete the tasks, not what
currently existed for Northwest Seaport. Quentin Snediker and others noted that organizational
capacity changes over time, and it is sometimes just such an effort as the preservation of the
Wawona that could build the needed organizational capacity. Shannon Fitzgerald noted that
partnerships were being built and organizational capacity was being increased as a direct result
of having organized the Summit. Severa National Experts noted that they had not been involved
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in such an effort by any other organization and commended Northwest Seaport for bringing
everyone together in such an effort.

The Local Experts were then polled for their views on the suggested three-phase approach and
how the work of both groups could be brought together. The National Experts provided a
phased approach to the problem. However, some Local Expertsfelt that not enough weight was
being given to their recommendations and insights. One suggestion was to convene Local
Experts or others advisors after the Wawona Summit in order to consider the National Experts
recommendations and put them in context. However, this would not take advantage of the
synergy of having these diverse groups meeting together. The Local Experts largely agreed with
the first two preservation actions recommended by the National Experts. Panelists and
participants were wel comed to provide advice and comments at the end of the Summit, or in
writing afterwards (see Appendix 6).

The Wawona Summit adjourned in the early afternoon. In the evening, Ivar's Acres of Clams
hosted the remaining Summit Panelists and guests, leading to a discussion of the Summit and the
future of the Wawona.

VIlI. Outcomesand Conclusions

The visionary individuals who originally saved this vessel, and the many staff and volunteers of
Northwest Seaport who have conducted public outreach, preservation, and restoration activities
over the years should be commended for their work. Without these long-term efforts, the
Wawona would have perished long ago. The Summit panelists and guests contributed greatly to
developing options for Northwest Seaport as it seeks to preserve the Wawona and interpret her
contributions to the industries and individuals that built the thriving economy and culture of the
Northwest. While al the participants did not agree on the best single course of action, most
agreed that demolition, applying a cold-molded shell, and abandonment of the vessel were not
viable options. Local Experts generally agreed on the first two phases recommended by the
National Experts.

Northwest Seaport will implement the three-phase conservation approach for the Wawona as
recommend by the Wawona Summit. After completion of the immediate stabilization and
intermediate preservation stages, a professionally-developed comprehensive plan will be
developed and used to guide Northwest Seaport and its partners towards an ultimate preservation
strategy including: full restoration, preserving the entire ship on shore, or preserving significant
parts of the ship on shore. Northwest Seaport will work with local experts and community
leaders to develop short and long-term plans on funding, political, and socia issues involving the
Wawona' s preservation and maritime heritage.

The Summit brought together people with both national and local experience and the possibilities
for collaboration in the future. The partnerships and community support that were needed to
hold this Summit should be maintained and expanded in scope, including further involvement
with the National Park Service, the Maritime Heritage Task Force, and other maritime
organizations locally and from around the country.

15



16



APPENDIX 1
The Wawona Summit
December 7, 8, 9™ 2005
Steering Committee Members

Shannon Fitzgerald

Board Member, Northwest Seaport
1002 Valley Street

Seattle, WA 98109
Shannon.Fitzgerald@noaa.gov
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206-412-4736

Flo Lentz

Preservation Administrator
4Culture

506 Second Ave., Ste. 200
Seattle, WA 98104
Flo.Lentz@4Culture.org
206-296-8682

Gretchen Luxenberg
Historian/NPS Liaison
National Park Service

909 First Avenue

Seattle, WA 98104-1060
Gretchen L uxenberg@nps.gov
206-220-4138

Dick Wagner

Founding Director
Center for Wooden Boats
1010 Valley Street
Sesattle, WA 98109
dick@cwb.org
206-382-2628

Capt. Dan Quinn

9561 Rainier Ave S
Seattle, WA 98118
Danmast3@gmail.com

Capt. Andrew Reay-Ellers
Independent

825 NE 67th St.

Seattle, WA 98115

Capt_reayellers@yahoo.com

Richard and AnnaLinzer
Facilitators

PO Box 374

Indianola, WA 98342
linzer @centurytel .net
360-297-8331

17



APPENDIX 2
The Wawona Summit
December 7, 8, & 9, 2005
Panelist Biographies

Dr. Ray Ashley is Executive Director and Curator of Ships for the San Diego Maritime Museum. Growing up in
San Diego, he became director of the San Diego Maritime Museum in 1995, and in the time since has been fortunate
to oversee a phenomenal period of growth in that institution. He holds a BA in Anthropology from UCSD, an MA
in Maritime History and Underwater Research from East Carolina University, and a PhD in History from Duke
University, specializing in the history of science, technology and medicine. He also teaches university coursesin
maritime history, archeology, and museum studies for UCSD and USD. He has published papersin American
Neptune and a number of other professional journals, is an author for the American Maritime History Project, and
writes a quarterly column for the Maritime Museum' s peer reviewed journal Mains'| Haul.

Dr. Ashley has been sailing for most of hislife. Since spending his senior year in high school at seain the
oceanographic research schooner Westward he has sailed tens of thousands of miles across oceansin vessels ranging
from 25' doopsto big square riggers. Before joining the museum he supervised the construction, restoration, and
rigging of several large vessels and taught classroom and underway coursesin sailing, navigation, and seamanship.
Heisalicensed captain for sail, steam and auxiliary vessels of 200 tons, isthe Sar of India's navigator and relief
captain for the other vessels of the Museum' s active fleet including the State tall ship Californian, steam yacht
Medea, and Pilot.

Captain Les Bolton has served as the Executive Director of the Grays Harbor Historical Seaport Authority since
1990 and has been a Licensed Sailing Ship Master for the past 25 years. From 1979 to 1991 he was the
owner/operator of S/V Sylvia, aBaltic ketch built in Sweden in 1896. He has been involved in organizing,
developing, and delivering numerous Tall Ship activities and events over the past 25 years including: Expo 86,
Australian Bicentennial 2First Fleet®, the Tall Ships Tour, Tal Ships 2002 and Tall Ships 2005. He has also been
involved in consulting and participating in a number of vessel related film projects including numerous
documentaries, an IMAX film, and five feature films.

Stephen Canright has been Curator of Maritime History at the San Francisco Maritime National Historical Park
since 1990. He has worked in the Maritime Museum field since 1965, beginning at the old San Francisco Maritime
Museum, and then working for four years at the South Street Seaport Museum in New Y ork, mostly in exhibit
production. Canright returned to San Francisco in the late 1970s and joined the staff of the newly established
Maritime Park, working principally in exhibit design and production until 1990.

Canright has been involved in aspects of ship preservation and restoration over the years, including design and
rigging work on the ship Balclutha, a period as restoration director of the ship Wavertree, practical work on the
schooners Lettie G. Howard and Pioneer, consultation on the restoration of the bark Elissa, project oversight for
work on the wooden ferry Eureka, the steam tugs Hercules and Eppleton Hall, and the scow Alma. Currently,
Canright has project oversight on the rehabilitation of the schooner CA Thayer.

Trained as atraditional seaman in the Sea Scout program, Canright has sailed extensively in traditional sailing
vessels, including schooners and square-riggers. He hasaB.A. in American History from San Francisco State
University and did graduate work in Museum Studies at John F. Kennedy University. Hiswritings have appeared in
various publications, most particularly in the Maritime Park' s organ Sea Letter.

Donovan Crosby has been building, repairing, and loving wooden boats since childhood. He has experience in most
boat building mediums, but wood is his favorite. From hisfirst three point hydro put together to drag behind his
stingray bicycle to a 32€1928 Schertzercraft, he has extensive experience running and restoring boats. Since the
early 1980s, he has conducted repair and restoration work on yachts and large vessels including classic boats, motor
yachts, old tug boats, and working on the CA Thayer with Bay Ship and Y acht of Alameda, California. His
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experience takes him to the Cayman Islands where he is now restoring a composite (carbon fiber, kevlar, and @lass)
racing/ cruising catamaran back to bristol condition then will move on to Floridato work on a custom steel blue
water cutter, and then back to Puget Sound during the summer months where he operates a mobile boat repair
business. Donovan's alter ego is Capt@ Hardbottom of the @/enches o@Vaterland©a piratical group that raises
money for charitable causes.

Andy Davisis President of Tricoastal Marine. HeisaNaval Architect holding a Master and Bachelor of Science in
Naval Architecture from U.C. Berkeley and a Bachelor of Arts from Dickinson College. Prior to joining TCM in
1991, Andy worked as a builder and designer of large sailing vessels. Most notably, he was the builder of the Spirit
of Massachusetts. With his unique background, he combines practical building expertise with the theoretical
knowledge and insights of atrained engineer. He directs operations at the company headquarters in San Francisco.
Member of SNAME and AIAA, Andy is a periodic contributor to Wooden Boat Magazine and a part-time instructor
of yacht design at Cal.

Shannon Fitzgerald is a Board Member of Northwest Seaport and a member of the Wawona Ship's Council. Heis
employed by NOAA Fisheriesin Seattle where he coordinates a seabird research program, focusing on reducing
seabird interactions with commercial fishing gear. Early experience in the outdoors and helping to maintain a rental
fleet of wooden Lund fishing boats in Minnesota has led to a career in conservation that also involved boats or ships
of various sizes. He is experienced working out of various small craft in inland and marine waters, including several
years off the Southwest coast of Newfoundland. Extensive large ship experience on research and commercial
fishing vessels includes work in the Antarctic, eastern tropical Pacific, the North Pacific, and in Alaskan waters. He
has worked closely with various components of the fishing community and has been enriched by that exposure.
Fitzgerald is an experienced contract and project manager and has applied those techniques to a number of research
and field projects, and has managed field operations for the Driftnet and North Pacific Groundfish Observer
Programs. He owns asmall (fiberglass) sailboat and getsit out onto Lake Union for the Tuesday night Duck
Dodges during the summer, and any other time he can, Wawona allowing. He holds a Bachelor's degree from the
University of Minnesota and a Master of Science from the University of Wisconsin.

Captain Daniel Quinn isone of the Steering Committee members who helped to organize this Wawona Summit.
He grew up sailing the coast around Mystic, CT. He attended Maritime School instead of atraditional college, and
was bitten by the schooner bug right after graduation when he joined a company building a large passenger schooner
in Mystic. That bug got afirm hold, and he continued sailing on a number of other schooners on the East Coast,
Caribbean, and eventually out to the Pacific where he ran an inter-island cargo schooner in the Marshall I1slands for
2 1/2 years. Hefirst cameto Seattle in 1987 to build yet another schooner, the Tole Mour. During this project he
met his future wife, Mary Ann, and they sailed together on Tole Mour for more than 8 years. When their son
Sterling was 2 years old, they decided to move ashore and settled back in Seattle. He is now the captain of alocal
yacht. Shortly after moving back to Seattle, Dano enrolled in a" 12 steps to Schooner Freedom™ program, and
except for an occasional foray such as this one with the Wawona is mostly schooner free now.

Wayne Palsson isaBoard Member of Northwest Seaport and Chairman of the Wawona Ship's Council. He has
been afisheries scientist for over 25 years specializing in Pacific Northwest and Alaska fisheries for groundfish. He
has extensive experience working at sea on vessels including a two-person submersible, commercial fishing boats,
and small and large research ships and has experience with a wide range of fishing and research equipment. This
experience has put him on the waters off the West Coast of North America, Puget Sound, British Columbia, the
Bering Sea, and the Russian Far East and the Kuril Islands. Palsson is a professional scuba diver, author of scientific
papers and reports, and past president of the Gilbert Ichthyological Society and Adopt-a-Beach, Inc. He holdsa
Bachelor's degreein Zoology from UC Berkeley and a Master of Science in Fisheries from the University of
Washington.

Charles Payton currently supervises heritage grant and technical assistance services for 4Culture, having served in
anumber of professional capacities locally since 1975. Heisa member of the Washington State Historical Records
Advisory Board, and has provided staff support to the Seattle King County Maritime Heritage Task Force. He holds
a graduate degree in Museum Studies & Anthropology from the University of Washington.
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Captain Andrew Reay-Ellers has worked as a professional mariner for over twenty years. Born and raised in
Ohio, what began as a post-college single-summer job wound up blossoming into a career. During these decades,
Andy has sailed on awide variety of vessels, from yachts to cruise ships, freighters, and research vessels. The vast
majority of histime has been spent aboard traditionally-rigged sailing ships (2tall ships®), mostly working as
passenger or sail-training vessels. The bulk of Andy's jobs are as captain for operating and managing programs, but
he has also had extensive work with shipyard, fitting-out and refit work. Some of Andy's most recent gigs include
serving asaregular relief captain on the schooners of the Ocean Classroom Foundation, and functioning as the
Sailing Master for the filming of @Master and Commander: The Far Side of the World®. Andy has now settled in
Seattle, where he lives with his wife and young daughter.

Captain Christopher Rowsom isalifelong sailor who grew up on the eastern end of Long Island surrounded by
water. After attending Hobart College, he embarked upon an adventure sailing to the Caribbean on board a
passenger schooner which resulted in a career in traditional sail. Histravels at sea have taken him to all three coasts
of the US, the Great Lakes, transatlantic to northern Europe, and the Caribbean Sea. Captain Rowsom has sailed on
many traditional vessels of note including afour year association with the origina Pride of Baltimore. 1n 1986,
Captain Rowsom joined the crew that built the schooner, Lady Maryland, for the Living Classrooms Foundation.
He subsequently became the vessel' s skipper and Fleet Captain for LCF. In 1999, Captain Rowsom came ashore
and accepted the position that he currently holds as Executive Director of the USS Constellation Museum
supervising the vessel' sinterpretive, preservation, and restoration programs. Captain Rowsom is a board member
and past chairman of the American Sail Training Association, isavice-chair of the Greater Baltimore History
Alliance, and is a member of the board of the Baltimore City Heritage Area Authority.

Captain Walter P. Rybka's career has been divided among keeping traditional sailing vesselsin operation,
preserving historic ships, and researching and presenting maritime history. The value of preserving anything liesin
what it has to teach, and what ships have to teach is best learned by sailing in them. Heisthe Director and Senior
Captain of the Erie Maritime Program that operates the U.S. Brig, Niagara, are-creation of an 1813 warship and
USCG inspected sailing school vessel. The Erie Maritime Museum interprets the War of 1812 in the Great Lakes,
as well as the development of shipping, aids to navigation, and marine industries of Erie. He has other extensive
maritime experience including as a Maritime Preservation Consultant (Tri-Coastal Marine) and Sailing Trainer (Sea
Training Association), Restoration Director for the 1877 barque Elissa (Galveston Historical Foundation), and
Master of the Pioneer (South Street Seaport Museum). Heisa USCG licensed Master, Aux. Sail, Oceans, 1600 grt.
and holds aBA from Macalester College.

Victoria Schoenburg is the manager of South Lake Union Park and of programming of downtown parks under
the Task Force on Downtown Parks and Open Space. Prior to joining Seattle Parks and Recreation in 2001,
Schoenburg worked in the fields of communications and education.

Quentin Snediker has supervised the construction and maintenance of, as well as sailed, traditional vessels his
entire working career. Heisa 1972 graduate of SUNY Maritime College at Fort Schuyler, with aB.S. in Marine
Transportation and holds a M.A. in Historic Preservation from Goucher College. 1n 1992 he co-authored
"Chesapeake Bay Schooners' with Ann Jensen and has contributed articles to Mystic Seaport®Log. He has
presented numerous papersin the field of ship replication and maritime preservation. Snediker led Mystic Seaport®
effort to re-create the schooner, Amistad, and is now Director of Mystic Seaport®Henry B. duPont Preservation
Shipyard.

Dr. Stephanie Toothman is Chief, Cultural Resource Programs, for the National Park Service' s Pacific West
Region. Inthat role, she oversees programs supporting the documentation and preservation of historic propertiesin
the National Park System, as well as those managed by a variety of public and private partners. Her purview
includes the San Francisco Maritime Park located in San Francisco, CA, which owns the C.A. Thayer, the sister ship
of the Wawona, that is currently completing a major restoration. Dr. Toothman is also a member of the Board of 4
Culture, the King County Public Development Authority that has played a key role in supporting the Maritime
Heritage Task Force and published its final report in December 2005.

Michael VIahovich was born and raised in a Euro-American seafaring community of the Pacific Northwest. He has

been active in the maritime trades for over forty years, having begun his career at age 15 crewing on a salmon purse
seine vessel, fishing in Southeast Alaska. Vlahovich isan accomplished boat builder and shipwright, with over 30
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years of experience rebuilding and repairing wooden commercial vessels and yachts up to 120 feet in

length. Having supervised shipyard operations on both the Pacific and Atlantic coasts, he has a solid working
knowledge of vessel restoration procedures and project management techniques. He has done extensive marine
survey work for the Seine Vessel Reserve, a Seattle-based marine insurance company, and has provided historic
vessel restoration plans and consulting services to maritime museums and preservation organizations nationwide. In
recent years, Vlahovich has focused his efforts exclusively on maritime cultural education and preservation. He
continues to pass on his practical experience and skillsto the public through master/apprenticeship programs, skill
demonstrations and workshops, speaking engagements, consulting, and heritage education at sea. Hiswork in the
maritime preservation field earned him the 1994 Washington State Governor®Heritage Award. He is presently the
Executive Director of the non-profit organization, Coastal Heritage Alliance, which promotes the preservation and
advancement of commercial fishing family heritage within the coastal communities of North America.

Dick Wagner and his wife, Colleen, began renting traditional wooden small craft at their Lake Union houseboat
because they saw these boats as an endangered breed. Through the hundreds of people who came to try out the
boats and never left, it became apparent to the Dick and Colleen Wagner that they were providing something needed
by their community. In 1977, Dick and Colleen decided to create the Center for Wooden Boats to carry on and
expand the basic concept of preserving our maritime heritage by passing on heritage skills. Dick isCWB's
Founding Director and continues to encourage hands-on history programs everywhere because it is the most
challenging and long-lasting means of education.
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APPENDIX 4
SURVEY AND CONDITION REPORT

WAWONA

C. A. Thayer (sister ship)

TRI-COASTAL MARINE
Annapolis, MD. Richmond, CA.
320 W. Cuiting Blvd., Richmond, CA 94804
tel. 510.235.7770 fax. 510.236.3980  www.tricoastal.com

This survey was supported by:

November 28, 2005
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Summary

Wawona is severely deteriorated with large open holesin the sides and deck caused principally by rot. If nothingis
done, it is probable that the vessel will sink at the dock (asit has previously) due to the presence of these holes and
open seams in the topside planking, in combination with inadequate bilge pumps. In addition, under current
conditions the masts are in danger of falling due to lack of support and decayed foundations. This situation must be
rectified, and it may be possible to stabilize the masts and rigging in place. However, the most risk averse solution
isto remove them from the vessel.

The vessel may be able to remain in it current berth if the outer planking at the waterline can be repaired, and if the
large open holes are made watertight. However, it is not possible to repair it in the water sufficiently to make it safe
or to return it to service. Thereisvery little material on Wawona that can be saved and the expectation that it can
be returned to good condition, or even returned to its previous service, without replacing nearly all of the structureis
wrong.

Before the vessel is moved to a new location, the large opening on the portside bow must be made watertight (i.e.,
securely framed and the opening itself covered) to prevent the ingress of an overwhelming amount of water during
the tow.
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Particulars

Hans D. Bendixsen built Wawona in 1897 for the Dolbeer and Carson Lumber Company of San Francisco. Itisa
three masted, bald headed, schooner built nearly entirely from old growth Douglas timber, and is fastened with a
mixture of locust treenails and iron. The vessel has endured largely due to the quality of the original materials and
construction.

Asfar as we know, Bendixsen built five other vessels that were sistersto Wawona. Sheisavery near sister ship to
C.A. Thayer at the San Francisco National Maritime Museum. Thayer has dightly smaller values for tonnage and
depth of hold (which may have been due to measurement error), but isidentical in LBP (Ilength between
perpendiculars), beam, frame spacing and scantlings. She is currently undergoing a twelve million dollar (or more)
restoration in Alameda, California.

Principal particulars:

Built Fairhaven, CA 1897
Official Number 81576
LBP 156'
Beam 36'
Depth 12.3
Gross tonnage 468.24
Net tonnage 413.94
Draft (kedl) ~9'
Wood rot

Brown rot or dry rot are both names for afungoid disease in wood which destroys the fibers and eventually reduces
it to amass of dust. The most likely dry rot fungi in Wawona is Serpula lacrymans, which is particularly destructive
of Douglas fir and other conifers; however, we made no attempt to identify it beyond the gross results.

Dry rot fungi need four things to thrive: water, oxygen, food (i.e., Wawona) and favorable temperature (40F -
105F). Rot fungi are everywhere. Removing 2infected® wood does nothing to prevent its spread...essentialy all
wood has been exposed. When conditions are right rot will develop. When the moisture content (M C) of wood drops
below 22% the rot fungi goes dormant. Then it's harmless, but iswill be reactivated when the MC rises above 22%.
In fact, wood can be too wet to decay. Waterlogged wood will not allow oxygen in to support the growth of fungi.
Wooden ships are not made immediately useless by the first rot spore. Wood strength and utility decreasesin
proportion to how much has been eaten by the fungus. Most of Wawona isinfected with rot. For the purpose of
this report, let's use five different terms for the level of rot infection.

Largely free of rot: Little evidence of rot.

Partial rotten: Test borings show many brown chips.

Rotten: Rot fungus or 2brown rot° is widespread in atimber. Test borings show a mixture of uninfected wood with
brown rot infected wood. The timber maintainsit original shape and alarge portion of its original strength.
Completely rotten: Test borings are completely dark in color. Wood fibers are indistinguishable or soft. The timber
may appear intact, but has lost most of its original strength.

Rotted away: The timber has been eaten away by rot. Certain large timbers may appear sound on the outside, but
the cores may have rotted away.

Alternately, the word 2decayed® may be substituted for rot or rotten.

Photos illustrating these levels of decay are included in the appendix.

Condition Survey

Summary of condition

Wawona is moored in Lake Union with its bow north and portside to the lakeshore. The deck and superstructures
are covered with atemporary plastic cover, excepting a portion on the portside bow, which has been removed. The
three masts, bowsprit and jibboom are in place and rigged with wire rope held by bulldog clips. The standing
rigging is generally slack.
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The topsides are severely decayed and large open holes have opened in the planking due to rot. The portside bow
has been opened for repairs, which have been discontinued. The decking is missing or unsafe forward of the
foremast and has been replaced with a patchwork of tongue and groove decking and plywood sheets. Itisonly
partially supported by framing. The deck framing is very rotten. Most of the beam-ends are rotted away. A
piecemeal attempt at replacement and repair of deck framing at the bow has been discontinued.

Most of the interior structures are intact, but rotten, although certain structures, such as the thick ceiling aft of the
fisherman forecastle, are largely free of rot. The vessel is generaly dry and clean. Reportedly, the bottom leaks
very little, although there is standing water in the frame bays under the fisherman forecastle.

Methods
Non destructive testing

Non destructive probing with a sharp awl or sounding with a mallet are not very useful for determining whether a
large timber isrotten on the inside. If atimber is soft enough so that it can be probed to any depth, then it is well
and truly rotted. Thesetimbers are so large that often the outer three or four inches may be sound, but the coreis
rotten. Unfortunately, sounding these timbers with a mallet reveals little.

Coresamples

| used an increment borer to extract afew cores, mostly for demonstration; however, it isaslow techniqueand it is
impossible to extract intact cores from extremely rotten wood. For the most part, | bored with a5/8° diameter ship
auger to approximately one third the timber depth, and sampled the chips, which | labeled and preserved. | filled the
holes with hardwood dowels and plugged them with Douglas fir plugs.

Spars and rigging

The three masts, bowsprit and jibboom are in place and rigged with wire rope held by bulldog clips. The standing
rigging is generally slack.

Masts

The masts, are pressure treated and appear to be sound below the deck. Cores were free of rot. | couldn't survey the
masts above the main deck. | believe, based on the fact that they are pressure treated that the spars themselves are
largely free of rot and could potentially be preserved.

M ast foundations

The mast partners are missing or rotten away for all three masts + there is no effective lateral support at the deck. In
addition, the bowsprit has no knightheads, i.e., no lateral support.

All three mast heels are sound and free of decay; however, they rest on the rider keelson (mast step), whichis
decayed along its length.

Standing rigging

The galvanized wire rope shrouds are mostly intact but slack. Because they have only been exposed to fresh water,
they appear to be intact and serviceable. The turnbuckles exist and could be reconditioned. The stays have been
pieced together from smaller wire rope, and are not proportional to therig or correct for the vessel.

The chainplates, and the bolts attaching them to the vessel, are corroded but mostly intact; however, the wood to
which they are attached is completely rotten, which has caused the rigging to go slack. However, the rigging could
be set up (partially tensioned) using the existing chainplates and the remaining interior structure.

Superstructures

Main rail, poop deck rail and taffrail

All three rails have portions, which remain intact; however significant parts are missing or rotten. Like the Parson's
€gg, °good...in parts®. Unfortunately, they are connected to other structures, which can't be preserved. 100%
replacement is required.
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Bulwarks

The bulwarks and stanchions (with the exception of the portion on the starboard side bow, which has been replaced)
are completely rotten or rotted away. The renewed portion of bulwark is so poorly done that it also must be
replaced. 100% replacement is required.

Hatch coamings

The forward hatch coaming has largely rotted away. The aft hatch coaming has been recently renewed and is sound;
however, the underlying deck structure is completely rotten. 100% replacement is required.

Donkey house

The donkey house was locked and | could not inspect the inside. Apart from a decayed house sill, the structure
appearsto beintact and largely free of rot or only partially rotten. It could be preserved, if removed from the
existing ship structure.

Cabin
The cabin is mostly intact and can be preserved. The sills, corner posts, sheathing, cabin sides are rotted in spots.

The cabin top and cabin top structure are in good condition. The cabin joinery islargely intact and well preserved.
On the whole the cabin isin relatively good condition and could be preserved if removed from the vessel.

Hull structures
Main deck

The decking on the main deck is completely rotten, rotted away or just missing. The deck framing (with the
exception of the renewed beamsin the forepeak and forecastle) is completely rotten. Beam-ends have largely rotted
away. Several beamsin the bow have been renewed, but are attached to rotten or poorly repaired structures, which
must be replaced. The main deck forward of the break beam hasllittle, if any, remaining structural integrity. 100%
replacement is required.

Poop deck

Much of the poop deck has been protected by the cabin and can be preserved. The break beam is completely rotten.
The covering board and poop deck beam-ends are completely rotten or rotted away. The beams themselves under
the cabin are generally sound and can be preserved.
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Topside planking

There is no portion of the topside planking, which can be preserved. For the most part the planking is so rotten that

it can no longer hold caulking or paint. The planking in the way of the chainplates has large holes, which have
rotted away through the planking.

Topside planking at main chainplates

29



The portside side bow planking is entirely missing. The starboard planking has been renewed, but the quality of the
workmanship is so inferior that it has no value. 100% replacement is required.

Portside bow planking
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Counter planking

Largely protected by the counter overhang from the elements, remains largely intact. The horn timber and rudder
port isintact and sound. The counter, exclusive of the waist planking, could be preserved.

Bottom planking

Due to the fact that they have been completely immersed in water, the keel and outer bottom planking on Wawona
may still be largely free of rot. This can only be determined after haul out.

Transom

The upper structure attaching the poop deck is decayed and the transom has separated from the hull on the portside
dueto itsown weight. The transom itself islargely intact and only partially decayed. The majority of the transom
framing remains sound. The transom could be preserved if removed from the vessel.

Clamp and ceiling

When built the clamp was one of the more magnificent structures on the vessel with twelve inches by fourteen
inches by over one hundred feet long. Unfortunately, it has completely rotted away forward of the forecastle
bulkhead. Where it has been replaced, the work is piecemeal and inadequate. Elsewhere, although it may sound
solid when struck with amallet, it is entirely rotten at the core. Like the deck beams, the clamp has rotten from
above. While the outer two inches may be sound, the inside has rotted away. None of the clamp can be preserved
Below the clamp the ceiling (aft of the forecastle) isin surprisingly good condition, probably due to years of
carrying salt fish. Forward of the forecastle bulkhead it is largely rotten or missing.

I"ve included a color photo of an example boring through the thick ceiling in the appendix.

Hanging knees

Most of the knees forward of the forecastle bulkhead are entirely rotted or missing. Elsewhere, many of the knees,
including many that seem sound on the 2legs®, are rotten at the 2heel®. All knees are thoroughly fastened to the deck
and hull structure with iron bolts and there is some deterioration around them. In spite of this perhaps 50% of the
knees are largely free of rot and could be preserved if removed from the vessel.

Framing

With the exception of the counter, the transverse framing (the 2ribs®) is completely rotten. Even the lower framing
and floors, which can often be preserved on vessels kept in salt water, are pretty much thoroughly rotten even where
they seem intact. Test boring from the lower framing universally produced 100% black and rotten chips. Very little
of the bottom framing could be preserved. I'veincluded a color photo of an example boring in the appendix.

The topside framing is in even worse condition because the areais more heavily oxygenated. 100% replacement of
the framing is required.

Centerline structures

The bottom centerline structure consists of: keel, main keelson, rider keelson, lower sister keelson, and upper sister
keelson. As with the lower framing, on vessels that have been kept in salt water, these structures are oftenin
relatively good condition; however, on the Wawona they are all decayed. The keel is entirely underwater and |
couldn't assess its condition. Test boring from the other structures showed them to be partly rotten to mostly rotten.
These pieces are heavily fastened to each other with drifts and bolts. Relatively good pieces are attached to bad
pieces. Inreality, it would be very difficult to preserve any of this structure. 100% replacement is required.
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Recommendations

I mmediate preservation

K eeping Wawona afloat

1. Appoint a ship keeper. There must be asingle individual appointed or hired to be responsible for the vessel.
The ship keeper should have keysto al locks and accessto all spaces and equipment. He must make daily trips
to inspect the vessel and monitor the amount of bilge water pumped every day. The ship keeper's name and
contact telephone number should be posted on the gangway to the vessel.

2. Ingtall bilge high water alarm. This alarm should be connected to the telephone and be capable of warning
the ship keeper at any time of the day or night.

3. Ingtall high capacity, gasoline power ed bilge pump on board. This should be a minimum 3° pump with the
associated equipment (e.g., suction pipe, discharge hose and strainer) required to assist dewatering the vessel in
an emergency. (There must be sufficient discharge hose to discharge overboard.) The ship keeper must be able
to operate this pump.

4. Ingtal an emergency 12 V lighting system in the hold sufficient to light the hold companionway and bilge
suction in the event of an emergency.

5.  Remove second ceiling strake (from sister keelson) on portside and clear limbers as has been done on starboard
side. Clear all limber holes from the forepeak bulkhead aft.

6. Repair or cover planking seams within one foot above the current waterline. Reef out and recaulk all bad
seams, especially on the starboard side bow where the planking has been poorly repaired. Refastened the
sprung buitts, if possible. Any seam that can't be made tight must be covered by lead flashing bedded in plastic
roofing cement or equivalent. All seam repairs must be made by an experienced shipwright.

Danger to the public

We recommend that the spars and standing rigging should be removed from the vessel. In its current berth,
Wawona could easily see occasional wind force of 60 knots, which could cause about aton of side force on each
mast. Due to the lack rigging and the rotten or missing mast supports, the masts could fall down. In addition, we
don't know the condition of the blocks, etc at the mastheads, any of which could fall down without warning. The
most cost-effective way to minimize risk is to remove the masts and rigging from the vessel.

Cost to remove masts and rigging ~$10,000.

Alternately, the danger from falling masts or rigging could be minimized if the mast partners were rebuilt and the
rigging #set up®. Unfortunately, the partners can not truly be rebuilt without renewing the deck. However, the
masts could be temporarily braced to existing structure at the deck. Although the outer planking in way of the
chainplates has rotted away, the chainplate bolts are intact and ceiling remains mostly intact. An experienced rigger
could temporarily set up the shrouds using the partialy decayed ceiling to resist wind loads. Thiswould at most be
atemporary solution, since further decay would cause the shrouds to go slack again.

Cost to temporarily securethe mastsand rigging: unknown.
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Special considerations for towing

Wawona isin avery protected berth + that is the only thing currently protecting it from sinking. If the vessel isto
be moved to a new site, it must be made sufficiently watertight to withstand conditions of the tow and the new site.

Covering the big holesin the bow

The large open hole on the portside bow makes the vessel likely to sink during atow. It will be difficult to make the
bow watertight. At a minimum, atemporary framework must be erected over the hole and covered to make it
watertight. The covering and the framing must be sufficiently strong to resist wave forces when towing. The
covering could be exterior plywood with substantial timber framing on 24-inch centers. Alternately it could be a
fabric covering, but much more closely framed. In either case, the temporary framing has to be securely attached to
existing structure and the covering made watertight by experienced wooden ship builders.

Asan dternative, the existing partial forepeak bulkhead could be repaired and made watertight to serve asa
cofferdam for atow on Lake Union.

Covering or repairing planking seams
The seams at the waterline must be made tight or covered somehow. Seams and buitts that cannot be made tight by
caulking, must be covered with roofing tar and lead sheet, as previously mentioned, prior to towing.

Additional modificationsfor towing

Wawona must have some minimal repairg/alterations prior to towing. There are two basic modes for towing this
vessel: towing by the bow with a bridle, and towing on the hip (towboat alongside).

To tow by the bow, the pawl post needs to be attached to the keelson and have its partners rebuilt. Temporary heavy
bracing must be added to the post sufficient so that the towing force can be transmitted into the vessel. The towing
bridle can be lead around the stem head underneath the deck. Cut a hole on the starboard side planking as required
for the lead of the bridle.

To tow on the hip, attach four or more large (18° or greater) dock cleats to the main deck sufficiently inboard of the
deck edge to avoid the most decayed parts. The deck probably has sufficient residual strength if the cleats are
carefully located on relatively sound wood. Lead the towing lines through the bulwarks above the deck edge. Cut
holes in the bulwarks as required for the towing lines.

Cost to make towing repairs ~$20,000.

Minimum repairs required to return the vessel to service

No repairs can occur while the vessel is afloat sufficient to return it to its previous service as a museum vessel,
where visitors are allowed on board. The required repairs must include:

1. Replacement of most or all of the topside planking, all of the deck framing, al of the
decking, as well as the removal and overhaul of the spars and rigging.

2. Thevessel must be removed from the water and placed under cover for duration of structural
repairs.

The vessel can not be returned to service with a piecemeal repair whileit is afl oat.

Volunteer labor will be of limited use for a substantial repair sufficient to return the vessel to
service.

Long term preservation

Thereis essentially nothing above the current waterline of the Wawona that can be preserved intact. The possible
exceptions to this are the cabin, the donkey house and perhaps part of the counter and transom. The remainder of
the upper portion of the vessel must be considered atotal loss. There isno magic chemical or treatment by which it
can be preserved.

Wawona will inevitably sink in its current location unless repairs are made to close open seams and holes at the
waterline. Thiswill occur sooner rather than later. It can not be repaired afloat in its current location. A previous
survey suggested that removal of the masts would cause the vessel to rise sufficiently to repair defective seams at the
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waterline; unfortunately, thisis not so. Removing the masts would cause the vessel to rise less than two inches
above its current waterline. Nor are the masts and rigging sufficiently strong to heave the vessel down to make seam
repairs while the vessel is afloat.

Preservation alternatives

We believe there are six distinct preservation alternatives ranging from abandonment to a complete replacement
repair, similar to what is currently being done to the Thayer (cost more than $12 million dollars).

1) Abandonment

While no one may want to contemplate it, abandonment (at a different site) could be avalid 2preservation® plan if
properly planned for. In 1932, the four-masted schooners Hesper and L uther Little were towed up the Sheepscot
River to their final resting place on a mudbank near Wiscasset, Maine. They were Maine® most photographed
landmarks for almost seventy years. Thistoo, if properly sited, could be atraditional and fitting end for
Wawona...certainly better than breaking it up entirely and taking it to a landfill.

Cost: Cost to repair sufficiently and towing to new site

2) Preserving select piecesindoorsor ashore under cover

Most of the stern of Wawona isintact, not very decayed, and could be preserved under cover with out much
difficulty. If, for example, the vessel were basically transected at the break bulkhead, this object could be moved
under cover. One side could be opened, and the interior structure, rudder, etc would be available to visitors. The
cost of maintenance would be very low...similar to any artifact of its size housed in doors. An object of thissize
could easily be moved with alarge truck crane. The estimated cost does not include disposal of the remains.
Cost (exclusive of storage building and real estate): ~ $100,000

Cost of disposal of entire vessel > $200,000

3) Preserving the entire vessel ashore under cover

In 1962 Mystic Seaport hauled the coasting schooner Australia for repairs; however, it was found to be too decayed
to fix. For the past forty odd yearsit has simply been in a shed and open to the atmosphere. The side of the vessel is
open and it isavery successful and popular exhibit that demonstrates wooden ship construction.

The same thing could be done to Wawona. After removal of the masts, the vessel could be docked on a barge, then
moved horizontally onto land. Because the vessel is very weak, extensive shoring would be required to ensure that

it doesn't break up during the move.

Cost (exclusive of storage building and real estate): > $1million

4) Cold molded shell repair

We repaired the USS Constellation (1995 + 1997) by removing all the rotten material, and replacing the upper
planking and spar deck with a cold molded shell. The cold molded shell takes the entire structural load of the vessel.
The purpose isto conserve historic fabric. Itisnot historically correct, or particularly easy to do, and due to the
extent of decay, we do not believe this method is feasible for Wawona.

5) In kind replacement repair

Anain kind® replacement repair means removing rotten or decayed material and replacing, as far as possible, with
identical material. Take out arotten hundred-foot piece of clamp, put back a new piece. As mentioned previoudly,
Wawona is anear sister ship to the C.A. Thayer in San Francisco, which is currently undergoing a careful and
extensive replacement repair. The Thayer was not as rotten because it has been in salt water for the same period of
time that Wawona has been in fresh water. Consequently, alarge portion of the bottom structure: keel, floors, lower
framing, planking and ceiling have been preserved. The current repair contract for the Thayer is only for the
watertight, i.e., exclusive of renewal to therig or deck structures. We assume a replacement repair for Wawona
would be at least as much as the Thayer.

Replacement repair to hull and deck: > $12 million.
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6) Historic vessal reproduction

Entirely rebuilding a vessel one piece at atime (from the outside in) is essentially more difficult and expensive than
building a new one from scratch. The result is weaker ship + abrand new vessel will be stronger. Basically, thereis
very little that can be saved from the Wawona. It would be far cheaper and more efficient to build a new one and
reinstall the salvageable historic fabric (i.e., hanging knees) and parts. Based on our experience building historic
replicas we estimate an entirely new vessel, indistinguishable from the original and incorporating all the remaining
salvageable historic artifacts, could be built. 1n addition, a renewed Wawona could be operational .

Complete Wawona reproduction: ~$7.5 million.

| neffective preservation methods

In order to conserve the scarce dollars and effort, avoid 2preservation® methods, which have been previously shown
to be ineffective.

Epoxy infusion

Infusing a decayed timber with epoxy resin in order to consolidate it has been suggested and attempted in the past.
This may work for asmall, partialy decayed, dry piece of wood; however, it will do nothing to consolidate or repair
the large, wet, rotten structures on Wawona. Further, this method does nothing to address the global strength of the
vessel. Any attempt to repair the large timbers with this method is a waste of money and effort.

Chemical preservatives

The wood is generally so rotten on Wawona that there islittle left to preserve, even if it were possible. Water born
sodium borate preservative has been previously applied to structuresin this vessel. Surface treatments of large
timbers can work if the timber is completed immersed in a solution of the preservative for along period of time.
Theoretically, if the surface is continuously kept wet for days or weeks, the preservative will gradually infuse into
the interior. This method was used on the Thayer with mostly negative results since a solution of sodium borate is
an electrolyte, and the decay of the fastening was accelerated by the application.

We recommend that no further effort should be expended on wood preservation of the large timber structures at |east
until after the vessel has been removed from the water for preservation or repair. Application of sodium borate, or
sodium borate in combination with ethylene glycol may be useful for long-term preservation of the vessel when it
(or significant parts of it) is placed under cover.

In place, piecemeal repairs

As mentioned previously, some repairs afloat must be made simply in order to tow the vessel to adrydock or a
different location. However, attempting to significantly repair the vessel sufficiently to return it to serviceasa
museum vessel whileit isfloating is futile. The major repairs required merely to return Wawona to its previous
service can not be done in a piecemeal largely by volunteers. A piece by piece repair does nothing to address the
global strength of the vessel and may divert effort from a useful preservation effort.
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Survey Appendix

Examples of decayed wood from Wawona

Undecayed timber (test boring from thick ceiling)

Partially rotten (test boring from rider keelson)
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Completely rotten sample (test boring from lower framing)

Structural deformation of wooden ships

In the past, engineers have attempted to analyze the structures of wooden ships as homogeneous box girders. Thisis
a common misapplication of beam theory. Actually, awooden ship, especially asit ages and rots, more closely
resembl es a rather weakly bound bundle of reeds. These reeds are free to slide past each other. If traditionally built
wooden ships were box girders, then one would expect to see many tensile failures amidships in the upper deck of a
severely hogged vessel; however, thisis not the case. Failuresin longitudinal structure are infrequent and tend to be
scattered almost uniformly throughout the vessel.

Theideas of strength deck, neutral axis and extreme fiber are largely irrelevant to the meaningful analysis of old
wooden ships. Therefore, for longitudinal strength, there is no proportionality between distance from the neutral
axisand direct stress asthereisin atrue beam. Microscopic investigations reveals a generally low level of stressin
"hogged" structural members. There often is, however, evidence of plastic behavior, creep, around fastenings. The
fact isthe large overall hog deflections are largely the result of small rotations and creep around the fastenings and
do not imply large direct stresses.

Continuing with the bundle of reeds metaphor implies that the ship, due to a weakness in shear, is comparatively
poor at resisting longitudinal loads. Although wooden ships are generally stiffer in lateral loading (since the
transverse frames are generally comparatively massive and act like individual beams), as a vessel ages and softens,
even these relatively stiff beams can suffer large creep deformation. Wawona is an extreme example of an old, soft
wooden ship that has large lateral deflections as well as hog -- behaving more like a wet wicker basket than a bundle
of reeds. Pushing up on the bottom of the basket causes the sides to bulge out and the bilges to drop.

The upward force on the bottom comes from an unequal distribution of the weight and buoyancy forces on the
vessel. Inanewer, stiffer vessel it is possible to minimize these forces by the judicious placement of ballast both
longitudinally and transversely in the bottom of the vessel. However, when a vessel becomes extremely soft, the
hogging forces generally can not be reduced sufficiently by ballasting as the weight causes localized, transverse
deflections.

Thereis afalseideathat wooden ships were strong because they would flex. In fact, relative movement between
structural members allows fresh water to enter the hull structure. This causes the vicious cycle which is so
destructive to wooden ships: rain water enters the topsides carrying rot spores deep into the structure, rot softens the
structure and allowing the hull to distort more, which opens seams, allowing more rain to enter, etc.

When a wooden ship softens significantly, it becomesimpossible to restore the original hull strength by simply
replacing the rotten wood. In atraditional replacement repair for the Wawona, most of the original hull structure
would have to be replaced, rotten or not, to keep the vessel from hogging again in the future.
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Parts of Wawona

Outboard profile
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Midship section
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APPENDIX 5
Details of Preservation Optionsfrom Day Two Work Groups

Preserve whole ashore

a. public benefit
* Preserve icon of West Coast maritime.

* Historic fabric and historic environment.

* Preserve past and present with onboard activities and programs.
* Heritage tourism.

* Research.

» Focal point for exhibit and interpretation nearby or alongside.

* Education: ship building, seamanship, culture.

* Traditional skillsjob training.

b. site control

* Inside or outside? Environmental control.

e Masts up or down?

« Zoning, building code, public safety, security, and other regulations.
* Need permanent site that allows maintenance.

* ADA.

* Visihility.

* Transportation and parking.

* Part of Seattle's core maritime campus.

c. physical requirements

* Stabilize vessel and rigging.

» Move vessdl.

* Support structure for vessel.

« Site preparations.

* Vessel preparations for public access and display.

» Magjor vessel reconstruction and preparation for public access and display.
* Green and efficient facility.

d. project development

* Deal with politics.

* Secure funding.

» Site/facility and concept decision.

* Design and engineering plan.

* Project management.

* Permitting.

 Milestone chronology: stabilize vessel, site acquisition, move vessel, stabilize/secure vessel, preserve vessel,
document vessel, rebuild as required by public safety and program, create/install public access and program needs,
construct building (or not).

€. maintenance issues

» Minimize vessel maintenance.

* Recurring interpretive exhibit costs.

* Building and site maintenance and operation costs.
» Where does funding come from?

» Monitoring.

* Preservation costs and improvements.

* Rot.
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f. revenue potentials

- Admission.

- Special events.

- Building designed for revenue potential. (facility rental)
- Secure ongoing public funding.

- Overnight experimental education.

- Foundation funding and/or endowments.

- Licensing. Branding. Gift shop and internet sales.
- Upgrade National Register status.

- Congressional action and government funding.

- Siterental.

- Program for school programs.

- Membership and fund raising.

g. funding
- Real estate. Site cost? 0 to $10 million.

- Stabilization and vessel movement. $1 million.
- Vessel preparation for display. $2 million.

- Building construction. $3 to $5 million.

- Operational costs. $750,000 per year.

h. organization capacity

- Compatible with larger organization group.

- Professional project manager.

- Need to raise at least $1 million per year.

- Ability to secure. Location, location, location.
- Strategic vision.

- Long range plan.

- Professional fund raiser.

- Community support.

- Volunteer management.

- Public relations.

- Staff structure.

- Partnerships: government, other maritime organizations, community groups.

Strategic Abandonment

a. public benefit
- Interpretation. (recoverable or non recoverable)

- Visual attraction. Signs, markers, tours.

- Park revenue. Back drop, public viewing.

- Shallow or deep UW abandonment: (non-recoverable) scuba attraction, artificial reef, interpretation, saving pieces
for interpretation onshore, tele-presence at interpretative Ballard Foundation.

- Deep abandonment: (recoverable) research opportunity for deep water storage, tele-presence at Ballard or UW,
long-term solution.

b. site control

- Ownership. Public vs private.

- Sofety.

- Real edtate. Sitelist. Buy lease.

- Public lands (non recoverable).

Anchor restrictions (recoverable).

Lake Washington (recoverable).

Remove interpretative pieces (recoverable).

41



c. technical requirements

- Environmental.

- Permitting: JARPA, DOE, DFW, DNR, COE, USFW.

- Navigation hazard.

- Vessdl integrity, plywood/tar, EPDM membranes, tow points.

- Recoverable: Build lift assembly and controlled submerge system.

d. project development

- Documentation.

- Prepare for move and placement.

- Transportation.

- Siting. Research, permitting, acquisition.

- Placement.

- Interpretation.

- Recoverable: construct and install lift assembly. Pre-transport. Transport. Controlled descent. On site monitoring
research project.

€. maintenance

- Liability. Insurance, safety.

- Minimal.

- Recoverable: monitoring and condition reports.

Preserve pieces (group #1)

a. public benefits
- Preserve present function: storytelling, music, history interpretations.

- Preserving original material compared to CA Thayer (new material).
- Can visualize original construction and deterioration.

b. site control

- Location of site.

- Public access.

- Climate control.

- Appropriate structure.

C. & d. physical and technical requirements

- Documentation method of construction. Design of installation. Interim storage.
- Exhibit design and preparation, conservation, stabilization.

- Preserve significant elements: masts, wheel, fiddlehead, cabin.

€. maintenance
- Normal maintenance of structure. Curating of artifacts. Inside and out.

f. revenue potential

- Public events.

- Donor boxes.

- Recognition programs.
- Admissions.

- Gift shop.

- Grants.

- Foundation support.

- Memberships.

- Publications.

- Save remaining parts or use for trophies.
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g. expenses
- $100,000 to bring ashore.
- Remaining costs to be determined.

h. organizational capacity
- Must get technical advise and project management.
- Has to be committed stewardship and governing board.

Preser ve pieces (group #2)

Four possible Visions:
1. Outdoor public installation. Park setting. Public art.
2. Integrating Wawona into existing museum institution, e.g., Tacoma working waterfront, traveling
exhibit.
3. Purpose-built Wawona interpretative facility incorporating Wawona pieces in structure.
4. Wawona-themed building incorporating structural artifacts serving multiple uses. Privately owned. For-
profit.

a. public benefit
- Civic pride. Local icon. Inspire and attract.

- Tourist attraction. Appealing and open to the general public.

- Educational programming. Multiple options.

- Historic interpretation. Shipwright technology. Public involvement and education in deconstruction, catal oging,
detailing.

- Multipurpose uses. Meeting spaces, performance venue, etc.

- Historic preservation of origina fabric.

- opportunity for integration and alliance between entities. Schools, museums, etc.

- Interpretative center. A building that incorporates Wawona' s elements.

b. site control

- Museum quality indoor exhibit space for choice artifacts.

- Security maintenance.

- Site identification will influence and determine exhibits scale and nature.

c. physical reguirements

- Comprehensive plan.

- Careful deconstruction and professional documentation.
- Cost analysig/feasibility analysis.

- Exhibit specialist.

- Preservationist.

- Capital development team.

- Engineer.

- Warehousing of preservable artifacts.

- Develop vision/ethic for exhibit and renovation.

- Project management entity. manager and team

- Tow boat. Dry Dock. Storage facility. Crane. trucking.
- Wood outside weather-protected.

d. project development
- Public focus group to 2test the waters® with stake holders.
- Articulate the vision and ethic of the deconstruction and preservation.
- Establish credible organizational structure.
- Develop plan. Organization, vision of exhibit, site location, involving stockholders, devel op treatment plan for
creation of exhibit, devel op operations and maintenance plan.
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- |dentify and develop potential partnerships.
- Announce final plan. Ideally with launch of public capital campaign.
- Implement treatment plan.

€. maintenance
- If covered, minimal maintenance costs compared to mai ntenance of floating vessel.
- Storage of artifacts.

f. revenue

- Admissions or enhancing admissions for larger entity.

- Vaue-added products from original fabric. E.g., Wawona models out of original wood, architectural pieces.
- Traveling Wawona exhibit.

- Multi-use building with Wawona theme. multiple events, private parties,, educational programs.

- Field sketch documents. Publications.

- retail concession.

- Branding.

0. funding

- Costs: $150,000 for comprehensive plan, artistic rendition, engineering, etc.; $250,000 for disassembly; $75,000
for conservation and documentation; $250,000 for installation of outdoor exhibit. Total is $775, 000.

h. organizational capacity

- Need large well-established museum to interpret, preserve, program, manage.

- If Wawona museum (theme building): Director, curator/historian, education/volunteer coordinator, maintenance
staff, etc.

Reconstruction

a. public benefit
- Visual icon of NW maritime heritage.

- Public event space. Large dock area. Concerts.

- Private event space.

- Floating Museum.

- Educational programs. During construction and after.
- Sail and maritime training and school.

b. site control
- Site for construction.
- Site for permanent home.

c. technical requirements
- Industrial site with public access.

d. project development

- Move and prep for move.
- Fundraising.

- Public benefit plan.

- Locate interim site.

e. maintenance
- 4-5 full time employees plus materials. $500,000 per year.
- Dry-docking. 3 years. $300,000.

f. revenue potential

- Private events.

- Public events.

- Small contributions of public money.




- Tours. Education/cultural. Music programs.
- Festival tours. (attraction vessel)
- Sponsorship. Foundations.

g. funding
- $10 million.

h. organizational capacity
- Phase |: 3-4 people on staff. Phase |1: 6-8 people on staff.

Full restoration

a. public benefit

- Presentation of shipbuilding skills.

- Education.

- Tourist attraction. Boat building school.

b. site control
- Who isliable, property owner or vessel owner?
- Option for the city. They want it off this property. What about putting it in the hangar at San Point?

c. technical reguirements

- Who is gong to take on the project? Leadership?

- Shipwrights apprentice program to preserve a cultural art. For all ships.
- Money. Organizational/plan. Ship saw and planer.

d. project development

- Having a site and fundraising. What comes first, the chicken or the egg?

- Develop a volunteer base and then train them.

- Proper materials being available.

- Would NPS share some info so that we don't have to reinvent the wheel ?

€. maintenance

- Allow and plan for a yearly maintenance budget.

- Insurance costs.

- Ship keeper. Bosun.

- Administration costs.

- Use apprentice program for mai ntenance. Students pay to learn.

f. revenue

- Capital campaign. Donations. Auctions. Fund raising. Memberships. Plank owner. Deck owner. Tuition. Grants.
- Private events. Public events.

- Overnight programs. for public schools and all students.

g. funding
- Look at NPS feasihility study.

- $30,000,000 to include devel oping a future endowment towards future maintenance.

h. organizational capacity

- New leadership. New ownership.

- Broad range of board members.

- Public/government recognition of the importance of preserving our maritime treasures and culture.
- Full time fund raiser who is connected to the community and is aggressive at raising dollars.

- Involved board members.

- Completion of full restoration.
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APPENDIX 6

Day Three Summary Comments by Panelists and L etter of Dr. Ray Ashley

The Nationa Park Service has been working with Northwest Seaport for 15 years. We
are in there with you for the long haul.

Break down the large tasks into smaller pieces. Market the truth. Make and create your
own good image.

Momentum is important. Kick the City in the pants to get this going. Ask them to help
stabilize and move. Might get things going.

| personally would like nothing more than to see the Wawona under full sail. A very rare
and valuable ship.

If | were going to undertake this project, | would suggest that you need a solid, well-
connected board, a solid vision or strategy. It would also help to have a person with
charismato lead the day-to-day operations.

| deal with grant applications. We look for quality and track record. Planning is
important. Y ou need a business plan. | would urge you to find partners to help you. Board
development is necessary. Nonprofits stand or fall on the quality of their organizations.

| think I've said enough, but if | didn't believe in the value of preservation | would not be
here. Let's grapple with the real nitty gritty of here and now. Or demolition will be the
only option by default.

We have heard alot of good advice. | challenge us and the local community to get going.

| wish to remind people of the Thayer. Our experience can be of real value to you. Press
us to get that information. We will be eager to help. Take advantage of our experience.

Opportunity is at hand. Y ou need to take immediate steps to halt the downward condition
of the vessel and your organization.

| would like to remind you that rust, rot, and chafe never sleep. Y ou need alead person, a
good board, and lots of commitment.

| want to commend Northwest Seaport for conducting thisimpressive summit. We come

together at funerals and at weddings. It is up to usto decideif thisis awedding or a
funeral.
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Thank you all for inviting us here. The Wawona is a great vessel. Static vessels can cause
us to lose touch with the dynamic nature of sailing vessels. This project isbig, but |
believe that it can be done. In whatever way | can be helpful, please call on me.

| remember hearing about the Wawona years ago, in 1964. I' ve seen the highs and the
lows. Thisisanew, fresh beginning. Y ou' ve got to have leadership with vision and
ability. Y our volunteers are dedicated. Y ou need to continue bringing folks into
Northwest Seaport. Y ou need a wide base of public support.

| think that we have accomplished what we set out to do. | hope thiswill be amodel for
stepping out into a partnership with the larger marine community.

This has been a hugely successful three days. | am very pleased.

Letter from Dr. Ray Ashley
December 16, 2005
Hello Richard and Anna:

Thank you for your message and a so for the opportunity to participate in a very thoughtful, well
organized, and interesting experience.

Upon reflection afterward, | am aways disappointed in my own contribution upon such
occasions because | find it difficult to generate meaningful comment on issues until 1've had the
chance to absorb new information and to think about it abit. That's probably not arare
sentiment, so if there is a space in your report to work in the individua reflections and
clarifications of the participants I' d be grateful if you would include mine below to the degree
you feel appropriate:

1. 1 would like to emphasi ze the hospitality you showed all of us and express our gratitude
for it, not only in the meals, congeniality, etc. but in your efforts to provide background
information that must have been very old ground to many of those in attendance.

2. When asked for summary comments, | had wanted to suggest that the requirement for
immediate action might be an opportunity in that the organizational changes necessary
for the task would prove reflexive and useful for the larger project further down the line,
breaking whatever impasse was preventing action. However, it was at the end of avery
long day¥4, | ended saying something like the ship would be areflection of the
organization--and since the ship isin obvious distress now must have sounded like a
terribleinsult. That's not what | intended at all, but the awareness that | must have given
that impression has been troubling me ever since. |I'd bein your debt if there is anything
you can do to correct that impression.
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3. | think it should have been noted that ships like the Wawona were a ubiquitous presence
everywhere in the Northwest, but only Seattle and San Francisco saw fit to make a
serious go at preserving one. The main difference, at this point, is that San Francisco has
access to Federal funds as was able to tap into them, virtually at the last minute.
Obvioudly the original intention of installing the Wawona as a museum was preservation,
and no oneis especially happy that the process of keeping her has been consumptive
rather than conservative, but even so she has been an object of wonder and inspiration for
40 years. Hauling lumber and fishing for cod were also consumptive, after al. Inthe
interim, al the start and stop efforts to put her back in shape have been characterized as
ineffectual because they fell short of their professed objective, but in fact probably did
give her afew more yearsto perform her primary function in stimulating appreciation
and contemplation of amaritime past that has disappeared. | don't recall anyone noting
the benefit of those efforts, remember we were specifically asked to provide 2tough
love,° but acompliment to Northwest Seaport for the dedication and tenacity of their
struggle, whatever the outcome, is certainly deserved.

4. Inthat context, we recognized that a consumptive strategy has simply runits course. The
ship has now been nearly consumed however beneficially, and we are contemplating
what to do with the remains to extract what we may of residua value at whatever cost
seems proportionate to the benefit. | think what you heard was that in the opinion of us
out-of-towners, the potential benefit remains enormous and is worth considerable cost if
its within your means. Keep in mind, it's easy for usto say, it's not our money.

5. Some of the comments in discussion implied frustration and even disdain for the premise
of the summit, essentialy questioning 2why we are spending time and money at a
meeting instead of out working on the ship.° However, so far as | can gather from the
organization's history, that is exactly what happened heretofore whenever alittle money
became availableb it was put immediately into the ship. As noted above, that strategy
has run its course and the organization has now made a conscious effort to embrace a new
paradigm for managing the resource. That might not work either, but now because there
isn't much time left to lose, the dire condition presents a perverse opportunity of sorts.

6. Weall agreed that the masts had to come out and come out now. That is certainly the
correct measure from atechnical and a public safety perspective. However, I'm not sure
we considered the collateral consequencesb once the masts are down two things happen.
Wawona transforms in some eyes from an object of tragic grandeur to a pathetic derelict.
Secondly, thus partialy 2disappeared® from public attention, it becomes even easier for
anyone in power so inclined to summarily dispose of her through demolition, etc. | think
we should have considered what, if anything, might possibly be done to mitigate the
public safety issue and still kept the masts stepped. It did not seem from the surveys that
thiswould be possible, but | think if it's not too late that the issue warrants further
investigation as a means of increasing the ship's chances of survival until actions might
be taken on the subsequent recommendations.

Thank you once again for the opportunity to participate.
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Best wishes,

Ray Ashley, PhD.
Executive Director, Maritime Museum of San Diego
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