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I EVOLUTION OF THE INTERNSHIP

From November to April, 1979, a Marine Resource Management

student named Vicki Rohrberg completed a successful port

management internship with the Port of Toledo. The Port of Alsea

Commissioners were aware of this port management internship and

the potential fora similar project with the the Port of Al sea.

In October, 1983, contact was established between Dr. Fred

Smith, an Agricultural and Resource Economics Professor, and Mr.

Lawrence Snipper, a Port of Alsea Port Commissioner. 	 Dr. Smith

and Mr. Snipper discussed the possibilities of a student

internship for the Port of Alsea. 	 Dr. Smith then contacted Mr.

Jim Good, an advisor for the Marine Resource Management program,

to see if any students were interested in an internship with the

Port of Alsea (henceforth called "Port").

Mr. Good contacted me about this internship possibility and

I expressed my interest in it. 	 I prepared a preliminary proposal

for preparation of an Alsea Bay Marine Development Plan and

graduate student internship as port management intern (appendix

1).	 This proposal was presented to the Port Commissioners at

their November 15, 1983, regular meeting.

The Port Commissioners approved the November 15 preliminary

proposal and through conversations with Mr. Snipper, arrangements

were made to submit a more detailed proposal outlining the

probable content of the Marine Development Plan and details of

the student internship (appendix 2). 	 This second proposal was

submitted to the Port at the December 9, 1983, regular meeting

and accepted by the Port. 	 This was a significant commitment on
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the part of the Port, since $7,560 had been allotted for the

project.

The first part of the proposal took place from January to

May, 1984. Two graduate level Port of Alsea special project (Oc

506A) courses were offered winter and spring term, 1984. The

winter term class was comprised of seven graduate students from

diverse fields, who compiled economic and natural resource

information for the Marine Development Plan (appendix 3). The

spring term class included three members who compiled additional

information on port management, economic development

alternatives, and possibilities for improving Port operation. I

collated, edited, and rewrote these drafts with the advice of

both Dr. Smith and Mr. Good.

During the first week of June, I informed the Port that I

had completed the final draft of the Marine Development Plan.

The Port Commissioners informed me that the Port would like to

read the Marine Development Plan first, make any necessary

corrections, then return it to me before final submittal of the

Plan for public review. The Port returned the edited copy of the

plan to me which I corrected and submitted as the final draft to

the Port at the July, 1984, regular meeting.

The second part of the overall proposal was a six month

student placement as port management intern which took place from

July 14, 1984, to December 14, 1984. 	 I was given ample office

space, desk, typewriter, filing cabinet, telephone, and all the

necessary office supplies to conduct Port business.
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II EXPECTATIONS OF THE INTERNSHIP

My expectations as to what my internship experience would be

like were closely associated with the Marine Development Plan

(see appendix 3).

Before I started this port project, I knew little about

ports.	 Therefore, I read a lot of material relating to all

aspects of ports in Oregon. By reading current literature and

attending classes on port topics from January to May, 1984, I

gained a fairly good background on their functions and purposes.

Much of this information on ports is included in the Marine

Development Plan (see appendix 3).

I had also attended a management audit of the Port of

Tillamook with Dr. Smith and several other team members. This

experience was very informative and increased my confidence and

knowledge of ports.

In this management audit, Dr. Smith evaluated all aspects of

the Port of Tillamook's management according to standards that

are determined by sensible management practice, experience in the

field, and current literature. The audit seemed very clear-cut:

the Port Commissioners, because they are intimately involved in

their small spheres of interest, sometimes lack the clarity of

vision to evaluate problems having to do with their own

management. A management audit, performed by unbiased

professional people making appropriate suggestions for improving

the Port, becomes a valuable tool in assessing strengths and

weaknesses.
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The Port Commissioners at Tillamook received these

suggestions for improvement and acted upon them to improve their

Port management. This seemed like a very rational and clear

process and I was pleased to be a part of that management team.

This, I supposed, was an indication of the type of experience I

would have with the Port of Al sea.

In approaching the Port of Alsea project, I focused first on

the Marine Development Plan. The Plan would serve two functions.

The Plan would be the guideline to help improve the Port, and it

would be the vehicle for me to gain knowledge about ports. The

Plan would require a literature search and a compilation of

information about the ideal port. The Marine Development Plan

focused on suggestions for improving key areas of Port function,

policy, planning, management, accounting, finance, community

relations and economic development. The ideal of how a small

port should function was easy to discover by talking with

knowledgeable people and reading the current literature. All

sources seemed to agree on what it was that a port should be. 	 It

was unambiguous, logical and clear. After writing the Marine

Development Plan, I felt sure of how my future internship would

unfold, since I had gained a solid background and knowledge of

ports and had participated in the management audit of the Port of

Tillamook.

I was cautioned by my advisor, however, that Wa 1 dport was a

small town with its unique politics, and that the internship may

not turn out as expected.
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III THE INTERNSHIP EXPERIENCE

My first real feeling that this internship would not turn

out like the Port of Tillamook's management audit experience

suggested, came when the Port asked to edit the Marine

Development Plan and return it to me for corrections before

submittal to the Port and public.

The Marine Development Plan was written to draw attention to

areas of Port structure and function that needed improvement. 	 If

the Plan had to be submitted to the Port for editing, this would

give the Port a chance to change any disturbing or objectionable

material. This seemed to defeat the purpose of the Marine

Development Plan and to put the Plan on the level of students

submitting an exercise to a professor for examination.

I was to learn much later that the reason for the editing

was politically motivated. The Port needed to protect their

political interests in the local area. 	 The Port is a political

entity above all else, and organizational performance is

secondary to the political realities of the Port Commissioners.

It is not important to discover whether or not this political

reality is desirable, but only to be aware that this is the way

things are with the Port.	 I . suspect that this is the way things

are with most organizations - especially those headed by elected

officials.

I began my internship on July 14, 1984. The first three

months went very smoothly, during which time I spent gathering

information and organizing the office. There had never been a

port manager working for the Port before, therefore the Port's
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filing system was in disarray. There were several cardboard

boxes of old correspondence, bank statements, and receipts that

needed to be filed. I went through the existing Port filing

system and filed everything by date. A large volume of files

have accumulated since the Port incorporated in 01911.

After the office became fairly well organized, I spent

several weeks gathering information for myself and the Port

files. I read all of the minutes from the past Port meetings,

and talked with many government agencies and local people to get

an understanding of the current activities of the Port and

surrounding community. I made many contacts and gradually became

more comfortable in my new job.

During this time the Port Commissioners occasionally asked

me to investigate some area of interest or topic of current

concern.	 Some of these information gathering excursions took

a lot of time to complete. 	 For example, in August, 1983, the

newspaper, The Oregonian, wrote a story about the impending

banishment of creosote from use in waterway related development.

After many telephone calls and letters, I located the person in

Seattle working for the Environmental Protection Agency who was

responsible for writing the new legislation. 	 I received a copy

of the proposed regulations and found that creosote use would not

be banned, but regulated to protect the people working with these

products. This type of information gathering gave me a better

understanding of the organization of federal, state, and county

governments.
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At the end of the first three months, the Port office was

organized with a current and past fi l ing system, a set of all tax

assessor's and survey maps, a telephone, and regular office hours.

All state and local government officials connected with Port

business were aware that a new port management intern existed to

serve them.

In October, the Port Commissioners began to move forward

with an overdue plan to repair the wooden dock ramp located at

the Port dock area. Throughout the next three months until

December, 1984, other projects were also completed by the Port.

These additional projects are listed in Section IV.

The following is a description of events that precipitated

from a desire to repair the 70' wooden ramp down to the main Port

docks.	 It illustrates the source of most of the Port's problems:

that of a lack of planning.

Description of Events 

At the July 16 special meeting, I was instructed to contact
Robert May (Port Commissioner) to get the specifications for
repair of the wooden dock ramp, and then using these
specifications, to get three quotes to repair the ramp.

By the August 8 regular meeting, three contractors had
promised to give me informal written quotes on the main dock ramp
job specifications.

The contractors were:
a) Kaward, Inc.
b) Eckman Creek Quarries
c) Robert May

But, since Robert May failed to write up his quote, three
quotes were not available at the August 8 meeting. Therefore,
the opening of the quotes was postponed until the August 22
special meeting.

At the request of the Commissioners, I included some
additional work on the launch ramp floats with the previous dock
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ramp specifications and used the period of time from August 8 -
August 22 to collect four quotes for main dock ramp and launch
ramp work. These quotes were to be presented at the August 22
special meeting.

The four quotes were:
a) Sackett Construction - incomplete quote
b) DJ&J Construction - incomplete quote
c) Eckman Creek Quarries - $11,498
d) Kaward, Inc. - $9,480

A motion was passed to accept Kaward's quote.

Upon closer inspection of the dock ramp job, Mr. Frank Lundy
of Kaward, Inc., suggested a re-examination of the original dock
ramp specifications. Mr. Lundy said that the lower dock ramp was
getting very rotten and that the Port should consider replacing
it. The cost of a new wooden ramp would be close to the cost of a
new aluminum ramp.

At the September 12 regular meeting, I was instructed to
get three quotes for an aluminum lower dock ramp for a September
14 special meeting. I therefore contacted CH 2 M in Corvallis, and
they gave me the addresses of three fabricators of aluminum
ramps.

In obtaining three price quotes, I requested the following
specifications:

Length - 40'
Width	 -	 6'	 ,
Loading - 75#/ft 2 (the legal requirement is 40#/ft2

according to a Topper Industries spokesman)

All quotes were by telephone and the quotes were:
a) Topper Industries - $5825 FOB with decking
b) L&L Fabricators	 - $6800 FOB with decking
c) The Iron Works	 - $4500 FOB with decking

It was mentioned at the September 14 special meeting that
Nalco Welding had been asked for a quote by a Port Commissioner.
This is the time that I became aware that Hal co Welding was
capable of aluminum fabrication.

The Iron Works quote of $4500 was accepted by the Port
Commission at the September 14 special meeting. A mandate was
expressed by all the Commissioners to get this ramp ordered and
delivered as soon as possible.

I telephoned the Better Business Bureau on September 14 to
investigate the reputation of The Iron Works. The Iron Works had
no bad record.

I telephoned The Iron Works on Friday, September 14 to
inform them that the Commissioners had met and approved of their



$4500 quote. Representatives of The Iron Works came to the Port
office on Tuesday, September 18. They had brought with them an
informal hand drawing of the proposed aluminum ramp. Most of the
drawing was not to scale - it illustrated the basic design of the
ramp and showed the sizes of the aluminum to be used. He had no
other paperwork with him. 	 While in the Port's office, the
representative from The Iron Works wrote a one page description
of the ramp's construction with my help. 	 He assured me that the
ramp met the 75#/ft' loading specification.

I immediately took the ramp drawing over to the office of
Kaward, Inc. and had a 30 minute discussion with Frank Lundy
concerning the suitability of this ramp design. 	 Frank Lundy made
several small changes in the ramp hinge assembly to strengthen it
and modify it so that it could be easily attached to the piling
cap.	 I drew up the changes in the ramp design that Frank Lundy
had asked to be made and included them in the preparation of a
contract with The Iron Works.

Before the contract could be signed, I would need the
following items from The Iron Works:

- proof of insurance
- license number
- a definite price for the ramp (the $4500 figure was

an informal price and the real price could be higher)

I told The Iron Works that I wanted to get the ramp for
$4500 and therby avoid a special meeting that would result from a
price change.

need
Before the contract could be signed, The Iron Works would

- a deposit of $1500 to purchase the material and begin
work.

The Iron Works promised to telephone me the next morning (9/19)
to give me the final ramp price after consultation with his
suppliers.

That Thursday (9/20) afternoon, it became clear that The
Iron Works was having some difficulty with the ramp since two
days had passed since he had promised to call. I was reluctant
to telephone The Iron Works to ask for a definite price because
I sensed that to get the lowest price, I should not appear
anxious or impatient.

Late Monday morning (9/24), The Iron Works called me and
said they would build the ramp for $4500. I asked them why they
did not telephone me the previous Wednesday as he had promised,
and he said that he had been busy.

I then quickly drew up a contract form with the blueprint
and ramp fabrication description as exhibits A and B. I had a
Tuesday, September 25, meeting with the State Marine Board in
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Salem, and was intending to continue travelling north to Oregon
City.	 There, I could see The Iron Works' facilities first hand,
get their license number, proof of insurance, signature on the
contract, and a receipt for the $1500 deposit that I would give
them.

I contacted the Port Chairman on Tuesday morning, September
25, to request a $1500 deposit for The Iron Works to begin
fabrication of the ramp. 	 But I was requested to submit the
drawings and contract for examination. 	 Due to uncertainty, I
awaited further instruction.

A September 28 special meeting was called by the
Commissioners to approve a Halco Welding quote for two aluminum
ramps costing $4500 each. Apparently, some Commissioners had
been in contact with other people, and had decided that the upper
dock ramp also needed to be replaced because it was in very bad
condition.

A Commissioner recommended that I write a letter to The Iron
Works suggesting that the Commissioners had changed their plans
concerning the ramp construction. Unfortunately, the tone 6f my
letter did not portray the Port Commissioners in the most
favorable light and prompted a query by The Iron Works' attorney
that was eventually dropped.

This project was concluded by the installation of two
aluminum ramps by Halco Welding including new steel piling for a
total cost of $18,000.

Problems With This Project

1. The Commissioners changed the scope of this project from the

dock ramp to the dock and launch ramp. Therefore, the first

project's repair specifications were a waste of time (money).

2. There was no examination of the work needed to be done by a

construction expert. The site was merely examined by a Port

Commissioner. When the person who was to be responsible for the

actual construction examined the project in detail, much more

extensive damage was found.

3. The plan for The Iron Works to fabricate one 40' aluminum

ramp was carried out to the stage of beginning the fabrication.
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However, this plan was dropped in favor of the final plan.

The final plan was to fabricate and install 2 - 40' aluminum

ramps. When the old wooden ramp piles were being taken out to be

replaced by two steel piles, it was found that the wooden piles

had been consumed by burrowing animals. The old wooden piles

probably would not have lasted the winter. The final plan proved

to be the best plan in the end, but it was a long and tortuous

route to get there with many instances of bad communication,

unclear communication, or no communication among the principals

involved.

As the port management intern, I became very frustrated by

the constant changes in the plans because I was doing a great

deal of work for no reason. As soon as I would prepare a plan,

coordinate the construction details, and apply to the Corps of

Engineers for all the necessary permits, the Commissioners would

change the plan.

To make changes in a project causes several problems.

First, the contractor will have to charge extra for the extra

work being done. Since no competitive bids can be requested, the

contractor is in a strong position and can easily overestimate

the fee. Secondly, The Port Commissioners' and manager's time is

wasted. This wasted time and energy costs money, and damages the

reputation of the Port.

In Summary:

1) The scope of the project was never determined.
2) No knowledgeable individual examined the site to

determine the extent of the repairs to undertake.
3) Using the above information, the Commissioners never

decided on a well thought out plan of action.
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The basic steps that one needs to complete a project
successfully are:

1) Define the problem.
2) Identify the scope of the project.
3) Gather information - address all possible ways to solve

the problem.
4) The Commissioners should discuss all the possible

solutions and weigh the pros and cons.
5) Decide what to do.
6) Produce a detailed plan of action.
7) Complete the project - making only those changes that

are absolutely necessary.

My management internship with the Port was difficult for the

Port. My expressed anger at the constant changing of the plans

and the awkwardness of the whole situation forced the

Commissioners to really think about management and planning. The

Commissioners realized that the dock ramp project was a terrible

waste of time and effort, thereby raising the consciousness of

the Commissioners. I believe that if the Port Commissioners are

faced with a project in the future, they will take most of the

appropriate planning steps.

Following this traumatic project, The Port immediately began

to run much more smoothly. I spent the remainder of my

internship completing the projects listed in the following

section.

IV ACCOMPLISHMENTS OF THE PORT

During my six month internship with the Port, some real
goals were accomplished:

1) Two 40' aluminum ramps with new steel piling were
installed for the Port docks.

2) 80' of wood and styrofoam launch ramp floats were
replaced.
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3) One of the two Port tennants, the Drift Inn Cafe, had
their building legally seized by the Port (the cafe
was a bad tennant).

4) The second Port tennant, the Alsea Bay Moorage, re-
moved their old building and constructed a new, more
attractive building in its place.

5) 16,000 board feet of creosoted lumber was donated to the
Port by the Department of Fish and Wildlife.

. 6) A joint City-Port Redevelopment Plan was produced, which
improved City-Port relations and began the formal
planning process.

7) There is now a Port office, telephone, filing system,
etc., and a basic management infrastructure.

The present Port Commission has several uncompleted

projects. The Port Commission will take a second $50,000 General

Obligation Emergency Bond to be used as matching money for a

$39,000 State Marine Board grant to re-surface the launch ramp,

install new aluminum docks, and build new toilet facilities. The

State Marine Board has given tentative approval of this grant

application. The Port is also pursuing a Land and Water

Conservation Fund (LWCF) grant from the Department of State Parks

and Recreation for $25,000. This money is to install a

recreational vehicle park at a strategic location, which will

alleviate the long term problem of illegal RV parking on Port

land. The newly acquired "Drift Inn Cafe" will be leased out,

and possibly one part of the building utilized as Port office

space. A $50,000 Port Revolving Fund loan will be acquired to

purchase a section of land contiguous with Port property, and to

be the matching money for the LWCF grant.

All of the half-completed projects mentioned above are

tangible, and should be completed with the exception of the LWCF

grant.	 The competition is strong for this grant, so this

application may be refused. The Port could probably absorb this
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cost with the help of the other projects.

V EXPECTATIONS FOR THE FUTURE OF THE PORT

Earlier, I mentioned that politics were of the utmost

importance for an elected administrative body such as the Port.

In this context, I define politics as the dynamics of personal

relationships, constituency demands, values,'and ideals. When

personalities interact that have large differences in basic

values, education, and intellectual capacity, concensus is

difficult to achieve, making effective management almost

impossible. Therefore, a political solution is of primary

importance and must be reached before projects can be completed

smoothly.

There are two political groups at the Port. Generally

speaking, the local (traditional) Port Commissioners who

operated the Port in the past have been retiring, and individuals

(progressive), who have recently migrated to the area, have been

taking their place.

The two groups can best be understood in the way each group

defines the Port. The older local Port Commissioners feel that

the Port should be defined in terms of maintenence of the Al sea

River, and that the condition of the river and river travel are

of the utmost importance. Snag clearing, dredging, and the

placement of navigation buoys are items of prime importance to

this group.	 Historically, this has been the role of the Port.

Recently, individuals have migrated to the Waldport area,

and due to their interest and energy to improve their community,
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have sought and been elected to the Port Commission. This group

views the work of the Port as being the economic development of

the entire Port district. The progressive. Commissioners focus on

the use of the Port's assets to provide the greatest recreational

and economic development.

The next few months are very important for the Port of

Alsea.	 In the past year, the progressive Commissioners gained a

majority and completed several development projects. These

completed projects ended five years of stagnation, partly due to

a Port Commission split between the two political factions.

Presently, there are four progressive and one traditional Port

Commissioner, but there is an election in the spring of 1985, for

four of the Commission seats. Whichever group wins a majority in

the election will decide the short term future of the Port (2-4

years).

If the traditional Commissioners win, they will choose not

to have a port manager and tend to focus attention on the needs

of the people along the Alsea River. They will not undertake any

major development projects, so they will not incur any debts such

as Emergency General Obligation Bonds or Port Revolving Fund

loans. Therefore, Port taxes to the people in the Port district

will not increase. 	 This is important because there is a large

population of fixed income retired people in the port district.

If the progressives win, a port manager will probably be

hired and the development projects that have begun will be

continued.	 This will raise Port taxes, but will make Waldport a

more attractive recreation area. This development will draw more
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people to the area, encouraging economic development.

In the long term, the Port will have no choice but to

develop. As the Port district becomes more populated, taxes will

raise more revenue, allowing the Port to implement improvement

projects. In the past, Waldport has been a low population area,

supplying little pressure for the Port to develop. As Waldport

grows, and becomes more of a residential area for Newport, more

pressure will be placed on the Port to develop.

The question is: when will be the best time for the Port to

change its traditional river maintenance role to an economic and

recreational development role? I believe that the time is now.

First, the momentum to develop has been started by the progressive

Commissioners, the development of a plan, and the hiring of a

management intern. This has resulted in some completed projects,

some partially completed projects, and the beginning of a solid

Port infrastructure. Secondly, the Alsea Bay bridge is due to be

replaced very soon. The bridge will bring many new people into

the area, increasing the tax base, and will provide many new

revenue generating opportunities. Already, CH 2 M in Corvallis

wants to lease the Port's tug, barge, and crane for an entire

month, to do the preliminary testing for the bridge foundations.

When the existing bridge was built in 1936, the bridge building

was a tremendous boon to the area.

The Port now has a headstart and is in operation. 	 It would

be very advantageous if five farsighted Port Commissioners

planned well, and used the considerable powers of the Port to do
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all they can do to promote economic and recreational development

in the depressed Port district.
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Appendix A – page 1

EXTENSION SERVICE Corvallis, Oregon 97331
Oregon

stae .University

15 November 1983

TO: Port of Alsea Commissioners

FROM: David Ham, Oregon State University graduate student in the
Marine Resource Management program

Following is a proposal for preparation of an Alsea Bay marine development
plan and graduate student internship as port manager. The plan would be
prepared during January - June 1984. Dr. Fred Smith and Jim Good have agreed to
supervise the plan preparation and provide university guidance.

WHAT IS MARINE RESOURCE MANAGEMENT? 

Marine Resource Management is a multidisciplinary masters of science program
in the College of Oceanography at Oregon State University. Students are trained
ire social, economic, legal, political and scientific aspects of resource use. The
program requires two years of coursework and an internship working in the public,
private or government sector for a period of three to 12 months.

PROPOSAL FOR AN ALSEA BAY MARINE DEVELOPMENT PLAN AND INTERNSHIP 

A) The plan study team consists of a team of graduate students who will be drawn
from complementary areas (marine engineering, economics, biology, etc.) who
will prepare the plan.

B) 1) Port Management--the plan will be in three main parts:
a) The current responsibilities and' future suggested responsibilities of

commissioners will be examined.
b) Two port management options exist--one with and one without a port

manager.
c) Duties of an attorney, secretary, and bookkeeper, etc., will be

examined.

2) Economic Development
a) Development opportunities will be identified.
b) The development opportunities will be analyzed.
c) Recommendations concerning the development opportunities will be made.
d) Plan will be integrated with city, county, and land use plans.

3) Finance
a) Costs associated with different development opportunities.
b) Possible sources of seed money for projects.

(more)
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Proposal
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C) Port Manager Internship
The port manager will work from six to 12 months to help commissioners

establish an active port management system and to help implement the Alsea
Bay development plan. Activities will include becoming acquainted with the
community, setting up a port office, making contact with important people and
and agencies relating to port development, doing public relations work such as
giving talks in the community, and preparing proposals and budgets.

TIMETABLE 

January - May 1984
1) Study team meets together and gets organized.
2) Study team meets with commissioners.
3) Team studies land use plan, county and city ordinances, and other pertinent

documents.
4) Meetings with agencies and groups of importance (Economic Development, State

Marine Board, Fisheries and Wildlife, Department of Land, Conservation and
Development, Corps of Engineers, etc.)

5) Background research

April 1984
1) The study team will have identified development opportunities.

May 1984
1) The development opportunities will be analyzed with regard to community

impact and compliance with plans and regulations.
2) The draft plan will be submitted.

June 1984
1) Will assist the port with a public hearing on the draft plan.
2) The final report will be prepared and submitted.

EXPENSES

1) Study team will need a small amount of expenses for travel (about $200 - $300)
2) Intern will have salary of $1000/month for six to 12 months. He will also need

incidental travel costs and office supplies.

ANTICIPATED BENEFITS 

1) For OSU: Real world training for graduate students.
2) For Port of Alsea: This plan will inexpensively develop port management capability,

help to realize possible development activities, and help increase the tax base
and diversify economic activity.

DISADVANTAGES 

Working through the university is a slow process, and the university would not
provide primary expertise like a consulting firm; rather, it would provide secondary
expertise.

POINTS OF•IMPORTANCE

1) We want to work closely with the port commissioners because the development plan
must be:
a) realistic
b) reflect the needs and desires of commissioners and community
c) consistent with state, county, and city plans.



Appendix B — page 1

School of
Oceanography

Olegon
state .

University Corvallis, Oregon 97331	 (503) 754-3504

9 December 1983

TO: Port of Alsea Commission

FROM: David Ham, graduate student, Marine Resource Management,
Oregon State University

SUBJECT: Proposal for Port Planning Assistance

Attached is a proposal for economic development planning assistance to be
provided to the Port of Alsea by Oregon State University graduate students.
The assistance will include (1) preparation of a marine development plan
from January-June, 1984, and (2) a 6-12-month internship for David Ham to
start implementation of projects suggested in the plan. Total project
cost to the port is $7560 for the plan and six-month internship. If the
internship is extended to 12 'months, additional costs would be approximately
$7000, extending total project costs to $14,560. It would be expected that
the port provide guidance throughout the plan preparation and on-site
supervision for the internship. OSU faculty supervision of the plan
preparation and internship would be provided by Dr. Fred Smith and Mr. Jim
Good, OSU College of Oceanography.

The next step is port consideration of approval. Please contact me (754-4415),
Dr. Smith (754-2942), or Mr. Good (754-3771) as to your decision. Also, feel
free to distribute copies to the press and public.

Thank you. I look forward to working with you.

cc: Victor Neal
Fred Smith
Jim Good

Oregon State University is an Affirmative Action/Equal Opportunity Employer



Appendix B - page 2

PROPOSAL

PORT OF ALSEA PLANNING ASSISTANCE

BACKGROUND

The Asea Bay area has undetermined economic development potential related to
marine recreation and industry. Ports in Oregon have a variety of tools available
to stimulate economic development in their districts. The Port of Alsea does not
currently have a plan of action to use these tools and has no port staff to explore
opportunities that may be available. Oregon State University, through its Marine
Resource Management program, cooperates with ports to provide planning assistance
through its student port projects classes and student internship program. The
opportunity exists for the Port of Alsea and the University to cooperate for their
mutual benefit.

OBJECTIVES

The principal objective of this project is to provide economic development
planning assistance to the Port of Alsea through preparation of a MARINE DEVELOPMENT
PLAN and providing a STUDENT INTERN. The university objective is to give its
students practical, hands-on training in small ports management and economic
development.

METHODS

I. ALSEA BAY MARINE DEVELOPMENT PLAN

A. Study Team. This plan will be prepared as the product of a two-course
"port projects" sequence at OSU. The plan study team will consist of
OSU graduate students from marine resource management, engineering,
economics, recreation management, aquaculture and environmental science.
David Ham, graduate student in marine resource management, will be team
leader. Dr. Fred Smith and Mr. Jim Good will be faculty advisors. The
Port of Alsea Commission will consist of local advisors along with others
they might appoint.

B. Plan Outline. The first task of the study team will be to develop a detailed
work schedule and outline for the plan. Tentatively, however, the following
three plan elements are anticipated:

1. Port Management Element

a. Port Commission: current responsibilities and future alternatives
will be examined.

b. Port Staff: the pros and cons of adding a port manager to the staff
will be examined as it relates to port goals and current/future
port commissioner responsibilities. The roles of attorney, secretary
and bookkeeper will also be examined.

c. Alternatives for port management with various commissioner/staff
role combinations will be set forth for possible commission action.
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2. Economic Development Element

a. An inventory will examine the attributes of the Alsea Bay region,
including: current economy, economic location factors, labor force,
natural resources, relevant land use planning policies and zoning,
land and water area ownership, legal constraints, etc., all as
background for economic development planning.

b. Development opportunities consistent with the above inventory will
be identified and analyzed. Best opportunities will be suggested for
priority action.

c. The plan will be integrated with city and county comprehensive plans
and zoning. If possible, suggestions for facility location and
design will be made, and necessary local, state and federal permits
identified.

3. Financial Element

a. Current financial assets and capabilities of the port will be
examined and presented.

b. Costs associated with the various port management options and priority
development projects will be estimated.

c. Future financial options and tools for getting port projects started
will be identified and necessary port actions outlined.

C. Plan Timetable. (January-June 1984)

January '84
o initial organization of planning team
o initial meetings with port, city, agencies
o develop detailed plan of work and schedule
o commence inventory

February-March '84
o complete inventory
o identify development opportunities
o identify management options
o identify financial tools and opportunities

April-May '84
o analyze and prioritize development opportunities
o analyze management options
o analyze financial methods; match to development opportunities
o bring together materials as DRAFT PLAN and submit to port

June '84
o assist port in explaining plan to public
o make revisions and submit final plan to port

D. Plan Budget.

1. Travel (mileage, meals). .	 . . . . .$60/month
for six months 	  $360

2. Supplies and materials (paper, pencils,
copying) 	 $100
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TOTAL COST FOR PLAN 	  $460

II. INTERNSHIP

The student coordinator for the preparation of the Alsea Bay Marine
Development plan, David Hat, will serve a minimum six-month internship starting
July 1, 1984. The purpose of the internship will be to (1) start implementation
of the development plan by contacting funding agencies, writing grant requests
and other activities to stimulate economic development projects; (2) assisting
the port in management of present activities and programs in the district; (3)
other duties as assigned and mutually agreed upon.

A. Job Description. A more detailed job description will be prepared prior
to July 1, 1984, to outline specific responsibilities, authority and
organizational relationships.

B. Budget. Salary $1000/month for six months. 	 . .$6000
Travel $100/month for six months 	  600
Office expenses (set up, supplies) 	 500 
Approximate Total Cost	 $7100

TOTAL PROJECT BUDGET*

Plan Development 	 $460
Internship 	 7100
TOTAL	 $7560

*Any adjustments would have to be approved by the port commission.

ANTICIPATED BENEFITS

For Oregon State University: Students will get practical hands-on training
in economic development planning, financial opportunities for ports, port manage-
ment and multi-disciplinary work.

For the Port of Alsea: At low cost, the port will have a marine development
plan prepared, and assistance in implementation. If the work is successful, new
employment may be created, bringing financial gain to local businesses, an increase
in the tax base and greater opportunity for area people.

POSSIBLE DISADVANTAGES

The port will find working through the university a slow process, and the
product may not be as high quality as could be obtained from an experienced private
consultant. Cost, however, will be much lower.
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BACKGROUND INFORMATION

ORIGIN OF PLAN

Following initial contact between some of the commissioners
of the Port of Alsea with Dr. Fred Smith and Jim Good from the
Extension Service of Oregon State University, a preliminary
proposal for preparation of an Alsea Bay Marine development plan
was written. This preliminary proposal for preparation of a plan
was submitted to the commissioners at the November 15, 1983
commissioners meeting.

The commissioners gave a positive reaction to the
preliminary proposal, so a more complete proposal was written and
submitted to the Port Commissioners at the December 9, 1983
commissioners meeting. The proposal was voted on and approved by
the port.

The proposal is in two parts. The first part, the writing
of this development plan, occurred from January to June, 1984,
as a university course numbered Oceanography 506A - Port of Alsea
Development Plan.

The second part was a 6 month internship for David Ham, a
Marine Resource Management graduate student at Oregon State
University, to be spent working at the port as a management
intern.

Close supervision of this project is to be given by Dr. Fred
Smith and Jim Good of the Extension Service of Oregon State
University.

INTRODUCTION

During the first term, the study team was composed of 9
students who did the background research for the inventory
section of the development plan. Their names and responsibili-
ties were:

Ray Chesbrough - History of port
David Ham - Port management, writing and editing
David Landkamer - Aquaculture
Sergio Lau - Development opportunities
Lynn Morrill - Economic inventory
Margie Pless - Financial inventory
John Stegall - Zoning and ownership
Patrick Stenkamp - Economic inventory
Thomas Zetkulic - Resource inventory

During the second term, David Ham compiled, rewrote and
edited all of the previous information and wrote all of the other
sections except the aquaculture section which was written by Burl
Sheldon.
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BASIS OF STUDY

The study team reviewed the following port related
documents:

Alsea River Estuary Resource Use Study
Alsea Bay Bridge Draft Environmental Impact Statement
Alsea Wet-lands Review
Report of Audit 1981-1982
Report of Audit 1982-1983
Port of Alsea Minutes 1982-1983
Port of Alsea Minutes 1983-January 1984
Laws Relating to Public Ports
Articles of Incorporation of the Port of Alsea
Economic Development Tools for Oregon Ports Smith/Bell
Waldport Zoning Regulations
Comprehensive Plan Goals and Policy of the City of Waldport
Tenant Leases of the Port of Alsea

The study team also interviewed the following people
regarding the port:

Wilbur DuBord - Port Commissioner
Lawrence Snipper - Port Commissioner
Jim Eldridge - Port Commissioner
Robert May - Port Commissioner
Dr. Fred Smith - Oregon State University
Jim Good - Oregon State University
Thomas Dowd - University of Washington
Matt Spangler - Lincoln County Planning Office
Paul Donheffner - State Marine Board
David Perry - Planner for City of Waldport
Paul Fontanini - Former Commissioner
John Hannah - Lincoln County Surveyor
Gerald Dotson - Mayor of Yahats
Greg Baker - Department of Economic Development
Larry Kauffman - Former Port Commissioner
Steve Mamoyac - S.T.E.P. biologist
Willie Breese - Shellfish culture Expert
Darrel Demory - O.D.F.W. shellfish biologist

The study team studied all port property and facilities.
The study area includes Waldport, the Alsea Bay area, Yahats, and
Tidewater.

HISTORY

The move to create the port came in 1909, after the Oregon
legislature passed a bill setting up port districts. At first,
it was rumored that the whole county would become one large port
district. In 1910, a petition was sent to the county court at
Toledo to call a special election to form the Alsea Port
Commission, comprising the Alsea, Beaver Creek, Five Rivers, and
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Tidewater areas. On December 23, 1910, the Port of Alsea voted a
one mill tax and went into business.

The City of Waldport counted 181 in 1920, 367 in 1930, 630
in 1940, 689 in 1950, and 790 in 1970. The Port of Alsea's
valuation was $1,148,444 in 1917 and was nearly 6 million in
1970.

With the aid of bonding, the port became developed and had
many activities to oversee. Docks and buildings edged the south
bank landing areas, and in 1915 the tramway and ferry slips for
the north side of the bay were constructed. Financing for all
the building activity was provided by usage and tonnage fees from
the trading schooners that carried canned salmon and lumber out
of and supplies into Waldport. Boats in coastal commerce paid
tonnage fees, and the Standard Oil Company leased dock storage as
did the Atwood and Austin Company. Ferry operators also paid for
docking privileges. In 1924, the commission voted $20,000 in
bonds to improve the dock facilities.

In 1934 the commission deeded the land to the State for the
bridge approaches. May 8, 9, and 10 of 1936 were the most
celebrated in Waldport's history. Governor Martin of Oregon gave
the dedicatory address and officially cut the ribbon of the third
largest of the coastal bridges.. With the improvement of the
transportation system along the coast in the 30's and 40's, the
tourist industry started to grow, and it has continued to grow
until the present day.

For a more complete history of the Waldport-Alsea area, see
Appendix I.

NATURAL RESOURCES

Alsea Estuary
The Alsea Estuary has been classified as a drowned river,

partially mixed, two layered estuary which has a moderate marine
biological value and moderate to high terrestrial biological
value. It has a low to moderate percentage of eelgrass and
tideland.

The estuary shows higher runs of fall Chinook, coho, and
winter steelhead than any other Oregon estuary system. This is
undoubtedly its most important resource, lending the area to
excellent recreational fishing. Salmon fishing has worldwide
fame and anglers come from many states to try their skill. In
addition, perch and flounder are also taken in the bay. Herring
utilize the bay for breeding and spawning grounds, and the bay
maintains the potential for aquaculture. Alsea Bay is noted for
its band-tailed pigeon watering areas and great blue heron
rookeries. Alsea Bay is used by waterfowl, particularly during
fall migration. Locals claim the bay to be one of the best
crabbing spots in Oregon.
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Recreation
Recreation plays an important role in the area's economy.

There are no industries located on the estuary, but log towing
occurred in the past. There are scattered commercial tourist
areas such as moorages along the river. There are no jetties and
no dredging for marine transportation. Highway 101 brings many
people along the coast, especially during the summer season.
Tourists utilize moorages, trailer parks, and boat launches.
Salmon fishing is very popular as well as agate hunting, clamming
and crabbing.

Recreation is dependant upon the quality of the river and
estuary water for fishing, and on the natural beauty of the area
for tourism and sightseeing.

Driftwood combing and other beach activities remain a
powerful source of attraction to the area, especially in the
state park areas.

Minerals
There is a quarry just south of Waldport, off Highway 101.

The quarry produces structural aggregate, which is used in the
building and maintenence of roads and jetties. Concrete, made of
sand, gravel and crushed rocks, is in great demand for use in
highway building and bridge construction. Because sand and
gravel are limited in Lincoln County, crushed quarry rock has
been used as a substitute. There are about six areas along the
Oregon coast that are suitable for production of quality
aggregate. Construction of jetties requires a stone that is
resistant to weathering. Syenite meets these requirements and
can be found at Table Mountain northeast of Waldport, at Cannibal
Mountain 11 miles inland southeast of the Alsea River, and at
Butler Peak, which is north of the Alsea River. Overall, the
mineral resources are limited, placing pressure on the beaches as
a potential source of commercial sand.

Energy
There are a variety of feasable energy sources such as

solar, wind, and the potential for hydroelectric power. Wood,
methane, coal, solid waste, and ocean wave power are a
possibility in the future, but their development is not
technologically or economically feasible at this time. There are
no existing dams or known sources of petroleum, natural gas,
uranium or geothermal energy.

Groundwater
The availability of groundwater is poor in the area due to

the low porosity and permeability of the bedrock. Some areas are
good aquifers such as mountain marine terrace deposits, sand dune
areas, alluvial terraces and flood-plain deposits. The largest
supply of groundwater underlies the three miles of sand dunes
between Alsea Bay and Driftwood Beach Wayside west of Highway
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101. This area could supply a large number of wells.

Soils
The north and south sides of Alsea Bay have SKINNER-ASTORIA-

FENDAL ASSOCIATION soils which should be limited to forestry,
wildlife, recreation and water supply. In the Bayview area and
at the mouth of Drift Creek, soils of the KNAPPA-NEHALEM
ASSOCIATION are found and should be utilized for cultivated
crops, pasture land, forests, wildlife and limited recreation.
The NEHALEM soils of the flood-plain can be used selectively for
cultivated crops, pasture land and forest and wildlife. In
general, the soils of the Alsea area are not suitable for
development or farming because of steepness and suseptibility to
erosion.

Water Quality
The Alsea River and bay are relatively unpolluted compared

to other Oregon estuaries. The limited pollution that exists is
a result of siltation from logging. There are no problems from
toxins or inorganic pollutants.

Navigation
The Alsea Bay is a natural, unimproved inlet generally

suitable for navigation only by small boats of very shallow
draft. The bay is shallow in most areas, including the channels.
Upstream of river mile 3.8, depth increases to 6 to 16 feet and
boat passage is considerably easier until rapids are encountered
at the head of tide about river mile 15.

GENERAL INFORMATION ABOUT THE LOCAL ECONOMY

Waldport is a small coastal town located on the southern
shores of Alsea-Bay. It has experienced tremendous population
growth in the last decade. Since 1970 it has experienced the
greatest percentage increase in Lincoln County. The population
of Waldport at the beginning of 1983 was 1,269. That represented
an increase of 81.2% in the decade from 1970-1980. A population
of 3,123 residents is predicted by the year 2000.

In response to the 1970-1980 population increase, housing
units increased from 316 to 683, a 116.5% increase. In 1978, 388
units were located north of the bridge and an additional 700-750
are predicted to be built by the year 2000. Therefore, building
activity is approximately equal to the projected growth.
Waldport is expected to continue to serve as a residential area
for Newport and as a major retirement location.
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Population Trends and Projections of Waldport and Newport

Waldport
Newport

1970
700

5,188

1980
1,274
7,519

1990 
2,256

13,393

2000
3,123

20,251

The following is a summary of general information about the
Waldport area. This type of information was not available for
the other areas of the Port District.

TAXES:
Property Tax, 1981-1982:	 Consolidated rate of
16.10/$1,000 of Assessed Value.
State property tax relief for renters and home owners.
Income tax: State has a progressive personal income
tax.
State Corporate Income Tax: 7.5% of taxable income.

GOVERNMENT:
City: Council/Mayor form of county: Three elected
commissioners; over 300 employees.
Planning Commissions - City: yes County: yes
Comprehensive Plan: yes Zoning Regulations: yes

COMMUNITY RESOURCES:
Fire Protection:	 Volunteer
Insurance Rating: 7
Law Enforcement: Oregon State Police; Lincoln County
Sheriff:	 Waldport Police Department.
Churches:	 9
Libraries:	 1
Hotels/Motels:	 28 rooms
Retail Business: 	 40

LINCOLN COUNTY MEDICAL RESOURCES:
Hospitals:	 3
Nursing Homes:	 5
Doctors:	 37
Dentists:	 14

WALDPORT MEDICAL RESOURCES:
Closest Hospital: Pacific Communities, Newport
Nursing Homes:	 1
Doctors:	 2
Dentists:	 2

FINANCIAL INSTITUTIONS:
Local Banks: 2	 Deposits (1980):

Loans (1980):
Countywide: 5	 Deposits (1980):

Loans (1980):
Local Savings and Loans: 1
Countywide: 6

$21,978,000
$ 9,667,000
$184,309,000
$116,149,000
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COMMUNICATIONS:
Newspapers:
Radio Stations:
Television:
Cable TV:

No Local, state newspapers available.
No local.
No local.
Available.

There is one elementary school in Waldport with an
enrollment of 283 students. There is an intermediate school and
a high school with a combined enrollment of 430 students. Since
1970, Lincoln county's employment in government (including
education) has increased at the same rate as has the employment
in all sectors, which is 4.7% annually.

The following table lists the economic sectors of Oregon,
Lincoln County, and Waldport.

Employment by Areas in Oregon, Lincoln County, and Waldport

Industry Group Oregon Lincoln County Waldport
Agriculture,	 forest.	 & fish. 5.4% 6.2% 19.5%
Mining 0.2 0.6 0.9
Construction 5.8 5.9 8.5
Manufacturing 21.4 22.0 14.6

durable 15.8 11.0 9.0
non-durable 15.7 10.9 5.6

Transportation 4.1 2.8 1.7
Communications and utilities 3.1 4.0 2.2
Wholesale trade 1.4 1.6 3.4
Retail trade 16.9 21.4 20.5
Finance, insur., real estate 5.1 3.9 3.4
Services 27.9 27.8 20.8
Business and repair 3.0 1.9 1.4
Personal 4.4 10.6 11.8
Medical and health 2.1 4.0 2.8
Educational 9.7 6.5 3.4

schools and colleges 9.1 5.9 2.9
private 1.8 0.3 0.0
state 7.3 5.6 2.9

other 0.6 0.6 0.4
Other professional services 5.0 4.9 1.3

Public administration 4.9 4.8 4.5

Waldport's economy consists largely of retail trade and
services. Tourists and sports fishermen, attracted by the
scenery and huge anadromous fish returns and the ocean, help to
support local retail establishments. The United States Forest
Service and school districts are also substantial local
employers. Employment in Waldport is expected to increase from
about 720 in 1977 to about 2200 in the year 2000.
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Approximately 30% of Waldport's population commutes north to
Newport, Lincoln City and Toledo. Waldport is expected to
continue to serve as a residential area for Newport. Waldport
also has comparatively large numbers of retired citizens, many
whom were drawn there by the local amenities.

The larger Alsea area is dependent upon natural resources.
Not all economic activities are dependent upon the estuary, but
its role as a fundamental element in tourism, travel, and sports
fishing is important. Specifically, local marinas and the
commercial trade that relies on sport and commercial fishing are
closely linked to estuary management decisions.

Most manufacturers in the study area are involved in logging
activities (see following table). Industrial use of the bay
itself is limited to log towing, it is not used for log raft
storage and there are no industries located on it.

Waldport Businesses

Location Name Business	 Number Employed
Waldport M&W Lumber Co. Logging 60
Waldport Alsea Veneer Veneer core 20
Waldport W.H. Meinert Co. Cutting contractor 5
Waldport McKinley Lumber Co. Railroad spike plugs 3
Waldport M.R. Kittle Logging Logging 1
Waldport Waldport Ready Mix Ready mix concrete varies
Tidewater G. Smallwood Logging Logging 4
Tidewater J.F. Smallwood Logging 4

Commercial fishing, from the estuary or otherwise, provides
a very limited income as indicated by the commercial harvest
figures in the following table. Unfortunately, 1969 is the most
recent date for commercial fishing statistics.

Commercial Fishing Statistics for 1969 in Alsea Bay

Species 
	

lbs. landed 
	

Value 
clams	 16	 varied
crabs	 21,000
	

$5,250
baitshrimp	 5,500
	

$7,220

It should be noted that for a number of residents of the
Alsea area, relatively low incomes are a part of a lifestyle
adapted as a matter of personal preference. Similarly, a
majority of the retired element in the population is not part of
the labor force. Although these groups are characterized by low
incomes, an expansion of employment opportunities might provide
no derect increase in their well being. In fact, these
individuals may resent any loss of natural resource value
suffered in realizing overall employment gains in the area.
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The economic and social value of the estuary in its present
state should not be overlooked. As a productive and natural
resource, the estuary contributes to the welfare of the coastal
region, the state, and the nation. A few of the values are quite
clear, such as its anadromous fish runs, and its value in a
larger sense to travellers and visitors as a natural and scenic
experience.

At the western end of the study area, Waldport is
approximately 130 miles southwest of Portland, and 90 miles
southwest of Salem. Eugene is 85 miles southeast, while
Corvallis is 60 miles east of Waldport. Newport, 16 miles north,
is the Lincoln County seat and most important retail commercial
center in the area.

Highway 101 is the principle artery connecting the study
area to other points along the coast. As it passes through
Waldport it provides satisfactory access from coastal locations
to the north, but between Waldport and Florence the highway is
characterized by many curves which do not make travelling
convenient or comfortable.

The primary route between Waldport and Corvallis is Highway
34. Highway 34 also connects Waldport to Interstate Highway 5.

The nearest traffic recorder is approximately 20 miles north
of Waldport at Otter Rock. The 1980 traffic volume tables assign
an average daily traffic (ADT) of 5,400 vehicles at the northern
city limits of Waldport. Monthly distributions vary
substantially. In 1980 the minimum monthly ADT of 3,903 was
recorded in December, a period largely devoid of tourism. The
maximum monthly ADT of 9,476 was recorded in August, at the
height of the tourist season.

CITY OF WALDPORT ZONING

See appendix 2 for the zoning of the City of Waldport. See
article 3 of the City of Waldport Zoning Regulations for a
detailed account of the use zones.

LAND USE PLANNING

In the early 1970's, it became apparent that policy and
planning coordination between coastal zone areas would become
more and more important. For example, it is senseless to have a
natural estuary established, and then have a oil terminal dock
built 10 miles up the coast. Oil from the terminal would
constantly be polluting the natural estuary, resulting in
expensive cleanup activity in the natural estuary, wasting
resources because of the lack of land use planning. So, in 1972,
the Federal Government passed the Coastal Zone Management Act
which was done to encourage states to develop their own land use
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planning capabilities. The State of Oregon generated the Land
Conservation and Development Commission which wrote up 19 main
goals or objectives that should be followed when developing a
comprehensive plan. A comprehensive plan is a set of public
decisions dealing with how the land, air and water resources of
and area are to be used or not used. The state, counties, and
city governments are usually the agencies that develop
comprehensive plans in Oregon.

The result of these comprehensive plans is that only certain
activities can occur in certain places. For example, it is known
that all estuaries along the Oregon coast cannot be used for full
development because if all of the estuary land was filled and
developed, there would be no area left for juvenile salmon and
other animals to grow. Therefore, the state has designated
estuaries as either development, conservation, or natural
estuaries. Alsea Bay is a conservation estuary where some
limited small scale development can occur.

The development that can occur in Alsea Bay is regulated by
the permit process on the federal, state and local level. Any
development project must get approval through the permit
procedure which verifies that the project is consistent with
federal, state, and local planning.

The permit process for waterway development is clearly
outlined in the pamphlet "Obtaining Permits For Waterway
Development" which can be found in appendix III.

PORT OF ALSEA

Port Land
The port owns over 700 acres of tidelands. The only dry

land the Port owns is located at the northernmost end of "old
town" as well as a small piece just East of McKinley Marina in
the city of Waldport. See appendix IV, maps A, B, and C, for the
location and most recent survey lines of the port's land in
"Oldtown".

There is a dispute of the land ownership on the left bank of
the mouth of Lint Slough. Part of this intertidal area was
filled and put to use by the trailer park owned by Mr. Newman.
This area is now under litigation.

Statutory Authority
The primary charge of Oregon's smaller ports is to encourage

economic activity within the district boundries. Such activity
often extends far beyond shipping or navigation. Oregon law
allows ports to engage in such things as the improvement of bays,
rivers, and harbors; the construction and operation of wharves,
warehouses, terminals, and other facilities; the operation of
airports, railroad terminals, and interstate bridges; the
construction and operation of public marine facilities and
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campgrounds; the operation of restaurants, lodging facilities,
and other related activities; the operation of water
transportation lines; trade development; the provision of water
for domestic, industrial, and irrigation purposes; the
development of industrial parks and the construction and
operation of sewage treatment and water facilities for these
parks; erosion and flood control programs; and land development
projects for lease or sale to industrial or agricultural clients.

Ports in Oregon have 6 main areas of authority.

1) A port has the power to buy, sell, or own property.

2) A port has the power to employ people.

3) A port has the power to levy taxes. A port may levy an
annual tax on all taxable real and personal property within the
port district. By law, the tax rate generally cannot exceed
$2.50 per $1000 of true cash value. For most ports,
tax rates are much lower than that - typically less than $.25 per
$1000 true cash value, and taxes are not the major source of
revenue. On the average, property taxes financed less than 10
percent of the budgeted general fund expenditures of Oregon's
smaller port districts in 1977-1978.

4) A port has the power to incur debt. Nonproperty tax
values including fees and revenues from the sale of bonds and
grants have been the principle sources of funds for port
districts.

Like private businesses, ports can charge fees for services
rendered. They can lease land, buildings, and equipment and they
can sell wholesale and retail goods. Typical user charges
received by port districts include moorage fees or rent of boat
or grain storage.

Port districts have the power to issue both general
obligation bonds and revenue bonds. Bonding authority available
to Oregon port districts is broad enough to enable them to
finance an extensive variety of projects. According to statute,
such projects are not limited to maritime commerce or related
industrial development.

For most purposes, with voter approval, ports may issue
general obligation bonds not to exceed at any given time 2.5% of
the true cash value of taxable property in the port district.
These bonds are backed by the full faith and credit of the
issuing port.

Ports may also issue and sell revenue bonds, which are not a
general obligation of the district, and as such do not require
voter approval. Such bonds may be issued at the discretion of
the port commissioners without advertisement or competitive
bidding. They cannot be repaid from tax monies or from any non-
tax revenues not specifically pledged to revenue bond repayment.
Revenue bonds that are for the purpose of industrial development
may be used for the port's own operations, the attraction of new
industry, or the expansion of existing private industry. In such
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cases the state's borrowing power does not stand behind the bond
issue, and the marketability of the revenue bond issue is
dependent entirely upon the financial strength of the recipient
firm.

Port districts are among the very few local governments
(along with counties and the City of Portland) with the power to
issue revenue bonds without voter approval, and the port
authority is less restricted than the county. In Oregon, port
revenue bonds have raised more capital for industrial development
than any other type of revenue bond.

Ports may also apply for and receive state or federal
loans. State programs available to ports include the programs
such as the Port Revolving Fund. This is a Revolving Loan Fund,
administered by the Department of Economic Development, which
provides loans of up to $50,000 per year to Oregon Port Districts
for port development projects.

A business interested in relocating or expanding within the
port district's boundaries may request a port commission to make
application on its behalf for a loan from the revolving fund.
Requirements for the approval of the loan include demonstrating
that the project is economically feasible and that there is
reasonable prospect for repayment. This fund is particularly
useful for those projects which are too small to finance by means
of industrial revenue bonds.

Among the federal programs for which port districts may
qualify are Farmer's Home Administration loans to develop water
and industrial disposal systems for food processors and also
funds from the Coastal Energy Impact Program authorized under
Section 308 of the Coastal Zone Management Act of 1972. In
Oregon this program is administered through the Department of
Land, Conservation and Development.

5) A port has the power to condemn property. Like the
Department of Transportation, the port can condemn any land that
it needs to expand or develop, and after paying the fair market
value for the land, can assume ownership. This is a very powerful
tool that is seldom used by Oregon port districts.

6) A port has the power to establish rules, regulations,
tariffs and procedures. Also a port can charge user fees for its
services, equipment, or land use.

For a more complete list of finance sources for development
projects, see the finance section.

Management and Organization
The management of the Port of Alsea is carried out by the 5

elected port commissioners. Each commissioner has a loosely
defined area of responsibility.

1) Wilbur Dubord - Port docks - Chairman 
2) Jim Eldridge - Port property and insurance - Vice Chairman
3) Lawerence Snipper - Port docks - Director
4) Ron Paulson - Insurance - Treasurer 
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5) Robert May - Port equipment - Secretary

The terms of the commissioners are 4 years long. Elections
will be held in the spring of 1985 to choose 2 commissioners for
the expiring terms of Jim Eldridge and Lawrence Snipper in June,
1985. The other three commissioners terms will end in June, 1987
with elections for those three vacant positions being held in the
spring of 1987.

Presently there is one informal committee. This budget
committee consists of all 5 commissioners plus 5 lay people.
However, this committee and others are not really standing
committees, they are ad hoc committees that meet when the
need arises.

There are two other port staff people besides the
commissioners. The port's lawyer, Mr. Dennis Bartoldus, works on
a non-contract basis whereby the port pays him $25.00 for each
regular monthly port meeting he attends and $70.00 per hour
(adjusted downward) for general business. His duties are to
provide legal advice for all of the ports activities. The port
secretary, Mrs. Aline Robinson, receives a monthly wage of
$150.00 for her services. Her duties are to take notes at all
commissioners meetings, and type all of the port's
correspondance.

The actual management of the port is carried out by the Port
Commissioners. The Port of Alsea has never hired any port
management staff. An open meeting is held every second Wednesday
of each month in the Waldport City Offices. Mike stone, the
editor of the "Newport News" usually attends as well as 5-10
citizens. In this monthly commissioners meeting, the
commissioners act as a board of directors in matters of policy
and planning as well as performing the day to day management
activities of the port. If, during a port commissioners meeting
some work has been decided upon to be done, the work is
contracted out or the commissioners do the work themselves in
their spare time.

Strengths of the Port of Alsea
There are three major strengths of the port: 1) The location

of the port, 2) The natural beauty of the area, 3) The large
retired population.

1) Location of Port
The port is located right next to highway 101, the major

north-south route, which is heavily used by tourists during the
summer months. The port docks are on a prime piece of land which
offer year around free recreation to local and non-local people.

2) Natural Beauty of the Area
The Alsea area is relatively unspoiled and undeveloped
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compared to Newport and other areas closeby. Many different types
of birds are known to visit the bay. People are attracted to areas
such as this.

3) Retired Population
Due to the low cost of living and the natural beauty of the

area, many retired people settle here. The retired people
represent a substantial proportion of the bay area (over 50%).

Port Financing
Port financing can be broken down into two main areas;

equity and debt. Sources of revenue that are in the form of
equity are property taxes, grants and gifts. This is "free
money" that does not need to be paid back. Equity financing is
usually used for projects that will not generate revenue. On the
other hand, debt financing is usually used for projects that will
generate revenue. Debt financing is borrowed money and must be
paid back with interest (debt service). Therefore, it is the
newly built revenue generating project that will pay the debt
service on the loan. A common type of debt financing is the sale
of the various types of bonds.

When financing a project, it is important to remember that
simple, straightforward financing is best, because complexity
increases the cost of financing. The more steps that occur, the
more costs that will be incurred.

The following is a list of sources of finance from debt
financing, equity financing, tax reliefs, and assistance other
than financial.

I) Debt Financing

A) Port Bonds

1) General Obligation Bonds
G.O. bonds must have voter approval if over $50,000.

An emergency G.O. bond can be issued once a year without
voter approval if under $50,000. G.O. bonds are backed
by the full faith, credit, and taxing power of the port.
This secure backing behind G.O. bonds enables them to
recieve high ratings and pay low interest rates. G.O.
bonds are restricted as to their use. They can only be
used to finance port related projects from which the
entire community can benefit such as marine or recreation
related facilities.

2) Revenue Bonds
a) Port Management Revenue Bond (PMRB)

This bond allows ports to purchase and develop
land, or develop land already owned to attract and
provide assistance to new businesses. The land or
facilities are leased to a business for a period of
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time for the lease payments to pay off the bonds.
After the lease period is over and the bonds are
paid off, the port retains ownership of the facility.
b) Industrial Revenue Bonds.

These are the same as PMRB except that the
business retains title to land or facilities it was
renting after the lease period is over and the bonds
have been paid off.

3) Lease or Lease Purchase Revenue Bond
These are fairly high cost financing tools that

are oftentimes used when voters will not approve a
G.O. bond. Lease revenue bonds are revenue bonds
that are paid from lease payments made on projects
financed by bonds. Lease-purchase revenue bonds are
repaid from lease payments by the port or
municipality to some other entity (usually a trustee)
who holds title to the facilities and is leasing them
back to the municipality. The lease payment equals
the cost of retiring the maturing bonds. At the end
of the lease period, when the bonds are fully paid
off, the trustee transfers title of the facility to
the municipality after its payment of a small amount
(e.g. $100).

B) Loans

1) Port Revolving Fund
The port revolving fund is a $7 million fund that

ports can borrow money from for almost any type of
development project. Up to $500,000 can be borrowed in a
one year period, and no port can have more than $750,000
outstanding at any one time. The interest paid on these
loans are 2% points higher than the most recent state
G.O. bond issue rate. These loans are secured on any
real or personal property of the port district, including
the financed project. The terms of repayment cannot
exceed 10 years. These higher interest rates make the
port revolving fund a fairly expensive financial tool.

2) Promissory Notes
Promissory notes are similar to bonds in the sense

that they return a stated rate of interest, mature at a
specific date in the future, and can be bought and sold
on the open market. However, promissory notes may not
exceed terms of 5 years or a debt of $250,000, and can
only be used for specific development projects. These
notes are backed by the assets and revenues of the
project for which they are intended and not backed by the
full faith and credit of the port. The interest rates
are higher than for G.O. bonds since this loan is not as
secure as G.O. bonds. State restrictions limit
promissory notes to be used on only short term, low
capital projects.
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3) Warrants
This is a draft of a port district, payable on

presentation when funds are available for the purpose
specified or at a fixed date with interest. Warrants are
a more flexible means of intirim financing than
promissory notes because Oregon statutes place no
limitation upon their amount, term, purpose, or source of
repayment.

4) Water Development Loan Program
This is a loan program funded by the Department of

Water Resources for water resources and development
projects such as irrigation and drainage projects. These
are low interest loans. The state is the lien holder on
real property used for the loan security.

5) Oregon Business Development Fund (OBDF)
This loan program is operated by the Oregon

Department of Economic Development and is intended to
serve private for-profit companies, but ports and non-
profit corporations are eligible. The loans must serve
economic development purposes and create jobs.

6) Small Business Administration (federal)
The SBA loan program is available to any eligible

"for-profit" entity for capital projects or working
capital. The SBA requires some level of equity
participation, but may allow land to be used as the
equity contribution. The SBA has 2 programs. All
applicants must enter the guaranteed loan program first.

a) The Guaranteed Loan Program
The SBA guaranteed loan program requires

borrowers to acquire loans from private lenderssuch
as commercial banks. Usually, only one lender
application is necessary. The borrower contacts the
lender directly, who will have a SBA application
packet. The mamimum loan is $500,000.

If the borrower is turned down by the private
lender, then it may apply for the direct loan
program.
b) Direct Loan Program

The borrower will contact the SBA office
directly. An application packet will be sent. The
maximum loan is $150,000. The timing of the loan may
be a problem since the SBA recieves funding on a
quarterly basis, but does not recieve funds each
quarter. The approved borrower may have to wait
until funds become available.

II) Equity Financing

A) Taxes
The port taxes the citizens of the port district by
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means of a property tax each year. This property tax can be
increased 6% each year without voter approval, or more than
6% with voter approval. Taxes are very reliable, but a
relativly small source of revenue.

B) Operating Revenue
Operating revenue is monies recieved from tenants or

leases, or from rentals of port property, facilities or
services. This can be a small source or revenue if the port
does not have any successful businesses on port land.

C) Grants
1) State Marine Board

a) Marine Facility Grant Program
For construction and maintenence of boating

facilities and water pollution control facilities.
Land aquisition for boat facility purposes. Grants
are given on a competitive basis and ports must
equal the Board's grant with money and/or services.
b) Marine Law Enforcement Grant Program

Financial assistance to enforce state boating
laws and regulations.

2) Economic Development Administration
a) Public Works Grants

80% federal and 20% state monies for public
works projects. Maximum of $50,000 per year.

3) Urban Development Action Grant Program
a) Comprehensive Planning and Management Assistance

Program
This is a grant from the Department of Housing

and Urban Development (HUD) for development, land
use, housing, and planning for non-metropolitan
cities (less than 50,000 people). Free technical
assistance usually within a week of request.

4) Dept. of Transportation (Parks and Recreation)
a) Bureau of Outdoor Recreation Land and Water

Conservation Fund
Broad usage for land aquisition and development

of outdoor recreational areas. 50% reimbursable
grants.
b) State Grant-In-Aid

For Construction and improvement of parks. 50%
federal, 25% state, and 25% local funding or 50%
federal and 50% state funds.

5) Projects of the U.S. Army Corps of Engineers
This is a federal subsidy available to ports for

small projects. There is a federal subsidy
available to ports for small projects. There is a
$2,000,000 limit, and the project must provide
substancial benefit to commerce and recreation. Any
projects larger than $2,000,000 must be approved by
Congress. Most C.O.E. activity has been in building
jettys and channel maintenence.

6) Farmers Home Administration (federal)
Grants are available for land leveling,
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industrial waste disposal systems, and water and
electrical extension.

7) Land and Water Conservation Fund.
Grants are available for landscaping, water

systems, and marina park improvements.

Gifts
1) Fund Raising Activities

Such as festivals, contests and banquets.
2) Direct Gifts

These would be a tax break for the donators.

III) Tax Reliefs

1) Department of economic development (state)
The Department of Economic Development has an

Economically Lagging Area tax credit where businesses get tax
credits if they economically develop in these areas. This is
an attractant or incentive for business to locate in Oregon -
since most of the state can be classified as "economically
lagging".
2) Department of Environmental Quality (state)

The DEQ has a tax relief for pollution control
facilities. This is a tax incentive for business to practice
pollution control. This tax relief could attract business to
Oregon that needs to use much pollution control equipment.

IV) Assistance Other Than Financial

The following agencies offer free consultations and
advice in economic and recreational planning and development.
1) Department of Economic Development
2) Department of Fish and Wildlife
3) Oregon Health Division
4) State Marine Board
5) Public Utility Commissioner
6) Department of Transportation
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OPTIONS FOR THE PORT OF ALSEA

Port districts were founded for a particular reason. Their
responsibility and purpose is to encourage economic activity
including land development and leasing of port land to tenants.
These responsibilities are outlined in Oregon Revised Statutes
Chapter 777, 244, 198, and 167.

The port is a public agency and must follow the wishes of
the people it represents. Therefore the decision to move
foreward with development or not must reflect the desires of the
majority of the voters of the port.

Any port development will probably result in some increase
in costs for the voters of the port. The question as to whether
or not the development activity's benefits will be greater than
the costs will depend upon the port districts citizen's own value
systems. It is up to the commissioners to decide this question
as the elected representatives of the citizens of the port
district.
One choice is not any "better" than another one, it simply
represents the values of the majority of the citizens in the port
district.

The choices for the port can be broken down into five main
areas:

1) To let things continue as they are now is the least feasable
alternative because there is not enough money to run the port
(the port is using emergency G.O. bonds), and the financial
situation will not get any better since no development or revenue
generating plans are in effect.

2) . The second alternative is to improve the management ability,
without starting up any large development projects. Use the
skills of a port staff person to efficiently utilize the present
resources of the port and to actively solicit grants and small
projects to improve the port's financial situation.

3) The third alternative is to develop the Port of Alsea by
improving management ability and starting larger projects that
would require issuing bonds.

4) The fourth alternative is to have the Port of Alsea combine
with the Port of Newport and/or Toledo.. By joining together, this
may be most cost effective in terms of management and physical
resources.

5) The fifth alternative is to have the Port of Alsea
disincorporate. This could occur if the citizens of the Port of
Alsea decided that it would be in their best interest to dis-
solve the port. A port can disincorporate only if it has no
outstanding debt.
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OPPORTUNITIES FOR IMPROVEMENT

POLICY AND PLANNING

By defining the long, medium and short term goals of the
port, the commissioners can agree on a path that they want the
port to take and they can all work together to put this plan into
effect. Without any plan or formal agreement as to what should
be done, the commissioners may be working in different directions
and a unified effort focusing on definite goals will not take
place.

Therefore, the most preliminary and important opportunity
for improvement is to identify the Comprehensive Goals for the
Port of Alsea (20 year long range plan). This long term plan
should identify the basic direction that the port wants to take
and the types of activities needed to achieve the results it
desires. It should not include specific development project
descriptions. The following questions should be addressed:

1) Does the port want to become developed, and if so, to what
degree?

2) Does the port ever want to have any management staff, full or
part time?

3) What does the port want to be? (Industrial, recreational,
service, etc?)

These questions will involve some debate and conflict, since
some of the commissioners are more development oriented and
others are less development oriented. This is to be expected
since the commissioners represent a diverse community. No one
viewpoint should be expected to "win out". However, a workable
compromise that everyone agrees on should be produced.

Debating these questions and bringing them out in the open
can result in positive change, more productivity and foreward
movement. Conflict is the basis of change, and results from
differentgoals,values and monetary interests. It is the
commissioners job to negotiate the interests that they represent
as elected by their constituents, to arrrive at a negotiated plan
of action.

In preparing the long term objectives of the port, certain
points are important to note:

1) All 5 commissioners must be at the meeting.
2) A deadline for the conclusion of the debate and arrival at a

workable compromise should be met.
3) A "third" party negotiator to keep the debate on track,

should be present.
4) Separate people from the problem.
5) Focus on interests, not positions (interests are behind the

positions).
6) Generate a range of options, then choose options that satisfy
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all interests.
7) Insist on fairness.

After the comprehensive goals statement, a more detailed
medium term (5 year) objectives plan should be written up. This
plan should identify specific development projects, or items that
the commissioners want to see accomplished that will make the
long term goals become a reality.

Finally, a one year, short term plan should be produced.
This plan will identify various high priority, short term
projects. For example:

1) Workin concert with the city on the"old town" re-
vitalization and the port dock improvements.

2) Identify port management options.
3) Create a plan to improve port-community and port-city

relations.

MANAGEMENT AND ORGANIZATION

Ideal Port Management Function

In the final analysis, it is intelligent and farsighted port
management that can make a profitable, dynamic port and overcome
any disadvantages in finances, location, or community support.
Good management ability can locate those hard to find loans and
grants, discover or invent development opportunities and
encourage community support through good communication skills.

Port Management Improvements

1) Commissioners
Presently, the commissioners manage the day to day business

of the port as well as they can in their non-paid elected
positions while meeting once a month. There is no one to perform
the day to day management activities. The commissioners
themselves often times resent doing daily port work as they
realize that this is not really part of their job. To move
foreward with the Port of Alsea, a port staff person of some sort
must take care of the daily port business on either a full or
part time basis, which will leave the commissioners free to focus
on policy and planning, giving purpose and direction to the Port
of Alsea.

All 5 commissioners should participate in the functioning of
the port. Non-participation by one or some of the commissioners
inhibits the management of the port.

The commissioners time is best spent in the following areas:

First, the commissioners are responsible for the planning
and policy decisions of the port. It is the commissioners who
look foreward into the future and adopt a long range plan, and
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make month to month and year to year decisions that are
consistent with the long range goals. Instead of only reacting
to problems as they occur, it is far better to have foreward
planning whereby a long range goal is set, giving a structure,
direction, and means for making the short term decisions.

Second, the commissioners should be responsible for the
ports financial condition. Although the managing staff can
locate money sources and spend operational monies that have been
allocated by the commissioners, it is the commissioners who are
responsible for the economic planning of the port.

Third, the commissioners should closely watch the feelings
and desires of the local communities that make up the Port
District. It is important to have good community relations
because the port exists to serve the community, and without
community support, the port will have difficulty in functioning
and getting needed funds for development projects.

2) Managing Staff
The port management staff should have their own

responsibilities such as having a good and clear knowledge of all
port polices, procedures and powers, knowledge of preparing
periodical financial statements for the commissioners to base
their fiscal policy upon, knowledge of revenue sources and how to
apply for them, knowledge and interest in persuing development
opportunities and ability to manage other port staff and run the
day to day port business.

There are some very basic jobs that can be the focus of
attention for a port staff person.
1) The disposition of port owned land is still not settled.
This is a time consuming job with much follow up activity needed
to complete it. It is very difficult to plan development
activities when the port does not know what land it owns.
2) Establishment of a port office, with a good filing system and
organization. This will provide a central location for the port,
and give the port a definite home and place where port business
can take place. Letters can be writen, people can be contacted,
and people can contact the port. Work can be arranged and
accomplished and the port can move foreward.
3) Utilize the capital assets of the port in the most productive
manner possible. Use the pile driver and tugboat for port
profit.
4) Put together a budget and long range economic plan for the
commissioners whereby current port operations come out of current
port revenues.
5) Plan a project or projects that utilize the available
financial resources without major financial risk to the port.
6) Encourage citizen activity on port property. Encourage
citizen use of the boat launching ramp at the port docks, and
encourage fishing, crabbing, or other activities on the port
docks or property. Perhaps hold a fishing or crabbing contest on
the docks with some small prize awarded. This will give more
visibility to the port and foster an improved relationship
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between the port and the local people.
7) Get responsible tenants on port property, and write good
contracts delineating who is responsible for what areas.
8) Repair or build any needed improvements to port property
such as docks or a boat ramp.

These jobs and more can be done by the management staff.

This division of labor between the commissioners and port
management staff is very efficient and makes the best use of
everyones time, and gets the most accomplished.

Source of Management Staff
There are several sources of management staff available to

the Port of Alsea.

1) Combine a management staff person from the Port of Alsea with
the Port of Toledo, working at each port halftime.

2) Have the Port of Newport assume the port management function
of the Port of Alsea.

3) Contract. with the County for management on a full or part
time basis. This source of management has the advantage of
having much expertise available to it through the County
government.

4) Employ someone directly on a full or partime basis.

If the commissioners decided not to hire any port management
staff, a system would have to be devised whereby the port
management work that occurs from time to time (putting up signs,
repairing docks) could be fairly divided among the commissioners.

ACCOUNTING

An audit is a tool that presents a financial picture of the
port as well as satisfying legal compliance regulations of the
state. The present accrual audit system focuses on estimated vs
actual budget, revenues and expenditures, and accountability for
funds. This audit method is well suited for non-profit, non-
enterprise organizations that are principally interested in
showing accountability for government funds.

There is another audit system that is profit oriented and
concerned with giving a statement of operations. This enterprise
fund audit method's bottom line is a net loss/net income
statement. This is what the investment community looks at when
the port is trying to sell revenue bonds.

A port that is developing and has management staff would do
a better job of selling the port by preparing a comprehensive
annual audit report that is based on the enterprise fund
accounting method with an additional section that satisfies the
state compliance regulations. This would enable the port to draw
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a financial picture of itself as a profit oriented enterprise.
This is important because if the audit is certifiable by the
Municipal Finance Officers Association, then the port will have
an improved chance to sell revenue bonds at lower interest rates.
This is due to the fact that enterprise accounting makes it very
easy for investors to evaluate the ports financial health in a
way that is meaningful to them.

The audit system should be a tool that reflects the desires
of the port. If the port wishes to be a non-profit organization,
not developing and not selling bonds, then the accrual system is
suitable for them. But, if a port wishes to sell bonds, and
engage in economic development, then the enterprise fund
accounting system is most helpful.

FINANCE

Generally, it is unwise to pay for daily port management
expenses with borrowed money. If daily port activities cannot be
sustained by daily revenue income, long term problems will
result. Daily expenses could be cut, or income generating
activities should be persued by the port. This is a "catch 22"
situation since a port that is in poor financial condition cannot
produce any income generating activities unless money is spent.
But the reason income generating activities are needed is because
there is no money! Therefore the port needs to make a choice
whether or not to borrow money to finance income generating
activities, stay in bad financial condition, or go out of
business.

Effort should be made to collect all accounts receivable
from the tenants on the port's land. A review of all of the
tenants leases would be helpful, and if possible, change the
tenants or the leases to maximize the benefits to the port. The
port is a business as well as a public agency and should operate
in a businesslike fashion.

The port should continue to take advantage of the 6% tax
increase every year to counter the effects of inflation and
maintain the present level of services.

MONTHLY COMMISSIONERS MEETING

The monthly commissioners meeting is the only way most
citizens have to see their port in action. Therefore, port
meetings should be as streamlined and businesslike as possible.
Items that need to be discussed among the commissioners such as
lease terms or litigation proceedings should be discussed in a
closed executive. session. It would be helpful for all
disagreements and major conflicts to be resolved before the
public session.
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It also may be helpful to separate the meeting into policy
and operations segments. Each commissioner could speak 5 minutes
relating the operational (volunteer work) aspects that he is
responsible for. Then, when all operational aspects are
discussed and resolved for the day, policy and planning can be
addressed. This would help to control the problem of spending
too much time on operations and not enough time on policy and
planning.

COMMUNITY RELATIONS

The benefits of improved public relations are:
1) Easier to implement projects
2) More sucess in selling bond issues or tax measures
3) Smoother port management functioning
4) More material and financial support
5) More tennants on port property

The easiest way to improve community relations is to tell
the community what the port is doing, and the possibilities for
future port actions. Many people are unaware of the purpose,
authority, and activities of the port. These communications can
be made through the local newspaper or radio station, and by
speaking at organizational meetings such as the Elk or Moose
club. The port can publicize its open meetings where all
questions should be welcomed.

It should be noted that the Yahats, tidewater and Five
Rivers areas are also in the Port district and that they also pay
port taxes. Effort could be made to keep communication open
with all areas of the port district. For example, the Mayor of
Yahats could be kept informed of port activities by an occasional
letter or telephone call. The needs of these other areas should
also be made clear.

The port can improve the physical appearance of the port
property. Delapidated buildings, old tires, and assorted junk
can be cleaned up and not allowed to accumulate. The grass can
be cut occasionally and simple landscaping can improve the
appearance of buildings and hide unattractive areas.

Friendly signs can be erected to make people aware of and
direct people to port property and amenities. Benches, tables,
and walkways can be placed on port property so visiting taxpayers
can use • the port property more frequently.

In addition to improving port-community relations, the port
can improve its relation with the city and county officials. A
port representativbe can attend city and county meetings to
encourage dialogue and cooperation.

The commissioners could draw up a community relations plan,
spelling out exactly what steps need to be taken by whom, and in
a certain time limit. The plan would give a definite basis for
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improving the port in the area of community relations.

ECONOMIC DEVELOPMENT

Waldport and the Alsea area has seen a wide variety of
businesses in its short history. On March 8, 1911, Waldport
incorporated with 150 people and a dozen businesses. Since its
nearly one century of existance, the city has seen businesses
come and go with the changing times. In its modernity, the area
actually has fewer resources than it had in the first quarter of
the century.

Presently, the economic priorities of the area relate to the
low levels and uncertainity of employment and income. In light of
these priorities, the most desirable economic expansion would be
one that provides highly productive basic sector employment with
minimal fluctuations. Such employment exists in basic
manufacturing sectors, but these sectors are not generally active
on the coast because of transportation, distance to the market
areas, materials, supplies and distribution centers. Skilled,
experienced labor is not sufficiently available in the Alsea
labor _force to attract industry. For the most part, the economic
growth of the area will continue to rely upon a relatively narrow
range of economic opportunities closely related to the local
natural and esthetic resources.

Therefore, there will not be any one "magical" economic
development project that will transform the port into a success.
It will be a series of small projects, well planned and thought
out, which complement and build upon each other.

Local growth opportunities in the short run appear to be in
the following three areas:

1)	 "Old Town" Revitalization
Just to the west of the port property lies a beach area of

about 2 acres that has recently accreted due to stone fill on the
north west end of the port property. This small beach area could
be annexed by the port to combine with the port's other land to
create a marine park and recreation facility: Alsea Bay is known
to be a good bird watching area. The beach area, the marine
park, and the bird watching and marine recreation should all
promote visitation and use by tourists as well as local people.

A marine park could be divided into 4 smaller projects:

a) Settling of the land dispute between the port and the trailer
park owner.

b) Rebuilding and improving the port docks
c) Removal of old existing buildings, landscaping the area, and

building new buildings for tenants to lease, building toilet
facilities and putting in picnic tables, benches and barbeque
grills.
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d) Build a wooden walkway all the way around the end of the port
land.

A marine recreation facility on the port property would make
the best use of the land by utilizing its most important asset;
the areas scenic beauty and the possibilities for water
recreation on the bay.

The planner for the City of Waldport is also planning to
improve the city land that is adjacent to the port property.
Cooperation between the port and the city on rejuvunating this
area would be most beneficial. Acting in concert, the port and
the city can upgrade the area and promote businesses to locate
there.

2) Marina and Recreational Vehicle Park
There is very limited access to the Alsea River as it passes

through Siuslaw National Forest on its way to Waldport. In
addition, fishing constitutes the largest single source of
visitation to the area, so it makes sense to develop the water
access facilities. People visiting the area means dollars spent
in the area.

The Port could condemn the property on the east side of Lint
Slough presently occupied by McKinley Marina, purchase it, and
lease the marina to a private lessee and eventually put in an RV
park next to it also run by a private lessee.

The demand for marina and RV services conveniently located
next to Highway 101 will probably increase due to the projected
increase in population in the area, therefore the port should
become involved in this source of revenue.

3) Aquaculture
Successful aquaculture for profit or for the enhancement of

recreational fisheries depends on several conditions being met:
The technology must exist, environmental conditions must be
favorable, the government and the public must support it, and the
best possible alternative to the proposed site and the invest-
ment of resources must be identified. The Alsea estuarine
aquaculture potential will be addressed using these criteria.

Obtaining permits for estuarine aquaculture may involve the
following agencies: Oregon Health Division, Division of State
Lands, County planners, Oregon Department of Fisheries and
Wildlife, LCDC, and the U.S. Army Corps of Engineers.

The Health Division prohibits the culture or harvest of fish
or shellfish within 2000 feet of a sewage outfall or marina
regardless of the water purity. If the tideland is certified by
the Health Division, a plat grant may be given to the culturist
by the Oregon Department of Fish and Wildlife to allow him to
culture there. But, this grant also stipulates that recreational
oyster gatherers shall be permitted to use the tideland for any
customary and traditional purpose, therefore not allowing the
culturist the right to keep people from harvesting from the
cultured areas.
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Mollusk Culture
In the past, oysters were grown under the McKinley Marina

dock, on tideland south of Shepards Point, and in the Lint Slough
area. No major stocks are now present, and historically oysters
were never a major constituent of the estuary animal life. This
is a natural indicator of their unsuitability for culture in
Alsea Bay.

Spring and fall run off are a problems for oyster culturing
for several reasons. Annually, an average of 226,000 metric tons
of silt are flushed through the Alsea system. Excessive
siltation can bury and suffocate oysters. The seasonal freshing
drives the salinity of the estuary well below levels commonly
considered tolerable by oysters. The Pacific Oyster
(Crassostiria gigas), a species tolerant of low salinity, is
killed or permenantly impaired if exposed to salinity below 11
parts per thousand for an extended length of time. This level is
commonly reached in Alsea Bay during the fall and spring.

Mud shrimp are also incompatible with oyster culture since
shrimp can bury oysters as they clean the silt from their
burrows. Recently, this has become a serious problem in
Tillamook Bay.

For these reasons, bottom cultured oysters are not feasable
in Alsea Bay.

An alternative to on-bottom mollusk culture is off-bottom
culture. By keeping shellfish off the bottom, the problem of
siltation is lessened. Racks, rafts, or trays used in off-bottom
culture are located in subtidal areas where the salinity is
higher and less erratic than the intertidal regions. The private
ownership of off-bottom culture structures gives the grower
exclusive rights to his culture site which is not possible with
on-bottom culture. However, racks or rafts may be navigational
hazards.

Soft shell clams (Mya arenaria) are abundant in Alsea Bay,
and a commercial harvest is possible. Soft shell clams are
usually harvested using a mechanical dredge. This method has
recieved strong criticism for its adverse environmental imacts,
and may be usable only in large areas of soft shell clams. As a
culture species for Alsea Bay, the soft shell clam would
undoubtedly thrive. Obtaining exclusive access to a native
species in a private bottom culture area would be impossible.
But, an off-bottom tray system in which juvenile "seed* clams are
grown to maturity would give the culturist exclusive rights, and
is certainly a possibility that should be investigated.

Little neck clams (Venerupis spp.) are commonly reared in
hatcheries, and the "seeding" of estuaries with hatchery reared
clams has been done to enhance the recreational clam fishery.
Commercial little neck clam culture using subtidal trays may be
applicable, but high, constant salinities are required by this
clam.
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Manilla clams (Venerupis japonica) were planted in Tilamook
Bay. Juveniles, about 12mm in length, did not survive well.
However those planted at about 50mm long, did survive in
acceptable numbers. Improving the lower Alsea Bay clam stocks
for recreational clammers is a viable aquacultural possibility.
But the high cost of growing these clams to 50mm, high mortality
of juvenile seed stock due to predation, and movement of unstable
intertidal sediment could make any enhancement efforts costly.

Out-of-bay culture is the culture of organisms on dry land
using bay water pumped through raceways or rearing ponds. If
saline water was pumped from deeper areas of the bay, an out-bay
culture operation could be assured of steady water quality and
thereby greater financial security. Clams and oysters are reared
in this way. This technology is relatively new, but the
methodology and profitability are improving. But, it costs money
to pump the water out of the bay, thereby making this method more
costly than the same operation would be in Puget Sound where
aquacultural conditions are perfect.

Fish Culture
The salmonid fishes of the Alsea drainage are a major

economic resource. In 1983, 776,915 coho, 55,982 cutthroat,
248,577 fall chinook, and 146,161 winter steelhead were released
in the Alsea River by the Oregon Department of Fish and Wildlife.
Other groups involved in salmonid stock or habitat improvement
are the U.S. Forest Service, Bureau of Land Management, and
S.T.E.P., the volunteer Salmon and Trout Enhancement Program
coordinated by the Oregon Department of Fish and Wildlife.

S.T.E.P. volunteer groups include the Alsea chapter of the
Northwest Steelheaders Association, the Isaac Walton League of
Corvallis, students from the Waldport school system, Hatfield
Marine Science Center, and others. Projects include riparian
habitat and waterway improvement and egg hatching box
construction. Biologist Steve Mamoyac estimates that a yearly
average of 100,000 -fry will be released between 1983 and 1985,
and notes that S.T.E.P. is well developed in Alsea tributaries,
where coho, winter steelhead, cutthroat, and trout enhancement
are the main objectives. Drift, Goffer, Canal, Grass, Barkley,
Risley, and other creeks are presently being improved.

Chum salmon (Oncorhynchus keta) are relatively uncommon to
Oregon rivers, but several steady runs do exist. Canal creek
supports such a run. Chum salmon culturing and ranching is very
successful in Japan, U.S.S.R. and Alaska. Chum salmon rarely
bite a hook, so recreational benefit to the Alsea area would be
minimal. The private ranching of salmon is legal in Oregon.

By impounding saline or fresh water behind tide gates or
dams, the number of possible applications of aquaculture is
greatly expanded. Ekman Slough is an example of this process.
Trout, striped bass, coho, oysters, clams, and mussels would be
culturable. In essence, this is out-of -bay culture. The
environmental impact on tidelands and salt marshes would have to
be addressed, as would the recreational and commercial benefits.
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But, due to the fact that Alsea Bay is a conservation estuary, it
is doubtful that this impounding method could be used.

Recreational Shellfish Culture
Alsea Bay is a good producer of baitshrimp. Recreational

baitshrimp catching could be encouraged by the port. Also, the
selling of recreational access for the "fun" of digging, raking
or picking shellfish could be encouraged. The seeding of Alsea
Bay for recreational shellfish could be a viable enhancement
project.

Aquaculture Summary
Major investments of time, energy, and capital may be

required to clear permits through the state, local, and federal
agencies. Prospective Alsea Bay aquaculturists should therefore
be serious in their ambitions, and be willing to take the
necessary steps to complete the permitting process before any
aquaculture is begun.

Since business requires a large investment, the
environmental conditions of the aquacultural enterprise must be
secure. Alsea Bay does not have a very secure environment for
aquaculture, so few aquacultural opportunities exist. Soft shell
clam off-bottom culture should work since this species is a
natural, thriving species, so conditions must be good for their
growth. There are many estuaries such as Puget Sound where
aquacultural conditions are perfect. Therefore, local market
demand must be strong enough to counter the less than perfect
conditions for aquaculture in Alsea Bay. A market study would be
the next step any aquaculturist should take when considering
aquaculture in Alsea Bay.

Conclusions for Economic Development
The greatest opportunity is to work with the city and

develop "old town". The Ports of Siuslaw and Florence have
cooperated and have some good results on their "old town"
development. From this, other related businesses may grow.
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APPENDIX I

HISTORY CF T7:4' WALDPORT-ALSEA AREA

EIip Tyee (liefore the White Man)

The history of the Waldoort area begins 	 the first human settlers.

The Indians of the Waldport- ,Yachats area were of the Alsi-Yahute tribes.

Alsi means peace, and by all known accounts these Indian tribes were peace-

The tribes lived in a land of many bounties with no reason to battle

for necessities. 'Prior to 1846, Indians by the thousands must have lived

along the Pacific shores. This is evident by the remains of huge and nume-

rous shell mounds or t kjakkenmoddings, Indian kitchens--where ;teat feasts

or potlaches oiled up the collection of shellfish debris'(' rage 3 0).

The Indian men occupied their time fishing for salmon, smelt, flouder,

crabs, clams and other marine foods. Eels were an Indian delcacy taken on

Taff hooks or in eeloots. The red man believed the eel flesh sooiled if

*io ,: ,717-71e. to deatki	 plF.ced the oreat .are's head	 you	 an .:1

T-roke its neck. -_un`in y spear or bow and arrow for deer, elk and Dear

must have taken great cunning and ski7.1.

Each year the Indians burned off brush .from the hillsides to make more

ideal hunting . This accounts for the open grassy hillocks we note in many

of the early photos. The practice was somewhat resumed by the e rJ7 borne-.

steaders to supply more pasture for cattle and sheep.

"The Alsea river area has been recorded as havin g 17 villages. 'he

natives congregated along the rivers which supplied them with foor. Tn 17r:fl

plac ed 350 Tndians to every 100 square [!Iiies'

the white man came trejedy. 17of only were the Indian's hunting

grounds stolen, he was herded onto reservations where multitudes of his 	 nd
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perished from the white man's diseases.

The late Nona Stroke, iasea Indian, wrote the following article in the

October,10, 1960, issue of the Lincoln County Times.	 for one, =ew uP

here among these things. The ancient sand spit upon ,-Thich the town 04'

Jaldbort stands wasn't much of anythin g else but. an 632 Indian burial

ground. Their graves were everywhere. If those recentl y found were covered

with earth then nature did the covering. The coast Indians did not cover

their dead with earth. If placed in a casket it was buried with the open

- top level with the ground and a sort of chicken coop roof of hand split

shakes put over it. It was never tightly closed---. The Spirit had to get

out in a certain length of time. As a small child I can distinctly remember

.	 .
th	 lthe Indian skulls and bones that we saw most everywhere we went n wnat is

now Wald port ."

It was on August 11, 1855, that an unratified treaty created the Coast

Range Reservation, extending from Cape Lookout to about ten miles south of

the 3 i liSlaW River,

reservation areas, the north section or Illetz and the southern, g?le

Alsea-Sub Agency. The establishment of the Alsea-Tub Agency	 no-rth of•

what is now lachats is of local imoo-^tance since it is the first white man

settlement in the area. Because the Alsea Indiana were easily manaLted, they

may have missed the advantage of obtaining attention and help. The govern-

ment did not reward Indians for being peaceable.

On March 5, 1875, the U.S. Senate passed a bill to remove the Sub

Agency. All Indians could have homesteaded the land, and a few did, but some

remained at Yachats, staying as long as they could support themselves.

Waldport, Lincoln County, Oregon

71, n — 1 o Pr)community is said to have received its name in the early 	 s at

the suggestion of P.V. Wustrow, then postmaster at Alsea. "7:Iald port" is a

an al-ea 90 mil es long. by 20 miles wide. There .were twO
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combination of the German word "wald" meaning forest, and the English word

"tort", referring to Alsea Bay. The name is descriptive, for the bay is

closely surrounded by hills, once wooded (3 page 764). Waldport was founded

by David Ruble, already in business in Alsea, and he is said to have asked

Colonel Wilstrow to suggest a name for the new community.

Water - Life Blood of the Community

Had it not been for the Alsea River, the Waldport-Yachats areas ti could

have been bypassed a little longer in settlement. The river served as

nature's avenue of entrance and common carrier to this far-west outpost.

As early as 1870 people began to drift downstream, nosing into .their ideas

of greener pastures. Prior to 1880 all the lumber for Waid,ort buildings

had been floated downriver from the mi l l on	 reek near the town of

Alsea. Rafts built of one inch lumber, mostly 10' x 2L', hauled freight,

then were wold in Waldport for $5. When the rafts reached Waldtort they

were used to build houses, etc.

The 40 plus mile trip down the Alsea was done during 	 I- water, gene-

rally in T:rirter or s: ring.	 trio claimed many 1_ es

dangerous, as exem plified by this account of river frei iters Jodnne "?.c77er

and bill Ste pro•. 'They lost their raft - but managed to hold onto a rock

All night. lex day they were rescued. Johnnie was bald-headed and bill

had big feet, so the rock was dubbed 'baldie's defeat" 2ta ge 64). In 1889

army engineers blasted out many of the dangerous rocks.

Shipping

Tith the upsurge in population men began to look to the sea and bigger

boats to bring in supplies. A government survey vessel "Albatross" had the

distinction of being the first seagoing vessel to cross the bar. In 1872 the

schooner "Lizzie was built at Tidewater and in :::avember she crossed the bar

at 17; feet with the first cargo to leave Alsea bay, a load of '.;Wild cherry
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wood for San Francisco. This proved that a boat of ordinary draft could -

navigate the entrance. A second vessel the "Alice,built at Tidewater,

hauled lumber from the coastal ports. Through the rest of the century and

early decades of the 1900's many sailin g vessels crossed the Alsea Bay,

loading and unloading a variety of products from the small but growing com-

munity. Tidewater was the site of a robust shipbuilding business run by

Titus, Lee and Huntsucker.

Fishing and Canneries

only did the Alsea River provide media for transportation but also

it was the life line of an early prosperous industry, salmon canning.

Although short lived and soon out of business from a flooded market and

depleted resources, it WAS a thriving, colorful decade for ' .jald port in the

1880's.

When the pioneers first came to the area the natural fish resources

abounded, but with no thought of conservation for the future, they quickly

depleted the stocks. In 1963 the Oregon Game Commission began an ex7qeriment

on Lint Slough to rear Coho and other salmon in a unique environfaent. 'Darns

were built to control fresh and salt water mixin g in the rearing ponds, per-

mitting ideal conditions for rearing salmon. The facility looked very pro-

mising until an outbreak of a virus infection finally closed the hatchery.

Today there are two hatcheries on the Alsea, a steelhead hatchery on the

North Fork and a salmon hatchery on Fall Creek.

Until the 1920's no-one had thought of digging razor clams for any com-

mercial use. All too soon the beds were overharvested and sold for crab

bait.

Sam Dolan of Corvallis built a home across the bay from 71laidport and

experimented with oysters on the tidal flats by his place. This first

attempt at raising oysters succeeded for a while until many were coached by
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locals. His home stood as a landmark until it burned in 1960.

In the 1930's Bill Hunter operated a small crab canning operation on

the dock. This burned in 1939 and was Waldport's last canning operation.

Logging and Sawmills

In 1880 the community of Taldport embarked upon an industry that lasted

for over sixty years. Logging still continues, but saw filling operations

are located mainly in Toledo, Alsea and the Willamette Valley.

The Port of Alsea

The Port of Alsea, providing. launching and docking facilities for the

public, can be credited with much of Waldport's progress. The move to create

a port district came in 1909, after the Oregon legislature passed a bill set-

tinF up port districts. At first it was rumored that the whole colanty would

become one large port district. Bill Keady lobbied for the bill. "In 1910

J.H. Glines and William F. Heady sent a petition to the county court at Toledo

to call a special election to form the Alsea Port Commission, comprising the

Alsea, _,-aver Creek, Five Rivers and : o de ester areas. On December 23 , 1910,

- 0u.une Port of il_Lsea voted a one _.i_.ill_a tax and, w	 ient ntobusinesst cage

In 1900 ';raldnort's nort population was 587; in 1920, 931; in 1930, 134

and in 1940, 1 912. The city. of 7:Ia-iddort counted 131 in 1920, 367 in

630 in 1940, 609 in 195)0 and 790 in 1970. The ?or-. of Ylsea's valuation,

listed in 1917 as '1,148, 1 , was in 1970 nearly 6 million (2 dage 140).

In 1912 the commissioners were TJ.77 . Heady and J.C. Ludeman, and in 1.914

they were ..j.H. Early and C.R. Everson. JVith the aid of bonding, the port

had many activities to oversee. Docks and buildings edged the south bank

landng areas and in 1915 the tramway and ferry slips for the nor , side od

the bay were constructed. Financing for all the building was orov ided b7

tonnage and usage fees from the trading schooners that carried canned
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salmon and lumber out and brought supplies into Waldport. The last vessels

to use these port facilities were the "Golden West" in 1926, the "Zebra' in

1928 and the "Point Reyes" in 1929. Boats in coastal commerce paid tonnage

fees, and Standard Oil Company leased dock storage as did, Atwood and Austin.

Ferry operators paid for docking privileges. In December, 1924 Lee -Iyel-ley

was granted a ten year permit to use port ferry slips for 15 cents for each

car ferried. That same year the commission voted $20,000 in bonds to improve

the dock facilities.

In 1934 the commission deeded the land to the state for the bridge

approaches. May 8, 9 and 10 of 1936 have been the most celebrated in

Waldport's history. Governor Martin of Oregon gave the dedicatory address

and officially cut the ribbon to the third largest of the coastal bridges.

'Ath the improving of the transportation system along the coast in the 30's

and 40's the tourist industry started to grow, and it has continued to grow

until the present day.

Conclusion

Waldnort and the Alsea area has seen a wide variety of businesses in

its short history. .Cn March 8, 1911, 	 ldport incornorated with 150 peo

and a dozen businesses. Since, in its near century of existence, the ci r

has seen businesses come and 7o with changing times. In its modernity the

area actually has fewer resources than in the first quarter of the century.

Through those first years business diversity included salmon and crab can-

ning, logging, sawmilling. , boat building, farming and shipping.
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Appendix 3

Obtaining permits
	 75C

for waterway development

Pile-supported waterfront development under construction... usually a preferred alternative
to fill....
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Who regulates waterway development 	  2
Federal Section 10/404 	  2
Oregon removal/fill permit 	  4
Local government permits 	  5
Other permits 	  5

Regulatory delay 	  5

Before you apply 	  5
Develop a preliminary project

proposal 	  5
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Chart: Relationship between local,
state, and Federal pemit processes
in waterway development
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Oregon's waterways—the rivers, estuaries,
fakes, and associated wetlands—are ex-
tremely valuable natural and economic
resources. They harbor abundant fish,
shellfish, and microscopic plants and
animals. Waterways are also important for
boating, fishing, swimming, and other
recreation. Navigable rivers are essential
highways of commerce, and industry uses
the waterfront for transportation access and
water supply.
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Figure 1.—Ownership of navigable and tidal waters (normally, nonnavigable waters are
privately owned).

As we come down and build at the water's
edge, however, conflicts arise. Dredging,
filling, bulkheading, bridging, piledriving,
and waste disposal are necessary to make
economic use of waterways; but these
activities usually have adverse impacts on
natural aquatic resources.

Navigability is sometimes threatened by
ill-placed development; ownership may be
an issue.

Protecting navigability, natural resourc-
es, and the public interest spells regulat ion—
and regulation means paperwork, studies,
time, and money.

This publication briefly explains how
these regulations work, how to apply for
permits for waterway development, and
how the public decisionmaking process
works. It does not cover all the necessary
permits for installing dams or hydroelectric
facilities.

Ownership of waterways
The State of Oregon owns most land

beneath tidal and commercially navigable
waters, up to mean or ordinary high water
(figure 1 and glossary). When Oregon was
admitted to the Union in 1859, it received
title to these submerged and submersible
lands from the Federal Government. The
basis for this provision rested in English
common law, which formed the foundation
for much of our legal system.

The State of Oregon, through the State
Land Board, has in the past sold and leased
these lands—and can still do so. But it may
not relinquish responsibility to protect
certain public rights. Collectively termed
"the public trust doctrine," these public
waterway rights are to navigate on and over
the water, to harvest fish and shellfish, and
to use the water as a highway of commerce.

Protection of these rights is now a
fundamental principle used by the State of
Oregon in leasing and regulating uses of
state waterways. Even the many areas of
land under waterways that were sold to
private parties nearly a century ago are still
subject to the public trust doctrine. Only
permanent filling of waterways cancels these
public rights.

The private rights associated with owner-
ship of waterways are thus significantly less
than those for uplands. Oregon has a strong
history of protecting this public trust of
navigation, fishing, and commerce. Indeed,
through the state removal/fill law, the
public trust concept has effectively been
extended to all waters of the state, public and
private, including wetlands.

Who regulates waterway
development?

A number of public agencies at Federal,
state, and local levels are involved in
regulating development activities and uses
of both public and private waters. A project
may require many different permits; but
only a few involve multiagency scrutiny,
wide public review, and discretionary
decisionmaking. These few permits—Federal
Section 10/404, state removal/fill, and local
land-use requirements—are discussed here -
in detail.

Federal Section 10/404 permit
Section 10 of the Rivers and Harbors Act

of 1899 gave authority to the U.S. Army
Corps of Engineers to regulate obstructions
to navigable waters. "Navigable waters"
under Section 10 include those subject to the
ebb and flow of the tide and those used for
interstate commerce in the past, in the
present, or (potentially) in the future.
Dredging and disposal, filling, placement of
in-water structures, and bank stabilization
are regulated in navigable waters up to mean
or ordinary high water (MHW or OHW) line
(figure 2). The corps jointly administers this
permit program with Section 404.

Section 404 of the Clean Water Act
(CWA) regulates disposal of dredged or fill
material in "waters of the United States"—a
much broader term than the "navigable
waters" of Section 10 jurisdiction. Section
404 covers traditionally navigable waters,

tributary streams, and wetlands (figure 2).
Section 404 wetlands are those areas with
sufficient water to support vegetation
adapted to life in saturated soils; these
include forested and shrub swamps, bogs,
marshes, and similar areas (see glossary).

In nonvegetated, tidally influenced areas,
such as rocky shoreline, Section 404 covers
up to the high tide line. Normal farming,
forestry, and ranching activities, structure
maintenance, and other actions with
minimal adverse effects may be exempted
from Section 404 permits under the 1977
CWA amendments.

Other minor activities that may not
require an individual permit include fills
placed as minor stream crossings, utility line
crossings, or minor bank protection; or in
streams with average annual flows of less
than 5 cubic feet per second and isolated
lakes. They may be covered by a nationwide
permit, if certain standard conditions are
met. While the Corps of Engineers adminis-
ters this program jointly with Section 10, the
Environmental Protection Agency reviews
and must approve or disapprove each
permit.

A number of other Federal laws are
involved with every decision on Section 10
and/or Section 404 permits. Two of the most
important are the National Environmental
Policy Act (NEPA) and the Fish and
Wildlife Coordination Act (FWCA).

The National Environmental Policy Act of
1969 requires that all Federal actions,
including the decision to grant or deny a

2
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aThese permits are also required for nonnavigable waters.

bFederal 404 jurisdiction may extend beyond that of the state to include forested and shrub-covered
tidal and nontidal wetlands.

`Areas between mean low and mean high water (submersible lands) are state leased only if state owned.

Figure 2.—Jurisdiction areas for permits, leases, and mitigation.
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Development in sensitive habitats is usually prohibited....

permit, be evaluated to determine whether
they are "major actions" that "will
significantly affect the quality of the human
environment." If so, a Federal environmen-
tal impact statement (EIS) must be prepared
to describe the impacts, evaluate alterna-
tives, and consider long term versus short
term gains and losses.

The thorough project planning and
environmental evaluation fostered by NEPA
is designed to ensure thoughtful, sound
development decisions. While most permit
actions do not require a full EIS, the Corps
of Engineers prepares preliminary and final
environmental assessments as part of its
internal decisionmaking. Information gath-
ering and synthesis for an EIS, when
required, may involve a long lead time for a
development project.

The Fish and Wildlife Coordination Act
requires that the Corps of Engineers seek
advice from the U.S. Fish and Wildlife
Service (USFWS) and the Oregon Depart-
ment of Fish and Wildlife (ODFW) about
possible adverse impacts to aquatic life from
waterway development.

The National Marine Fisheries Service
(NMFS) is also involved in this permit
review, to ensure that fish and wildlife are
considered equally with other factors when
determining the suitablility of waterway
projects.

The USFWS also makes broad-ranging
recommendations on mitigation needed to
compensate for unavoidable adverse im-

pacts. While recommendations of these
agencies have a good deal of influence on
permit decisions, the Corps of Engineers
makes the final decision.

A third important Federal law, the
Coastal Zone Management Act (CZMA) of
1972, affects permit decisions in Oregon's
coastal zone, generally the area west of the
crest of the Coast Range. Section 307 of the
CZMA requires that corps decisions on
Section 10/404 permits be consistent with
Oregon's federally approved coastal man-
agement program. The permit applicant is
responsible for making this "consistency"
determination.

The Department of Land Conservation
and Development (DLCD) then reviews
this consistency determination in consulta-
tion with affected local governments, the
Division of State Lands (DSL), the Depart-
ment of Fish and Wildlife, and other state
agencies.

The corps will not issue a Federal permit if
the local or state permit for the activity is
denied. Issuance of a local or state permit
does not oblige the corps to issue the Federal
permit, although the corps rarely disagrees
with state or local decisions to issue a permit.

Oregon removal/fill permit
Administered by the Division of State

Lands, the state removal/fill law (ORS
541.605-541.695) requires a permit for
removal from a waterway of 50 cubic yards
or more of material from one location in any

calendar year, or the filling of a waterway
with 50 cubic yards or more of material at
any one location at any time. Riprap for
bank protection also requires a DSL permit.

This law applies to "waters of the state,"
which includes navigable and nonnavigable
rivers, bays, estuaries, permanent and
certain intermittent streams, and salt- and
freshwater wetlands. Wetland jurisdiction is
limited to those areas below the line of
significant woody vegetation, such as trees
(OAR 141-85-105).

The Division of State Lands has a joint
permit application with the Corps of
Engineers, since most development activities
require both a state and a Federal permit.
The exception is that the state does not
require permits for in-water structures, such
as piers or piling. Similarly, in Section 404
waters, the Federal Government does not
require permits for dredging or other
removal.

In the decision on a state permit, the
director of the Division of State Lands
considers recommendations from the De-
partment of Fish and Wildlife, the Depart-
ment of Land Conservation and Develop-
ment, and other state agencies and local
governments. All projects must be consis-
tent with protection of the public trust.
Removal permits are granted unless "incon-
sistent with the protection, conservation and
best use of the water resources of the state."

A fill permit is issued if a project would
not "unreasonably interfere with the
paramount policy of this state to preserve
the use of its waters for navigation, fishing
and public recreation." Several factors go
into this fill permit decision, including:

I. the public need and benefit of the project,

2. the public economic cost if the fill is not
permitted,

3. available alternatives to the project,

4. alternative sites for the fill,

5. whether the project conforms to sound
policies of conservation or would
interfere with public health or safety,

6. compatibility with existing uses,

7. consistency with the local land-use plan
and zoning, and

8. whether the fill is for streambank
protection.

DSL issues riprap permits if natural
resource damage is negligible, if other means
of stabilization are not suitable, and if no
new land area is created. DSL must also
ensure that each removal, fill, or riprap
permit complies with statewide planning
goals adopted by LCDC. In the coastal zone,
specific standards are included in the
estuarine resources (No. 16) and coastal
shorelands (No. 17) goals.
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Riprap is a common streambank erosion-control method, but it may adversely affect both
aquatic and riparian habitats.

For alterations to estuarine intertidal or
tidal marsh areas (figure 2), a 1979
removal/fill law amendment requires, with
few exceptions, that you mitigate the adverse
impacts of a project through creating,
restoring, and enhancing another estuarine
area. Economic gain or loss is a factor in the
DSL's mitigation decision.

Earlier, we noted that the state owns most
submerged and submersible lands under
navigable and tidal waters. In addition to a
removal/fill permit, therefore, a state lease
may also be required before construction or
use. You would obtain this from the DSL,
but not until after you have received a state
permit.

Local government permits
Local requirements for waterway develop-

ment vary greatly. Larger counties and cities
often have formal review procedures for the
state and Federal permit notices they receive.
Smaller ones may not. Often, a separate
local permit is required for the use (for
example, gravel operation) associated with
state or federally licensed activity (dredging
or removal).

In the coastal zone (see glossary), most
local governments have instituted either a
counterpart to the state and Federal permits
or a procedure for a substantial review of
these same permits against local develop-
ment standards. Their standards are similar

in many respects to those of state and
Federal agencies, but they may be more
site-specific.

The local permit/review forms a partial
basis for subsequent state and Federal
permit consistency decisions. The DSL or the
corps will not issue a permit for an activity
not permitted locally. On the other hand,
local approval does not mean automatic
issuance of state or Federal permits.

Other permits
All development projects will require

additional permits, most of which are
relatively routine. The Oregon Department
of Economic Development offers applicants
a "one-stop" permit system to determine all
state permits needed for a project. Some
examples include point and nonpoint source
pollutant-discharge permits, fire marshal
review, building plans review, underwater
blasting, etc. You may also need additional
Federal and local permits.

Regulatory delay
"The great length of time necessary to

obtain the multiple government permits and
approvals" is the most common criticism of
the waterway regulatory scheme. "The
negative attitude of resource agency person-
nel" is probably the next greatest criticism.

Delays can be disastrous, particularly to
the private sector. Delay may change market
conditions for a commercial project, cause
available financing to dry up, greatly
increase the carrying costs associated with
the project, and cause great frustration.

However, your positive action as project
applicant, both before and after you apply
for permits, can reduce these delays and
result in cooperative working relationships
with resource agencies. Positive action
means spending time and effort to determine
necessary permits, approvals and environ-
mental standards; learning and responding
to agency concerns; and planning and
designing your project accordingly. The
result will be long term time and cost
savings.

Before you apply
Effort spent in planning your project

before you apply for permits will save many
days and much frustration afterwards. Here
are some important planning steps before
you apply. Following them will help you
gather necessary information, determine
project feasibility, and minimize unneces-
sary delays.

Develop a preliminary project proposal
Pinpoint the location of the proposed

project on the map. What is the water
depth—will the project be above or below
the ordinary (or mean) high water mark? Is

Preliminary project design must consider a
variety of information....
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Local government's letter to DSL: recommendation on
project consistency 3 with local comprehensive plan and
findings of fact (copy to LCDC and corps).

State of Oregon:
Division of State

Lands (DSL)

'U.S. Army Corps of Engineers and Oregon Division of State Lands have a
joint permit application.

'Local government procedures vary. Some require a separate permit;
others may wait to receive the corps or DSL public notice, which they then
process in a similar manner.

3Local denial or finding of inconsistency with local plan signals automatic
state and Federal denial.

°DSL waits for the Corps of Engineers notice and routes jointly. If no corps
permit is required, DSL circulates permit application for review and comment.

'DSL and the Corps of Engineers may hold a joint public hearing.

'DSL determines whether the proposed project is consistent with the LCDC
statewide planning goals or acknowledged comprehensive plan. For projects in
the coastal zone, DSL forwards all information received for a review of the
applicant's Federal consistency determination.

'State denial signals automatic Federal denial.
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the area a wetland, marsh, sand or mud flat,
beach, or forested area? Is it a riverbank,
gravel bar, or slough? What is the river mile?

Ownership is not always a clear-cut issue.
Find out who owns the waterway site and, if
land access is required, the adjacent upland.
Is the area in public ownership (tidal waters,
navigable) or private ownership (nonnaviga-
ble waters or held under a state deed)? Make
sure that the deed is valid—check with
Division of State Lands. If the area's
state-owned, get a copy of DSL's leasing
rules (OAR 82-005 to 82-035). You will need
a lease after you get your permits.

Finally, using a large-scale map of your
site, rough in your development plans.
Include areas to be dredged, filled, or
excavated, including the amount of material

PROPOSED MOORAGE MODIFICATIONS
AT MILE 1.5
IN YAGUINA BAY
COUNTY OF LINCOLN
STATE OF OREGON
APPLICATION BY
THE PORT OF NEWPORT
24 MARCH 1982	 SH 1 OF 2

and areas to be riprapped or bulkheaded.
Show jetties, groins, piers, wharves, ramps,
floats, underwater pipelines, buildings, or
other structures. Provide approximate
dimensions. The Corps of Engineers has
sample drawings to guide you (figure 3).

Write a brief description of the proposal.
Include possible alternatives and a draft
proposal to mitigate adverse environmental
effects, if you think one may be required.
This preliminary information will be useful
in your initial contacts with local, state, and
Federal agencies that have jurisdiction over
your project.

Visit local, state, and Federal
permitting agencies

Visit the local county or city planning and
building department. Take enough informa-
tion with you about your proposed project
to allow the planners to determine what
comprehensive plan policies, zoning require-
ments, and development standards are
applicable. Have copies of their require-
ments made. Get application forms, if
necessary, and assistance in filling them out,
collecting required information, etc. If there
are local roadblocks, find out whether and
how they might be removed.

Call or visit the Division of State Lands
permit coordinator in Salem. Find out what
type of permit you will need (removal, fill,
riprap) and what standards DSL will use to
judge your project. For estuary projects, will
mitigation be required? Get application
forms (DSL and the corps have a joint
permit application form) and instructions.

Call or visit the U.S. Army Corps of
Engineers district regulatory functions
branch office. Find out whether you need a
Section 10 and/or Section 404 permit. Get
application forms (unless you have already
obtained them from DSL) and instructions.
Ask for names and addresses of other agency
reviewers and find out what standards will
be used to make a decision on your project.

From your visits to local, state, and
Federal agencies, list all permits and
approvals, how they interrelate, and the
steps required for each.

Arrange a preapplication
conference (optional)

For major projects (or for smaller projects
with apparent technical or design problems
or serious environmental constraints), you
will want to ask DSL or the corps to arrange
a conference with all affected agencies. Be
prepared—have necesssary site plans, aerial
photographs, and environmental descrip-
tions so that natural resource agencies can
express their specific concerns and offer
useful suggestions. Keep an'open mind.

Develop a detailed project proposal
If you feel confident your proposal stands

a good chance of approval, prepare a
detailed project design and assemble
required environmental and other informa-
tion for each permit or approval. You may
do the work yourself for a small project, or
you may wish to employ professional help.
Make full use of available technical
assistance from public agencies. Incorpo-
rate the recommendations of natural
resource agencies as far as possible. Develop
information that responds to policies and
standards of the public agencies. Prepare
mitigation plans if necessary.

Figure 3.—Sample drawing of a proposed waterway development site.
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Major projects, such as this large marina, can require several years for planning, environ-
mental assessment, and construction....

Because they dramatically change shoreline configuration and habitat, proposals to fill
waterways must meet strict standards....

Your formal application
Whether to submit local or state-Federal

applications first will depend on your
particular situation. If your project appears
to be consistent with local plans and
ordinances, you might submit the local and
joint state-Federal applications at the same
time. If at the local level you are faced with
plan or zone changes, or conditional use
proceedings, you may wish to clear those
hurdles before applying for state or Federal
permits. Almost every case is unique. Follow
the collective advice of the agency people
with whom you are working, or your
professional advisor.

How your permit is processed
Federal Section 10/404 process

The Corps of Engineers publishes a public
notice of your proposed project within 15
days of receiving your completed joint
state-Federal application. During that
period, it prepares a preliminary environ-
mental assessment (PEA) to determine
whether or not an environmental impact
statement (EIS) is needed.

The corps distributes the public notice to
the Oregon Division of State Lands (which
serves as the clearinghouse for state agencies
and local governments), interested parties,
and to Federal agencies, post offices, and
newspapers. Normally, comments must be
received within 30 days. Particularly
important are comments from the following
agencies:

U.S. Fish and Wildlife Service may
recommend modification or denial of
permit. Disagreements may be resolved
at higher levels in the Department of the
Army.

Coastal Management Program (Depart-
ment of Land Conservation and Devel-
opment).

The process leading up to the corps
decision on whether to issue a permit is
called the public interest review. Originally,
the impacts on navigation were the only
considerations. But beginning in 1968, the
corps expanded its review to include
additional factors that reflect the national
concern for both protection and use of
important resources.

All the public interest factors relevant to a
proposal must be considered, including
conservation, economics, esthetics, general
environmental concerns, wetlands, cultural
values, fish and wildlife values, flood
hazards, flood plain values, land use,
navigation, shore erosion and accretion,
recreation, water supply and conservation,
water quality, energy needs, safety, food
and fiber production, mineral needs,and, in
general, the needs and welfare of the people.

Comments from agencies and individuals
help the corps in its public interest review. It
holds public hearings if necessary. It then
makes a final determination of need for an
EIS and files a final environmental assess-
ment (FEA). If there are conflicts, the corps
makes every effort to resolve them,
incorporating agency recommendations as
much as possible.

Conflicts that cannot be resolved at the
corps district level are forwarded to a higher

National Marine Fisheries Service has
responsibility for managing anadromous
fisheries and other marine commercial
fisheries. NMFS' comments relate to
preserving critical habitat for these
species.

U.S. Environmental Protection Agency has
veto authority on Section 404 permits.
Water quality is its chief concern.	 -

Governor of Oregon has responsibility for
compliance with removal/fill law (Divi-
sion of State Lands), fish and wildlife
habitat (Department of Fish and Wild-
life), and consistency with the Oregon
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level within the corps for a decision. Finally,
the corps determines whether or not the
public interest will be served by issuing the
permit, develops findings of fact, and issues
or denies the permit.

State removal/fill permit process

On receipt of your application and fee, the
Division of State Lands (DSL) determines
whether it has jurisdiction. If a corps permit
is also required, DSL will wait until the
corps' public notice is received, attaches a
waterway project review sheet and routes it.
Your state permit application is routed
independently if no corps permit is required.
Comments are due in 20 days if there is also a
corps permit, or 45 days if not. The
shortened time allows the state to respond to
the 30-day corps comment period. However,
if a local permit is required, your state
permit is not issued until the local permit has
been obtained. In these cases, the 30-day
corps timetable often cannot be met.

DSL may decide a public hearing is
warranted. After all necessary information
and comments are gathered, DSL evaluates
your application. Particularly important are
comments and findings of local government
on land-use concerns and of the local soil
and water conservation district. The DSL
also consults with the Oregon Department of
Fish and Wildlife, about their concerns and
recommendations, and with the Oregon
Department of Environmental Quality,
about potential water pollution problems.
After attempting to resolve conflicts, the
DSL director decides whether your permit
should be issued (with or without condi-
tions) or denied. The governor of Oregon
conveys this information and decision by
letter to the Corps of Engineers.

The applicant or an aggrieved party may
appeal permit decisions. A contested-case
hearing is held. A final appeal is possible to
the Oregon Court of Appeals. The permit
process can take anywhere from 45 days to a
year or more, depending on the degree of
environmental conflict and public opposition.

Local permit processes
As noted earlier, local involvement in

waterway regulation varies greatly. It may
consist of as little as a local planning staff
administrative review of the public notice on
your state-Federal application, to as much as
a quasi-judicial conditional-use process,
zone change, or plan amendment by the
local planning commission. Separate per-
mits for land use and waterway activities
may also be required.

Local governments forward their findings
of fact and other comments to the DSL
concerning the consistency of your project
with their local comprehensive plan. Disap-

proval or a finding of "not consistent" at
the local level will signal automatic disap-
proval at the DSL and the corps.

Local policies and standards are often the
most complex and difficult to satisfy, even
when local officials look favorably on the
project. Coastal zone areas and specially
managed waterways, such as the Willamette
River, usually have the most stringent
requirements.

Summary
For the uninitiated, going through the

waterway development permit process can
be a confusing, frustrating, and time-
consuming experience. It need not be. While
there are a number of interrelated laws and
regulations and separate agencies you must
deal with, thorough planning before you
apply will reduce delay and ensure an easier
trip through the process.

Natural resource agencies—often thought
of as roadblocks—are ready and able to
assist the conscientious waterway developer.
Seeking their advice will help you design a
project that suits the environment and gets
constructed earlier.

Other sources of information:

Marina Development handbook, 1977,
prepared for the Oregon Department of
Economic Development by Montagne-
Bierly Associates, Inc.

A Guide to the Dredge and Fill Permit
Program, 1979, U.S. Environmental
Protection Agency (C-6).

U.S. Army Corps of Engineers Permit
Program—A Guide for Applicants,
1977, Pamphlet EP 1145-2-1 (step-by-
step guide; sample drawings).

The U.S. Fish and Who? 1977, describes the
role of the U.S. Fish and Wildlife Service
in waterway development.

Federal Consistency and Your Permit
Application, available from the Oregon
Department of Land Conservation and
Development, Salem.

Agency addresses
and telephone numbers
State of Oregon

Department of Environmental Quality
522 SW Fifth Ave.
P.O. Box 1760
Portland, OR 97204
(503) 229-5696 or 229-5630

Department of Fish and Wildlife
Environmental Management Section
506 SW Mill St.
P.O. Box 3503
Portland, OR 97204
(503) 229-5678

Department of Land Conservation and
Development

1175 Court St.
Salem, OR 97310
(503) 378-4926

Division of State Lands
Permit Coordinator
1445 State St.
Salem, OR 97310
(503) 378-3805

Department of Economic Development
One-Stop Permit Coordinator
155 Cottage St.
Salem, OR 97310
(503) 373-1234

Oregon State University
Extension Coastal Resources
School of Oceanography
Extension Hall 330
Corvallis, OR 97331
(503) 754-3771

U.S. Government

Environmental Protection Agency
Environmental Evaluations Branch (EEB)/

404 Review
Mail Stop 423
1200 Sixth Ave.
Seattle, WA 98101
(206) 442-1096

National Marine Fisheries Service
847 NE 19th Ave.
Portland, OR 97232
(503) 230-5400

U.S. Coast Guard
Thirteenth Coast Guard District
Aids to Navigation Branch
915 Second Ave.
Seattle, WA 98174
(206) 442-5233

U.S. Fish and Wildlife Service
Division of Ecological Services
727 NE 24th
Portland, OR 97232
(503) 231-6179

U.S. Army Corps of Engineers
Portland District
Regulatory Functions Branch
319 SW Pine St.
P.O. Box 2946
Portland, OR 97208
(503) 221-6995

10



Glossary
Alteration: Any change people make in the

existing conditions at a development site.

Bulkhead: A retaining wall or structure
extending from the bank line down to or
below the normal low water level.
Bulkheads generally create a vertical
bank line and require back fill (see fill).

Causeway: A road or path raised above the
natural level of the ground by fill to
provide passage over wet or marshy
ground (see fill).

Coastal zone (Oregon): The area lying
between the Washington border on the
north to the California border on the
south, bounded on the west by the extent
of the state's jurisdiction, and in the east
by the crest of the coastal mountain
range, with the exception of: (a) the
Umpqua River basin, where the coastal
zone extends to Scottsburg; (b) the Rogue
River basin, where the coastal zone
extends to Agness; (c) the Columbia
River basin, where the coastal zone
extends to the downstream end of Puget
Island (LCDC Coastal Goals).

Dike: A bank or mound (usually of earth)
constructed to prevent flooding, contain
dredged material, or otherwise control
the flow of water.

Dock: Any structure for the purpose of
mooring vessels, transfer of people and
materials from land to vessel, or access to
the waterway (does not include any new
land created by waterway filling).

Dolphin: A mooring structure consisting of
one or a bound cluster of posts or piles
driven into the riverbed or bank to which
floating objects could be secured. Term
sometimes applied to a mooring post on a
pier or beach.

Dredging: Removal and relocation of
materials from the bed and/or banks of a
waterway.

Estuary: An arm of the sea where freshwater
from lakes and rivers meets and mixes
with the water of the sea. Scientists define
an estuary as a semienlosed coastal body
of water that has a free connection to the
open sea and within which seawater is
measurably diluted with freshwater
derived from land drainage. An estuary
includes: estuarine water, tidelands, tidal
marshes, and submerged lands. Estuaries
extend upstream to the head of tidewater,
except for the Columbia River Estuary,
which by definition is considered to
extend to the downstream end of Puget
Island (LCDC Coastal Goals).

Fill: The placement or disposal of sand, soil,
gravel, or other material on land,
wetland, or water area, to raise the

surface level. The purpose usually is to
create dry land suitable for construction.

Flushing: The ability of water to freely and
continuously circulate through an area
and wash away or dilute pollutants.

Groin: A shore protection structure usually
built perpendicular to the shoreline (see
jetty).

High tide line: A line or mark left upon the
tide flats, beaches or along shore objects
that indicates the intersection of the land
with the water's surface at the maximum
height reached by a rising tide (see 33
CFR 323.2 [g] for complete definition).

Intertidal: Between the levels of mean lower
low water (MLLW) and mean higher high
water (MHHW). Extends to extreme low
water for purposes of mitigation in
Oregon.

Jetty (pile dike, sill, groin, spur): A river
training aid constructed of earth, wood,
or stone, designed to deflect erosive
currents away from a bank and to control
movement of bed material.

Lease: A contract for possession of and/or
profits from a land for a certain period of
time, whereby a person having a legal
estate in property conveys a portion of his
or her interest to another in consideration
of certain rent or other payment.

Mean high water: The average of all
observed high tides. The average is of
both the higher high and of the lower high
tide recorded each day over a specific
time period. The datum of MHW is the
upper limit of submersible lands.
It is used on navigation charts to
reference topographical features.

Mean higher high water: The average height
of the higher high tides observed over a
specific time interval. The intervals are
related to the moon's many cycles, which
range from 28 days to 18.6 years. The
time length chosen depends upon the
refinement required. The datum plane of
MHHW is used on National Ocean
Survey charts to reference rocks awash
and navigational clearances.

Mean low water: The average of all observed
low tides. The average is of both the
lower low and of the higher low tides
recorded each day over a specific time
period. The datum of MLW is the
boundary between submerged and sub-
mersible land.

Mean lower low water: The average height
of the lower low tides observed over a
specific time interval. The datum plane is
used on Pacific Coast nautical charts to
reference soundings. It is the "zero"
reference plane.

Mitigation: In Oregon, mitigation means the
creation, restoration, or enhancement of

an estuarine area to maintain the
functional characteristics and processes
of the estuary, such as its natural
biological productivity, habitats, species
diversity, unique features, and water
quality (Division of State lands, ORS
541.626). In the National Environmental
Policy Act regulations, which the U.S.
Fish and Wildlife Service has also
adopted, mitigation includes: "(a) avoid-
ing the impact altogether by not taking a
certain action or parts of an action; (b)
minimizing impacts by limiting the
degree or magnitude of the action and its
implementation; (c) rectifying the impact
by repairing, rehabilitating, or restoring
the affected environment; (d) reducing or
eliminating the impact over time by
preservation and maintenance operations
during the life of the action; and (e)
compensating for the impact by replacing
or providing substitute resources or
environments" (40 CFR Part 1508.20,
a-e).

Navigable waters (Federal): U.S. waters that
are subject to the ebb and flow of the tide,
and/or are presently, or have been in the
past, or may be in the future, susceptible
for use for purposes of interstate or
foreign commerce. Generally determined
by the U.S. Corps of Engineers and the
Coast Guard for purposes of administer-
ing their responsibility in navigable
waterways (33 CFR 322.2(a); see 33 CFR
329 for a more complete definition of this
term).

Navigable waters (state): The bed and banks
of all waters navigable or capable of
being navigated at the time of statehood
subject to legislative grants and tideland
sales. From ORS 274.034: "... navigability
means, for the purposes of the Division's
[Division of State Lands] performance of
its lawful functions, whether a stream
was navigable in fact on February 14,
1859. A stream was navigable in fact on
that date if it was susceptible of being
used in its ordinary condition as a
highway for commerce, trade and travel
in the customary modes of trade and
travel on water." The state defines a
navigable waterway for purposes of bed
ownership control. They do not always
correspond to Federal limits.

Ordinary high water line: From ORS
274.005 (3): "Line of ordinary high water
means the line on the bank or shore to
which the high water ordinarily rises
annually in season" (synonymous with
mean high water).

Ordinary low water line: From ORS 274.005
(4): "Line of ordinary low water means
the line on the bank or shore to which the
low water ordinarily recedes annually in
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season" (synonymous with mean low
water).

Pier: A structure extending from the solid
land out into the water to afford
convenient passage for persons and
goods to and from vessels alongside the
pier. Sometimes used synonymously with
wharf.

Pollution: Alterations that people make or
induce in the chemical, physical, biologi-
cal, or radiological integrity of the water.

Public trust rights: The doctrine that the
state has a trust for all the people of the
state on navigable waters and the land
beneath them. The beds of navigable
waters are held in trust for the public
purposes of navigation and fishery (see
navigable waters [state)).

Riprap: Facing of a waterway bank with
rock or similar substance for erosion-
control purposes.

Riparian: Relating to or living or located on
the bank of a natural watercourse, such
as a stream, lake, or tidewater.

Riparian rights: The rights of owners of land
on the bank of watercourses. Relates to
access to the water, certain privileges
regarding its uses, and the benefits of
accretions and relictions. If navigable (as
defined by the state), the banks and bed
are public property unless the state grants
or sells it. If not navigable, the bed and
banks are usually privately owned.
Riparian rights are governed by state
statutes and related court decisions. In
Oregon, a riparian owner on a navigable
waterway has the right of access to the
water including the right to build a wharf
out to the line of navigation (harbor line),
providing the property is within the
boundaries of an incorporated city or
within a port district, and applicable
permits are obtained.

Submerged land: In Oregon, the term relates
to land below ordinary or mean low
water. From ORS 274.005 (7): "Sub-
merged lands, except as provided in ORS
274.705, means lands lying below the line
of ordinary low water of all navigable
waters within the boundaries of this state
as heretofore or hereafter established,
whether such waters are tidal or nontidal."

Submersible land (tideland or riverbank): In
Oregon, the term relates to land that is
periodically covered by tides or lies
between mean low and high water marks
on nontidal waters. From ORS 274.005
(8): "Submersible lands, except as
provided in ORS 274.705, means lands
lying between the line of ordinary high
water and the line of ordinary low water
of all navigable waters and all islands,
shorelands or other such lands held by or

granted to this state by virtue of her
sovereignty, wherever applicable, within
the boundaries of this state as heretofore
or hereafter established, whether such
waters or lands are tidal or nontidal."

Subtidal: Below the level of mean lower low
water (MLLW).

Water-dependent: A use or activity that can
be carried out only on, in, or adjacent to
water areas because the use requires
access to the water body for waterborne
transportation, recreation, energy pro-
duction, or source of water (LCDC
Coastal Goals).

Water-related: Uses that are not directly
dependent upon access to a water body,
but which provide goods or services that
are directly associated with water-
dependent land or wateway use, and
which, if not located adjacent to water,
would result in a public loss of quality in
the goods or services offered. Except as
necessary for water-dependent or water-
related uses or facilities, residences,
parking lots, spoil and dump sites, roads
and highways, restaurants, businesses,
factories, and trailer parks are not
generally considered dependent on or
related to water location needs (LCDC
Coastal Goals.).

Waterway: All natural waterways, tidal or
nontidal, navigable or nonnavigable,
including the Pacific Ocean.

Wetlands: Swamps, marshes, and other land
areas frequently covered by water to a
depth great enough to limit vegetation to
water-loving types not found in well-
drained locations. From 33 CFR 323.2
(Corps of Engineers regulations): "The
term 'wetlands' means those areas that
are inundated or saturated by surface or
ground water at a frequency and duration
sufficient to support, and that under
normal circumstances do support, a
prevalence of vegetation typically adapted
for life in saturated soil conditions.
Wetlands generally include swamps,
marshes, bogs, and similar areas." From
LCDC Coastal Goals, wetlands are
"land areas where excess water is the
dominant factor determining the nature
of soil development and the types of plant
and animal communities living at the soil
surface. Wetland soils retain sufficient
moisture to support aquatic or semi-
aquatic plant life. In marine and
estuarine areas, wetlands are bounded at
the lower extreme by extreme low water;
in freshwater areas, by a depth of six feet.
The area below wetlands are submerged
lands."

Wharf: An artificial landing place upon a
waterway for the purpose of receipt and
discharge of goods and merchandise
from boats or vessels engaged exclusively
in the receipt and discharge of goods and
merchandise or performance of govern-
mental functions.

The Oregon State University Extension Service provides education and information based on timely
research to help Oregonians solve problems and develop skills related to youth, family, community,
farm, forest, energy, and marine resources.

Extension's Marine Advisory Program provides education, training, and technical assistance to people
with ocean-related needs and interests. Major efforts are concentrated in the areas of fisheries and
wildlife, marine engineering, food science and technology, economics, business, resource management,
education, and recreation.

This publication was prepared by James W. Good, Extension coastal resource specialist, Oregon State
University. Research assistance was provided by Janet G. McKay, graduate research assistant, School of
Oceanography, Oregon State University.

Extension Service, Oregon Slate University, Corvallis, Henry A. Wadsworth, director. This publication
was produced and distributed in furtherance of the Acts of Congress of May 8 and June 30, 1914.
Extension work is a cooperative program of Oregon State University, the U.S. Department of
Agriculture, and Oregon counties.

Extension's Marine Advisory Program is supported in part by the Sea Grant Program, National Oceanic
and Atmospheric Administration, U.S. Department of Commerce.

Oregon State University Extension Service offers educational programs, activities, and materials
without regard to race, color, national origin, or sex as required by Title VI of the Civil Rights Act of
1964 and Title IX of the Education Amendments of 1972. Oregon State University Extension Service is
an Equal Opportunity Employer.
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