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Thank you for your work on this critical action plan, and thank you for this opportunity to 
comment on the plan. This draft is incomplete in some areas, but has many of the right 
elements.


Summary:  My comments are organized by these four themes, and reference relevant page 
numbers or sections in the March 8 draft:  


1. Meaningfully addressing climate mitigation in this plan implies lobbying state governments 
to accelerate transportation electrification policies regarding road vehicles.


2. Electrification of vehicles in the NSA will provide large economic and health benefits.

3. The mitigation goals and sub-goals need summaries, useful metrics, and quantification.

4. A meaningful pace of GHG reductions requires management of expectations around 

aggressive goals. 


Scope: These comments only address climate mitigation (Goal 2 of the CCAP); and only 
address transportation emissions (not emissions or sequestration from forestry or agriculture.)


My perspectives: I’m retired and working only for our children, on climate change mitigation. I 
have studied and written about planning Oregon’s emissions, and about EV policies at the 
state and national level. I recently spearheaded the Oregon adaptation of Energy Innovation’s 
Energy Policy Simulator (EPS). I led a small team who created the first energy inventory for the 
Hood River County Energy Plan, as well as the 2021 update of that inventory. I serve on the 
Hood River County Energy Council, although my comments here are my own and not from the 
Energy Council.


1. Meaningfully addressing climate mitigation in this plan implies lobbying state 
governments to accelerate transportation electrification policies regarding 
road vehicles.  

What is the GHG emissions inventory for the National Scenic area (NSA)? 
 

Energy vs land-based inventories (p. 34): I recommend that the energy emissions inventory and 
land-based carbon emissions inventory be developed and treated separately, because the 
former is simple, available now, and actionable; whereas the latter is a very complex collection 
of incomplete data that vary significantly through the different ecosystems in the NSA. 


Past NSA emissions inventory work: In early 2020 I gave the Gorge Commission a draft 
emissions inventory for the National Scenic Area (see separate document). While that draft 
included only emissions from energy uses, and the draft hasn’t been vetted by another party, 
the first conclusion was quite clear: “Emissions from highway vehicles are about 74% of NSA 
energy emissions, rail traffic is another 18%, and emissions from natural gas usage and barge 
traffic are small contributions. At 74% of Scope 1 emissions, the NSA could be the most 
vehicle-dominated emission footprint in the US.” 


http://www.poweroregon.org/publications-and-presentations.php
http://www.poweroregon.org/pdf/SER-Nov-2019-Final-191111.pdf
http://www.poweroregon.org/pdf/SER-Dec-2019-final-191212.pdf
https://oregon.energypolicy.solutions


In other words, about 3/4 of the Scope 1 emissions (emissions in the jurisdiction) are due to the 
vehicles on I84 and SR 14, and another 18% are due to the train traffic. Thus, any meaningful 
GHG emission reductions require significant reductions of the vehicle emissions; and affecting 
trains would be nice but only about 1/4 as impactful. Further honing of these numbers is not 
likely to inform much more about the priorities. 


Sources of GHG emissions (pp. 34-35): This short section is incorrect, in that Scope 1 
emissions in the NSA are dominated by vehicles at about 74%, and rail at about 18%. The 
Oregon and Washington state GHG inventories are irrelevant.


Discussion of the Commission’s role in GHG mitigation: This paragraph (p. 34) is limited to 
noting that the Commission is a land-use planning agency. But the later sections delve into 
planning better transit, planning for EV chargers, and encouraging alternatives to hydro power. 
The plan lacks clarity on the Commission’s role—what are you planning to do or implement? 
What are you expecting to influence in other jurisdictions? Etc.


What is necessary to affect vehicle emissions? The encouraging news is that EV sales are 
increasing exponentially, demand keeps exceeding supply, and global automakers are in an 
existential race for survival, since market share won in this EV ramp can be maintained for 
many years. A reasonable business-as-usual forecast for an Oregon/Washington EV portion of 
fleet in 2030 is around 14% for light-duty vehicles (LDVs). That’s only about 1/3 of the IPCC 
requirement of 50% emission reduction by 2030 (assuming some contribution from mode-
shifting, discussed below), so jurisdictions need to incentivize EV adoptions faster than the 
usual market forces, whether by mandates, carrots, sticks, financing, more EV chargers, or 
other means. Like other jurisdictions, the Commission will need help from the federal and state 
governments to achieve this.


Federal preemption no more: Until recently it was assumed that states could not require new 
vehicle performance because the federal Clean Air Act preempts state regulation of vehicle fuel 
efficiency or emissions. But in 2021 Washington state passed a bill to forbid sales of vehicles 
with internal combustion engines, by simply requiring that all new vehicles be powered by 
electricity and not mentioning anything about fuel efficiency or emissions. 


2. Electrification of vehicles in the NSA will provide large economic and health 
benefits. 

Co-benefits of decarbonization: The second conclusion of the 2020 draft NSA inventory 
emphasized the large economic opportunities from transitioning the emitting vehicles to zero 
emission battery electric vehicles (BEVs): “Replacing 50% of current transportation fuel usages 
with electricity to fuel BEVs will save around $63 million per year from vehicle-miles in the NSA 
and around $15 million per year from train-miles in the NSA.” 


Further co-benefits of this transition include zero toxic emissions, local job creation, much 
lower maintenance costs, keeping energy spending in the region, increasing energy resilience, 
increasing electric grid efficiencies, and more. Thus, any NSA strategies to decarbonize 
vehicles will also contribute to the economic development of NSA communities. 


Thorough modeling of the environmental, economic, and health impacts of various 
decarbonization policies with the Oregon Energy Policy Simulator indicates that policies which 
steer the sales of light-duty vehicles to EVs are generally the largest opportunity for savings 
and near-term emission reductions. This makes intuitive sense because American households 

https://energyinnovation.org/publication/oregon-energy-policy-simulator-insights-recent-developments-policies-to-meet-emissions-goals/


average about $3000 of annual spending on gasoline, which is comparable to about $1000 of 
electricity to fuel the equivalent EVs.


Another result from modeling Oregon policies is confirmation that the earlier we decarbonize, 
the more money is saved. 


The opportunity to save money from decarbonizing has convinced various Gorge cities to 
sharpen their accounting and plan for electrification of city fleets.  


Free riders: The argument that local emission reductions can make only a minuscule impact on 
global GHG emissions is correct but irrelevant. Especially for transportation emissions, it’s in 
the best economic interest of every household, neighborhood, town, county, state, or nation to 
decarbonize because these co-benefits are all local and immediate. 


3. The mitigation goals and sub-goals need summaries, useful metrics, and 
quantification. 

2050 goals: (p. 34 Need for Mitigation and the Commission’s Role): I strongly recommend that 
any long-term goals emphasize 2030 impacts over 2050 impacts, or disregard 2050 goals 
altogether. Addressing only 2050 goals enables massive procrastination, whereas the IPCC is 
very clear that GHG reductions in the next decade are critical and urgent.  


A 2030 goal: The IPCC requirement is about 50% GHG reductions by 2030. Anything less risks 
irreversible ecological destruction and massive costs to society. Intellectual and moral integrity 
implies that the CCAP mitigation goal needs to be 50% GHG reductions by 2030. 


Mitigation sub-goals: (Mitigation Opportunity: Reducing Transportation-related Emissions, pp. 
35-39, plus scattered sections later) This section is mostly about transit, later sections are 
about EV chargers, and then p. 74 lists mitigation metrics. Page 74 is disappointing, since none 
of the CCAP goals are quantified and the CCAP progress metrics for mitigation are weak or 
missing. Why not put the mitigation discussion in one place, with links to overall CCAP goals 
(also missing), mitigation progress metrics, and sub goals?


Sub-goal targets: The numbers are simple, in concept: Since the NSA GHG emissions are 
dominated by vehicle emissions, 50% reduction must come from the sum of 1) transportation 
mode-switching (fewer rides in single-occupancy vehicles, due to those rides happening on 
transit or active transportation), and 2) vehicle emission reductions. 


Of these, even 10% VMT reduction from mode-switching would be very aggressive in the NSA, 
so the major reduction must come from vehicle emission reductions. A decade ago we were 
pushing incrementally more fuel-efficient vehicles and incrementally lower fuel carbon intensity, 
but the 2030 requirement now obviates both of those strategies. A target of 10% mode-
switching leaves 40% of the GHG reductions to be done by transitioning the fleet to zero-
emissions. Growing 14% EV portion of fleet with business-as-usual to a 40% goal would also 
be very aggressive, but that is the necessity for climate mitigation in the NSA. 


http://www.poweroregon.org/pdf/Free-Rider-webinar-210415.pdf


Transportation mode-switching opportunities include transit and active transportation. This 
draft addresses the background and opportunities to expand transit, but the sections should 
be grouped and summarized. A quantified 2030 goal for mode-switching needs to be 
proposed, along with a target for mode-switching to transit and mode-switching to active 
transportation modes. Such targets will give all stakeholders milestones to analyze and pursue. 


Metric for mode-switching: This is best measured by vehicle miles traveled (VMT), and it’s 
convenient that the vast majority of Gorge VMT are measured continuously by ODOT and 
WashDOT and published in detail for I84 and SR 14, including VMT by vehicle types. These 
data are ideal for periodic planning and tracking of mode-switching (with appropriate 
adjustments for regional population or VMT trends over time.) 


More pedestrian/bike trails for commuters? A small impact on VMT is possible by promoting 
active transportation modes for commuting between towns in the Gorge. The highly popular 
Twin Tunnels trail between Hood River and Mosier is used by a few inter-town commuters, who 
are increasingly riding e-bikes. The creation of more pedestrian/bike trails could enhance 
community recreation resources while also reducing VMT between locations. Examples include 
a path between Underwood and White Salmon, or between The Dalles and Dallesport, or 
connecting other communities. (The new Hood River-White Salmon interstate bridge is planned 
to have lanes for active transportation.) 


Actions that local jurisdictions can take to accelerate transportation electrification include:


• Electrify their own fleets (“Agency GHG Emissions” sections), including transit and school 
buses.


• Lobby state governments to intensify policies that steer new buyers to zero-emission 
vehicles. Vehicle emissions are locked in with each purchase of a new vehicle, since the 
vehicle will be fueled and driven for its useful lifetime, regardless of the owner. Thus, the key 
leverage point is steering new vehicle purchases (the same is true for new housing.) There are 
countries using carrots and sticks to steer purchases, some with policies that are revenue-
neutral. Other states and countries offer attractive financing rates for zero-emission vehicles.  


• Plan for and increase EV charging locations, as discussed in the draft. An important 
constraint is the lack of enough power distribution at many candidate sites. While nearly any 
building has enough power for one Level 2 charger (220V at 30 amps or more, at least 6 kW), 
even the Multnomah Falls area does not have sufficient power for one Level 3 charger (DC 
fast charger), which requires at least 50 kW; preferably ~500 kW is needed for a row of 6 or 
more fast charger stalls. It is in the best interest of electric utilities to provide such power, but 
the necessary distribution lines are expensive to install or upgrade and require lengthy 
permitting which can of course relate to scenic resources in the NSA. (To electrify all vehicles 
in Hood River County will require roughly 60% more grid capacity over the next 20 years or 
so. These investments are a huge bargain for ratepayers because EVs eliminate spending on 
gasoline and diesel fuel.) 


• Require new construction to be EV-ready, including buildings or any new parking areas. It is 
vastly cheaper to pull wires and install charging equipment when the conduits and power 

https://highway.odot.state.or.us/cf/highwayreports/traffic_report_new.cfm
https://www.wsdot.wa.gov/data/tools/geoportal/?config=traffic


connections are ready. “EV-ready” in a home means planning enough power in the load 
center plus conduit to one or more charging connections that reach any garage stall. 
Residential solar power should be encouraged in the NSA, to minimize emissions and power 
distribution requirements and fuel the household’s electric vehicles. (About 4 kW of peak 
solar array capacity can supply the average energy needs of one EV.) 


Metrics for transportation electrification: The most practical and indicative EV adoption data for 
the NSA is to track registrations of electric vehicles in Gorge counties as a fraction of all 
registered vehicles. We must replace the vast majority of our emitting vehicles, so annual EV 
registrations is a highly relevant and reproducible metric for this objective. Both Oregon and 
Washington provide such data.


Example of summarized mitigation objectives: This table exemplifies a compact summary of 
mitigation actions, shown here with some implied or guesstimated targets. 


Goal 2: 50% GHG reduction by 2030 

Rail electrification: While railroad operations cause around 18% of the Gorge GHG emissions, 
transitioning rail traffic to electric would require at least regional coordination and infrastructure 
upgrades, and may require federal regulation. The train technology exists, in that diesel-
powered engines all use electric drive motors; and railroad companies will save billions 
annually on fuel after electrifying.  


4. A meaningful pace of GHG reductions requires management of expectations 
around aggressive goals.  

When a goal is a physical necessity, the difficulty of the goal is not a reason to decrease the 
target.


Sub-goal Progress Metric 
and 2030 target

Objective 2030 target

2.1 Mode-
Switching 5% 
GHG reduction

Gorge VMT 
reduced by 5%

2.1.1 Increase transit 
services and ridership

Reduce VMT by 5%

2.1.2 More active 
transportation between 
towns

Reduce VMT by 0.1%

2.2 
Transportation 
electrification 
45% GHG 
reduction 

% of EV 
registrations in 
Gorge counties  
increased to 45% 
of total fleet (up 
from ~14% 
business-as-usual)


2.2.1 Electrify jurisdiction 
fleets

45% of jurisdiction fleet is EVs

2.2.2 Lobby states for EV 
incentives

EV sales 100% by 2025 =>

45% of fleet is EV by 2030

2.2.3 Install more EV 
chargers

TEINA target for DCFCs per EV 
along I84 + half that on SR 14

2.2.4 Require EV-ready 
building codes

All new construction EV-ready



I’m tired of Oregon agencies that write plans and reports with no numbers, and I suspect that 
Washington agencies do this as well. This is a convenient tactic to avoid accountabilities, but 
we don’t have more time to waste on such destructive tactics. 


Accountability avoidance results from undeserved employee actions, the responsibility for 
which lays at the top of the organization. If a middle manager falls short on a key objective and 
is demoted or sidelined as a result, the organization moves toward resisting tough objectives—
or any measurable objectives. If an agency head is sacked due to a political witch-hunt 
engendered by a missed goal, then the next head will be avoiding accountabilities. It’s just 
basic organization survival instincts.


OTOH, an organization that values learning and high performance has adopted processes for 
continuous improvement (like the CCAP section on updating the action plan on p. 73); and 
encourages team members to take appropriate risks. There are few cases where risk-taking is 
appropriate in an accounting department, but the central functions of an organization typically 
involve objectives that have never been achieved before—thus necessitating some level of risk. 
Risk-taking is appropriate when 1) the risk was assessed and found to be necessary; 2) best 
practices were used to pursue the objective(s); 3) when evidence of a likely shortfall was found, 
the evidence and potential corrective actions were immediately communicated up the 
management chain as necessary; and 4) falling short of the objective resulted in a pertinent 
analysis of the failure and a distillation of lessons learned, and corrective actions were taken. 


A high-performance organization seeks evidence of shortcomings, as a valuable opportunity to 
improve. Low-performance organizations seek to hide bad news.


I hope these comments are useful. LMK if I can help. 


Eric Strid

Cofounder and retired CEO, Cascade Microtech, Beaverton

Director, Power Oregon

DIrector, npArbor

Hood River County Energy Council

Co-convener, Columbia Gorge Climate Action Network

Advisory Boards: Green Energy Institute at Lewis and Clark College; Food and Water Watch



