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APEC SEMINAR ON PRACTICAL MEASURES TO MANAGE AVIATION EMISSIONS
Chairman’s Summary

A seminar on practical measures to manage aviation emissions was co-hosted by Australia and Malaysia in Kuala Lumpur from 3-4 April 2008.  The seminar was held in response to the Sydney APEC Leaders’ Declaration on Climate Change, Energy Security and Clean Development announced in September 2007.  
The APEC Leaders’ Declaration identified scope for co-operative action to address the issue of aviation emissions.  They agreed that any future global action to address the climate-related impact of aviation emissions needs to reflect the interests of all APEC economies, while noting the leading role of the International Civil Aviation Organization (ICAO) in developing a balanced approach to aviation emissions based on mutual consent.  
APEC Leaders endorsed the public-private sector work in APEC, launched by APEC Transportation Ministers in March 2007, to promote practical co-operative measures that address greenhouse gas emissions from this sector.  They supported a second public-private sector APEC seminar in early 2008 to advance work in key areas such as air traffic management systems, aircraft design and alternative fuels.

This second APEC seminar builds on the initial APEC strategic seminar on measures to manage aviation emissions held in Singapore in August 2007.  The second seminar provided participants with an opportunity to discuss practical approaches for managing aviation emissions into the future and to further develop relationships across APEC economies and with key stakeholders in the aviation industry.  
The seminar was attended by 74 participants including representatives from the following APEC economies: Australia, Canada, Indonesia, Japan, New Zealand, Papua New Guinea, the Republic of Korea, Malaysia, the Republic of the Philippines, Singapore, Chinese Taipei, Thailand, the United States and Viet Nam.  Hong Kong China attended as an observer. The following key organisations also participated as invitees: the International Air Transport Association, the Association of Asia Pacific Airlines, the Australian Airports Association and Eurocontrol.  Representatives of the aviation industry included airlines, airports and air navigation service providers.  Experts made presentations on a range of practical measures covering technological, operational, and economic approaches for managing aviation emissions.
The important role that ICAO has in leading a global approach to addressing emissions was acknowledged, with scope to work at both the regional and national level to complement ICAO work.  The APEC framework would provide a cooperative arrangement for sharing information and supporting the implementation of improvements consistent with ICAO directions.

The importance to economies of efficient aviation services was recognised.  Presentations by representatives of non-Annex 1 economies identified the need for particular care that measures would not unduly inhibit economic growth and development.
Session 1: Establishing the basics for managing aviation emissions
Participants heard an update on progress in ICAO on the management of emissions from international aviation including the establishment of the ICAO Group on International Aviation and Climate Change (GIACC).  It was recognised that ICAO continues to have the main responsibility for international coordination of efforts on aviation emissions.
Participants recognised that the aviation industry must address this serious challenge.  While aviation emissions are currently estimated to comprise 2 per cent of global CO2 emissions, these are forecast to increase.  Aviation also contributes to non-CO2 greenhouse issues.

Presenters emphasised the need for a range of measures in addressing aviation emissions – technological, operational, infrastructure and economic.  The solution does not lie with any single element and requires cooperation by all stakeholders across all of these elements.  Industry will play a major role in implementing and expanding the range of practical measures.  The discussion highlighted that Governments have an important role to play by establishing an appropriate climate for investment and regulatory framework. This would not only encourage the take up of new technology, such as the acquisition of new, more efficient aircraft, but would also encourage research and future development.
Presentations also emphasised that coordinated arrangements are required for collecting data to identify priorities, plan measures and monitor changes.  A consistent approach needs to be adopted to properly gauge trends with aviation emissions, to provide a focus for actions and to monitor results.
A presentation outlined the range of tools currently available or in development for counting carbon and other greenhouse gas emissions.  While there was considerable discussion about whether these tools are robust and how they might be used, there was broad recognition of the value of tools which assist in bringing transparency and support operators and authorities in developing approaches and monitoring performance.  

Comments by presenters also supported the conduct of further economic analysis into the implications of emissions abatement measures and priorities for action.

Session 2: Air traffic management and operational efficiencies
In a session on air traffic management (ATM) developments, a range of approaches now available were outlined, and how they can contribute to substantial emissions reductions.  

In addressing the emissions from aircraft operations, it was identified as important to look at operations on a gate-to–gate basis, including attention to surface movements.

Presentations also highlighted the value of cooperation between air navigation services providers in international operations.  Technology in modern aircraft allows for flexible and dynamic paths, based on user preferences and capable of being adjusted mid-flight on the basis of updated information about weather and other conditions.  This provides significant savings in fuel use and emissions. The example of the ASPIRE partnership was presented which involves Australian, New Zealand and United States air navigation service providers working together to improve efficiencies on key Pacific routes in order to reduce fuel use and emissions.  The ASPIRE is a statement of cooperation and is open to other interested stakeholders.  
Participants noted presentations on several initiatives by economies, such as Australia, Japan and the United States, to implement RNAV/RNP procedures based on the new ICAO standards.  These are envisaged to improve efficiency of aircraft operations and enhance airspace capacity.  In this connection, it was recalled that the 36th ICAO Assembly (Resolution A 36-31/1) called upon States to ensure harmonised and coordinated implementation of Performance Based Navigation (PBN) for approach by 2016.
Presentations highlighted that there is scope for wider adoption of measures to use the improved navigational performance of aircraft and implement approaches such as RNAV and RNP which can allow flexible design of routes, reduce distances, define accurate paths around obstacles, and reduce separation.

While the value of approaches which reduce separation and provide additional flexibility to fly the most efficient routes was acknowledged, it was also indicated that safety must remain the highest priority.  It was reaffirmed that safety should not be compromised even when the improvement of ATM is considered from an environmental perspective.
Improved ATM arrangements were identified as a key area in which governments should take the lead.  An airline representative identified a range of issues where air traffic limitations are seen to add to fuel use and emissions, suggesting that inefficiencies could add 10 - 12 percent.  The concerns identified included that:
· Some ATC routes structures are still based on old approaches and technology

· There are some outdated restrictions in travel across some political boundaries

· There are some unnecessarily strict restrictions on the significant volumes of airspace set aside because of intermittent military use

· There is still a significant level of tankering of fuel to avoid surcharges at some airports.

It was recognised that in working on issues such as these, ongoing industry engagement will be important.  In terms of a methodology for APEC to address future work on ATM efficiencies, it was pointed out that ICAO has the prime role in the development and coordination of regional planning, and that efforts should be made to avoid duplication.   The sharing of information on ATM best practice was identified as one of the possible areas for further cooperation and work by an appropriate body within APEC.
There was support for a continuing discussion to share information, compare results, avoid duplication and support the wider adoption of good practices across the region and across all sectors of the industry.  It was recognised that one size will not fit all.
Session 3:  Climate change mitigation measures at airports
Participants noted presentations by representatives of airports which outlined actions that can be taken in relation to the design and operation of airports to assist in containing aviation emissions.  It was recognised that, while airport operations contribute only a limited portion of aviation-related emissions, airports are soft targets for protest and other activity aimed at restricting aviation operations and development.

It was identified that airport operators can contribute to reduced greenhouse emissions through a range of measures across the business, including measures such as improved building design and management practices, efficiency of runway, taxiway and parking bay infrastructure, improving the efficiency of aircraft ground movements, reducing energy use on site, provision of preconditioned air and power to parked aircraft.  

It was recognised that airport operators do not have operational control over all of the emitting activities which take place on an airport, in particular over aircraft operations.  Presentations identified the scope for airports to work with tenants and airline users to cooperate in approaches to reduce emissions.
Session 4:  Role of economic measures in offsetting aviation emissions
Participants noted a presentation on New Zealand’s experience with the design of a general emissions trading scheme which will include domestic aviation operations.  The need to address a range of challenging design features was noted.  Elements of particular significance for aviation included:
· allocation of permits; and

· positioning of the aviation sector relative to other sectors of the economy.

The role of voluntary carbon offset schemes as one element of a broader airline strategy for addressing aviation emissions was also discussed.  Presentations indicated some carriers are now achieving significantly higher levels of uptake of offset options by passengers.  
It was noted that credible offset schemes depend on robust accreditation arrangements.  Participants noted examples of the approaches to accreditation adopted by some governments and operators, and the range of issues to be addressed in the accreditation arrangements, including:

· The need to identify a RFI figure for aviation, on which there is currently no definitive scientific resolution

· The need for robust arrangements for calculation of credits

· The nature of the abatement activities to be recognised as offsets, and the geographic location of these activities

· How the credits might be related to Kyoto-compliant schemes and units

· How to ensure offsets relied on having some permanency

· Responsible presentation of the scheme to the public

Presentations highlighted that the ease of accessing and use of carbon offset options on airline computer booking systems is a key factor affecting the uptake of offsets by passengers.  Further, it was noted  that the introduction by one operator of a requirement to make a ‘yes’ or ‘no’ decision on offsetting when booking tickets has proved a positive way of raising awareness of this option with passengers and increasing uptake.  
It was emphasised that any offset scheme should be part of a broader airline climate change strategy.

It was also recognised that effective communication with the public is a key element.  Passenger awareness and uptake of offsets schemes is growing, but there is still a substantial way to go to achieve a majority of passenger participation in such schemes.
In this context, it was identified that further attention might be given to understanding and influencing policies of government agencies or large corporate groups who constitute a significant proportion of passenger numbers.

A presentation by Canada on voluntary agreements between governments and industry was considered as an additional means to encourage and coordinate action within industry to contain emissions.  The approach allows targets to be agreed with industry and performance against the targets measured over time.  The targets could be set to the particular requirements of the industry, in this case a carbon intensity target based on fuel use per passenger kilometre.
Session 5:  Future opportunities and the way forward for APEC
Participants noted the current research being undertaken into alternative fuels for aviation and the range of technical and practical issues associated with their introduction.  While research on fossil based fuel sources has been driven by fuel security concerns, significant research is also being undertaken into bio-fuels which have potential to significantly reduce greenhouse gas emissions.  
It was noted that because of the nature of long-haul services, an alternative aviation fuel would have to be a ‘drop-in’ fuel which is made widely available and is suitable for normal operations in commonly used jet engines.
A presentation on the recent use of bio-fuels in commercial aircraft trials demonstrated that, at the technical level, certain kerosene and bio-fuel mixtures are capable of being utilised now.  The key issues are the costs of such fuel and their availability in sufficient volumes.  It was suggested that large volume and widespread availability of bio-fuels for commercial jet aircraft operation was unlikely in the immediate future.
A presenter from Boeing outlined the potential for further efficiencies in fuel use and emissions through advanced aircraft design.  The latest aircraft designs incorporate a range of technological features for reducing aircraft fuel consumption including, composite materials in airframes, winglets, carbon brakes and more efficient engines.  However, demand for new efficient aircraft is very high with a waiting period of years for delivery.
The participants were advised that a proposal would be considered at the meeting of the APEC Transportation Working Group in Manila on 14 to 18 April 2008 for the establishment of a sub‑group to progress consideration of aviation emissions initiatives within APEC.  Some of the practical measures that might be progressed would be in the areas of the following:
· ATM efficiencies;
· Sharing of data;

· Increasing uptake of voluntary carbon offset programs;

· Use of voluntary agreements; and

· Regulatory constraints and barriers.
Industry representatives indicated a strong interest in continued involvement in the consideration of these issues and a commitment to contribute to the work of a sub-group.
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