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should also be noted that the Development is in line with emerging government policy on “Levelling 
Up” which strengthens the case for the Manston Development.
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 The Arup report has failed to consider the SoS statement that “it is the Government’s aviation 
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 The Arup report has failed to consider the SoS statement that “

such policy.” 

In a government press release7 by the Dft 22nd November, it stated: 

“Transport Secretary Grant Shapps will today (22 November 2021) set out the government’s 

speech in Dubai.”

 

 

 
 

 

 
 

 

–



 

 

 

 The Manston Development will “

”
 



 
 
 
 
 
 –

















–







–









following the CCC’s recommended 

Government will ‘look to meet’ this reduction through investing and capitalising 
on new green technologies and innovation, whilst maintaining people’

own analysis, and ‘does not follow each of the Climate Change Committee’s 
specific policy recommendations.’
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Strategic Partners Limited (“the Applicant”) for 

In the Department for Transport’s Statement of Matters letter dated 11

“the extent to which current national or local policies (including any changes since 
9 July 2020 such as, but not limited to, the re-instatement of the ANPS) inform the 
level of need for the services that the Development would provide and the benefits 
that would be achieved from the Development”. 
 

 

 
 
 
  

 

 
 
 
 

 
 
 



“whether the quantitative need for the Development has been affected by any changes since 9 
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“any other matters arising since 9 July 2019 which Interested Parties consider are material 
for the Secretary of State to take into account in his re-determination of the application”.

 Louise Congdon of York Aviation was called as an “expert witness” by Stone Hill Park during the 

 
 

 

 

 In their closing submissions the appellant, STAL, stated that “Mr Galpin is the only expert air 
traffic forecasting witness who has given evidence to the inquiry”18. 
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1. Making best use of existing runways   

1.1   The government’s 2013 Aviation Policy 

Framework provided policy support 

for airports outside the South East 

of England to make best use of their 

existing airport capacity. Airports within 

the South East were to be considered 

by the newly established Airports 

Commission. 

1.2   The Airports Commission’s Final Report 

recognised the need for an additional 

runway in the South East by 2030 but 

also noted that there would be a need 

for other airports to make more intensive 

use of their existing infrastructure. 

1.3   The government has since set out its 

preferred option for a new Northwest 

runway at Heathrow by 2030 through 

drafts of the Airports National Policy 

Statement (NPS), but has not yet 

responded on the recommendation for 

other airports to make more intensive 

utilisation of their existing infrastructure. 

1.4   On 24th October 2017 the Department 

for Transport (DfT) released its latest 

aviation forecasts. These are the first 

DfT forecasts since 20131. The updated 

forecasts reflect the accelerated growth 

experienced in recent years and that 

demand was 9% higher in London2 in 

2016 than the Airports Commission 

forecast3. This has put pressure on 

existing infrastructure, despite significant 

financial investments by airports over 

the past decade, and highlights that 

government has a clear issue 

to address. 

1.5   The Aviation Strategy call for evidence 

set out that government agrees with the 

Airports Commission’s recommendation 

and was minded to be supportive of 

all airports who wish to make best 

use of their existing runways, including 

those in the South East, subject to 

environmental issues being addressed. 

The position is different for Heathrow, 

where the government’s proposed 

policy on expansion is set out in the 

proposed Airports NPS. 

1  Additional aviation forecasts were published by 

the Airports Commission in 2015 to support their 

recommendations for an additional runway in the 

south east. 

2  Heathrow, Gatwick, Stansted, Luton and 

London City 

3  The difference is explained largely be the fact that 

oil prices were lower than expected 
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Call for evidence response summary 

1.6   The Aviation Strategy call for evidence 

document asked specifically for 

views on the government’s proposal 

to support airports throughout the 

UK making best use of their existing 

runways, subject to environmental 

issues being addressed. 

1.7   We received 346 consultation 

responses. Excluding those who either 

did not respond or responded on a 

different topic, 60% were in favour, 17% 

against and 23% supportive provided 

certain issues were addressed. 

1.8   The main issues raised included the 

need for environmental issues such 

as noise, air quality, and carbon to be 

fully addressed as part of any airport 

proposal; the need for improved surface 

access and airspace modernisation 

to handle the increased road / rail 

and air traffic; and clarification on the 

planning process through which airport 

expansion decisions will be made. 

Role of local planning 

1.9   Most of the concerns raised can be 

addressed through our existing policies 

as set out in the 2013 Aviation Policy 

Framework, or through more recent 

policy updates such as the new UK 

Airspace Policy or National Air Quality 

Plan. For the majority of environmental 

concerns, the government expects 

these to be taken into account as part 

of existing local planning application 

processes. It is right that decisions 

on the elements which impact local 

individuals such as noise and air quality 

should be considered through the 

appropriate planning process and CAA 

airspace change process. 

1.10   Further, local authorities have a duty to 

consult before granting any permission, 

approval, or consent. This ensures 

that local stakeholders are given 

appropriate opportunity to input into 

potential changes which affect their 

local environment and have their say on 

airport applications. 
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Implications for the UK’s carbon 

commitments 

1.14  As explained in Chapter 6 of 

the Aviation Strategy Next Steps 

document6, we have made significant 

steps in developing international 

measures for addressing aviation 

carbon dioxide (CO
2
) emissions, 

including reaching agreement at the 

International Civil Aviation Organisation 

(ICAO) in October 2016 on a global 

offsetting scheme for international 

aviation, known as the Carbon 

Offsetting and Reduction Scheme 

for International Aviation, or CORSIA. 

However, there remains uncertainty 

over future climate change policy and 

international arrangements to reduce 

CO2 and other greenhouse gases. 

The Airports Commission devised 

two scenarios which continue to be 

appropriate to reflect this uncertainty: 

carbon traded and carbon capped7. In 

this assessment the DfT has followed 

the same approach. 

6  

 

7  For background to the Carbon Policy scenarios 

used by DfT both in this document and in its 

airport expansion analysis see pages 9 and 

33-38 of: 

 

 

Carbon traded scenario 

1.15   Under the carbon-traded scenario, 

UK aviation emissions could continue 

to grow provided that compensatory 

reductions are made elsewhere 

in the global economy. This could 

be facilitated by a carbon trading 

mechanism in which aviation emissions 

could be traded with other sectors. 

In this case, provided a global trading 

scheme is place, higher UK aviation 

activity would have no impact on global 

emissions as any increase in emissions 

would be offset elsewhere and therefore 

there is nothing to indicate that this 

policy would prevent the UK meeting its 

carbon obligations. 

Carbon capped scenario 

1.16   The carbon-capped scenario was 

developed to explore the case for 

expansion even in a future where 

aviation emissions were limited to 

the Committee on Climate Change’s 

(CCC) planning assumption of 37.5Mt 

of CO
2
 in 2050. Under DfT’s carbon-

capped scenario the cap is met using 

a combination of carbon pricing and 

specific measures. For the central 

demand case we determined that the 

most appropriate specific measures 

to use, based on cost effectiveness 

and practicality of implementation, 

were more efficient aircraft ground 

movements (using single engine taxiing) 

and higher uptake of renewable fuels8. 

8 These would be implemented alongside the 

carbon price. 
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Local environmental impacts 

1.22 The government recognises the impact 

on communities living near airports 

and understands their concerns over 

local environmental issues, particularly 

noise, air quality and surface access. 

As airports look to make the best use 

of their existing runways, it is important 

that communities surrounding those 

airports share in the economic benefits 

of this, and that adverse impacts such 

as noise are mitigated where possible. 

1.23 For the majority of local environmental 

concerns, the government expects 

these to be taken into account as part 

of existing local planning application 

processes. 

1.24 As part their planning applications 

airports will need to demonstrate how 

they will mitigate local environmental 

issues, which can then be presented to, 

and considered by, communities as part 

of the planning consultation process. 

This ensures that local stakeholders are 

given appropriate opportunity to input 

into potential changes which affect 

their environment and have their say on 

airport applications. 

Policy statement 

1.25 As a result of the consultation and 

further analysis to ensure future 

carbon emissions can be managed, 

government believes there is a case for 

airports making best of their existing 

runways across the whole of the UK. 

The position is different for Heathrow 

Airport where the government’s policy 

on increasing capacity is set out in 

the proposed Airports NPS. 

1.26 Airports that wish to increase either the 

passenger or air traffic movement caps 

to allow them to make best use of their 

existing runways will need to submit 

applications to the relevant planning 

authority. We expect that applications to 

increase existing planning caps by fewer 

than 10 million passengers per annum 

(mppa) can be taken forward through 

local planning authorities under the 

Town and Country Planning Act 1990. 

As part of any planning application 

airports will need to demonstrate 

how they will mitigate against local 

environmental issues, taking account of 

relevant national policies, including any 

new environmental policies emerging 

from the Aviation Strategy. This policy 

statement does not prejudge the 

decision of those authorities who will be 

required to give proper consideration 

to such applications. It instead leaves 

it up to local, rather than national 

government, to consider each case on 

its merits. 

1.27 Applications to increase caps by 

10mppa or more or deemed nationally 

significant would be considered as 

Nationally Significant Infrastructure 

Projects (NSIPs) under the Planning Act 

2008 and as such would be considered 

on a case by case basis by the 

Secretary of State.  
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1.28 Given the likely increase in ATMs that 

could be achieved through making 

best use of existing runways is relatively 

small (2% increase in ATMs “without 

Heathrow expansion” scenario; 1% 

“with Heathrow”), we do not expect 

that the policy will have significant 

implications for our overall airspace 

capacity. However it is important to note 

that any flightpath changes required as 

a result of a development at an airport 

will need to follow the CAA’s airspace 

change process. This includes full 

assessment of the likely environmental 

impacts, consideration of options to 

mitigate these impacts, and the need 

to consult with stakeholders who may 

be affected. Approval for the proposed 

airspace change will only be granted 

once the CAA has been satisfied that 

all aspects, including safety, have been 

addressed. In addition, government has 

committed to establish an Independent 

Commission on Civil Aviation Noise 

(ICCAN) to help ensure that the 

noise impacts of airspace changes 

are properly considered and give 

communities a greater stake in noise 

management. 

1.29   Therefore the government is 

supportive of airports beyond 

Heathrow making best use of their 

existing runways. However, we 

recognise that the development of 

airports can have negative as well 

as positive local impacts, including 

on noise levels. We therefore 

consider that any proposals should 

be judged by the relevant planning 

authority, taking careful account 

of all relevant considerations, 

particularly economic and 

environmental impacts and 

proposed mitigations. This policy 

statement does not prejudge the 

decision of those authorities who 

will be required to give proper 

consideration to such applications. 

It instead leaves it up to local, 

rather than national government, to 

consider each case on its merits. 
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Call for action: What next for UK air freight in a post-Brexit world? 

1 

Summary of policy recommendations arising from a joint webinar conducted 
in February 2021, with Logistics UK and AIPUT.  
 
Foreword 
Air freight currently accounts for 40% of UK imports and exports by value and is vital for the UK economy. UK 
airport capacity is a limiting factor for UK importers and exporters, air freight operators and the wider 
economy.  Logistics UK and the Airport Industrial Property Unit Trust (AIPUT) are working closely with 
Government, members of our Air Council and other stakeholders to support sustainable growth for air freight 
while promoting a balanced approach to environmental issues. 
 

Logistics UK is one of the UK’s leading business groups, representing logistics businesses that are vital to 
keeping the UK trading, and more than seven million people directly employed in the making, selling and 
moving of goods. With COVID-19, Brexit, new technology and other disruptive forces driving change in the 
way goods move across borders and through the supply chain, logistics has never been more important to 
UK plc. Logistics UK supports, shapes and stands up for safe and efficient logistics, and it is the only business 
group that represents the whole industry, with members from the road, rail, sea and air industries, as well as 
the buyers of freight services such as retailers and manufacturers whose businesses depend on the efficient 
movement of goods. 
 

AIPUT is an award-winning, long-term investor specialising in industrial property on or near the UK’s major 
airports.  Managed by Aberdeen Standard Investments, AIPUT is the only specialist airport-focused industrial 
fund in the UK for institutional investors.  It currently holds 19 assets, including 2.1m sq ft at Heathrow Airport, 
making AIPUT one of the largest landlords serving the UK’s global air freight hub.  AIPUT aims to deliver a 
positive Environmental, Social and Corporate Governance (ESG) performance impact throughout its portfolio, 
with a strategic target to achieve carbon neutrality by 2025.  The fund has successfully achieved GRESB 
Green Star status in each of the last five years.       

 
Introduction  
Aviation is vital for new opportunities and growth post-Brexit, and to the UK’s economic recovery from the 
COVID-19 pandemic. Our air links, not least those with our largest trading partners including the US, are not 
a frivolous luxury. They connect Britain with the world and link British products and expertise with billions of 
potential buyers overseas. Pre-pandemic, some 49% of the total value of UK exports outside of the EU 
travelled by air, across a combination of dedicated freighters and onboard passenger flights.  

In February 2021, Logistics UK together with AIPUT hosted a policy roundtable to discuss the future of air 
freight with representatives from across the aviation industry, including the warehousing sector, airlines, 
ground handlers, shippers and airports. Expert panellists included Nick Smith (AIPUT), Elizabeth de Jong 
(Logistics UK), Peter O’Broin (International Air Transport Association) and Stephen Harvey (Manchester 
Airports Group). 

Inevitably, recovery from the pandemic is just as important an issue as ensuring the industry is well-positioned 
to make the best of Brexit.  Throughout the pandemic and since the end of the Brexit transition period, air 
freight has contributed invaluable support to the economy and lives of everyone across the UK, facilitating 
both the rise in e-commerce and the movements of vital pharmaceuticals. 
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Despite questions remaining over the future of night flight provision, decarbonisation and the growth of 
aviation, air freight remains a cornerstone of the UK economy. It is vital that the Government and industry 
commit to a long-term partnership to support both investment and green growth. This paper outlines the steps 
that need to be taken to ensure the future of air freight in a post-Brexit world.  

 
Fact and figures 
 

• Air freight services contribute £7.2 billion to the UK economy and support 151,000 jobs1. 
• Across all sectors of the economy, £87.3 billion of UK gross value added (GVA) is currently 

dependent on air freight exports, including a very significant proportion of the GVA of some key 
industries and their supply chains:  

 Pharmaceuticals - £13.9 billion – of all pharmaceutical products produced in the UK, 41% are 
exported, 30% are for the UK market and the remainder (28%) are substances that are used in 
the production of other pharmaceutical products2. 

 Computer, electronic and optical - £8.3 billion. 
 Creative arts and entertainment - £5.3 billion.  

• In 2017, air freight represented 49% of the UK’s non-EU exports by value (£91.5 billion) and 35% of 
non-EU imports (£89.9 billion) – over 40% of total trade by value but under 1% by volume of goods 
shipped3.  

• 60% of the UK’s air freight travels via Heathrow, is the UK’s hub airport.  
• During the global pandemic, freight tonnage at Stansted was up by 30% year on year with East 

Midlands Airport seeing an increase of 18.7%4. 
• Germany ships just 25% of its non-EU export value by air, and most other major EU economies ship 

between 20% and 40%. Only Ireland ships a greater share of its non-EU exports by air than the UK.  
• 9% of GVA in the North West (worth £14.9bn) is dependent on air freight service. Figures are 8.6% 

in Wales, 7.6% in the East Midlands and 6.8% in the South West.  
 
Case study 
A supplier of diagnostic and therapeutic medical products relies on air freight for their vital operations.  

As a leading supplier of pharmaceutical products in the UK, a supplier of diagnostic and therapeutic medical 
products are heavily reliant on air freight operations and a comprehensive network of air routes from multiple 
origin points in Europe into the UK in order to service their customers across Great Britain and Northern 
Ireland. 
 
They receive around 18,000 orders per annum from customers in the UK for short-lived pharmaceutical 
products which are used in the diagnosis of disease and treatments for patients. In many cases, owing to the 
short life of the products, delivery is required to hospitals in the UK on a next-day basis, with delays or longer 
transit times rendering them unusable and leaving clinicians frustrated and patients distressed. Many patients 
will have had long-standing courses of treatment suspended pending administration of the shipper’s products, 
and failure to deliver within the prescribed time merely serves to cause added distress to the patients and 
create increased costs for the hospitals. 
 
It is therefore essential that, for reasons of both timescale and capacity, adequate flights and connectivity into 
East Midlands, Birmingham and Belfast airports, remain unhindered and unrestricted. Without these services, 
it would be impossible to service the c.700 patients per day (175,000 per annum) in the UK, with a significant 
potential impact on healthcare across the UK as a result.  
 

 
1 ‘Assessment of the value of air freight services to the UK economy’, October 2018 
2 ‘The UK Pharmaceutical Sector, an overview’, December 2019 
3 ‘Assessment of the value of air freight services to the UK economy’, October 2018 
4 Manchester Airports Group, May 2021
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Priorities 

1. Positive perception of aviation 
Air freight and aviation is a key driver of economic growth, both in terms of financial contribution and 
employment. The Government needs to give a clearer signal that it is supportive of and values air freight as 
a sector of national strategic importance. It is important the narrative surrounding the industry is positive and 
supported by Government at every juncture. Aviation is critical to the Government’s ‘Global Britain’ objectives 
– in 2019, 65% of UK trade with Australia travelled through Heathrow. Aviation has a strong reputation for 
innovation and has supported the UK throughout the COVID-19 pandemic – now is the time to consider it as 
a crucial component of a Global Britain.   
 

2. Joined-up approach – passenger and freight 
It is widely known that passenger and freight operations work in tandem: prior to the pandemic, 95% of cargo 
at Heathrow was carried in the belly hold of passenger planes. Capacity in the air freight network is key, with 
freighter operations working alongside and complementing capacity provided by passenger services. Any 
assistance and support from Government needs to be targeted at aviation in general, without emphasising 
help for passenger services above freight, or vice versa; both rise and fall together.  

 

3. Infrastructure 
The UK needs to facilitate the timely delivery of the highest quality transport and real estate infrastructure 
serving its leading airports in order to underpin the future growth of a vibrant, sustainable and globally 
competitive aviation and air freight sector able to make its fullest contribution to the success of UK plc. 
 

4. Funding 
Air Passenger Duty (APD) and business rate holidays would be welcomed by the sector both to reinforce its 
recovery and signal Government support for the sector as strategically important for UK plc.  

 

5. Brexit 
The industry is calling for accelerated negotiations with the EU on improving traffic rights to open key markets 
and routes following the UK’s departure from the EU. This will build on the sold foundations laid out in the 
Trade and Cooperation Agreement (TCA) and help ensure that air cargo can continue moving and operating 
efficiently.  

We are seeking two priority changes. First, UK carriers are not currently operating on a level playing field 
owing to the Department for Transport (DfT) and Civil Aviation Authority’s (CAA) liberal view on approval of 
traffic rights for EU operators which are not currently reciprocated. We call on the EU to grant equivalent rights 
to UK operators.  

Second, we are seeking additional traffic rights beyond the first four freedoms of the air agreed in the TCA. 
The fifth freedom is vital for air cargo, as it enables a plane to take off in the UK, land in an EU member state, 
unload cargo and continue its journey onto a second country with additional cargo. We ask for a long-term 
sustainable plan for traffic rights.  

 
6. Consumer behaviour   

A healthy air freight sector is an essential part of the new digital economy. The UK is one of the top three 
online shopping nations.  Consumer behaviour over the course of the pandemic and recent years has led to 
an increase in e-commerce. Just-in-time and next day deliveries are no longer an ambition but an expectation. 
Express freight airlines operate a significant number of services which support e-commerce – such as moving 
goods between working days (overnight), which accounts for £4 billion to the economy and just under 6,000 
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jobs5.  We must continue to innovate, supporting flexible freight movements throughout the day and, where 
possible, at night to support this vital sector and growing market. 

 

7. Innovation 
Air cargo is a driver of innovation in logistics. Innovation can be seen in all aspects of the air cargo supply 
chain, from ground operations and aircraft technology, to warehousing solutions and security. The new 
generation of cargo warehouses, aircraft and equipment need to be fit for purpose, promoting safety and 
security, and designed to be as carbon neutral as possible, as well as future-proofed through the enabling of 
automation and digitisation. A long-term commitment to innovative solutions is the foundation of private 
investment and strategic planning for years to come. For its part, the industry must continue to drive 
innovation, strive to demonstrate its commitment to carbon reduction and its overall Environmental, Social 
and Governance (ESG) performance and enhance its ‘licence to operate’ with the communities it serves.     
 

8. Freeports 
While the industry has welcomed the Government’s Freeport proposals, they need to deliver enhanced new 
opportunities for the air freight sector, as well as the maritime sector, in a post-Brexit world. Freeports must 
be structured in a way that will attract inward investment and job creation. They represent a once-in-a-lifetime 
opportunity for airports, maritime and inland ports, and other transport modes to work together. Freeports 
should also aim to play a major role in driving wider regeneration and spreading those benefits across the UK, 
while realising enhanced global trade routes and growth prospects.  

 

9. Regulatory relaxations 
For the air freight sector to succeed, the industry calls for targeted and appropriate regulatory relaxations in 
planning. Planning regulations are significant when planning for ambitious supply chains and connectivity. 
Appropriate planning flexibility at ports, for warehousing and connectivity infrastructure, will allow for continued 
investment and reactive supply chains in air freight. Specifically, we call for support for sustainable expansion 
at Heathrow and other regional airports where required.  

 
10. Decarbonisation  

There is a strong willingness from the air freight and wider aviation sector to meet decarbonisation targets. 
Many businesses are taking necessary measures to decarbonise as quickly as possible.  This is the case 
across aviation, from warehouses and aircraft to ground operations. Carbon is the enemy, not flying, and low 
carbon Sustainable Aviation Fuel (SAF) will be key to decarbonisation. In addition, we call for a commitment 
from Government to support research and development in aviation, leading to new technologies for electric 
and hydrogen aircraft that are fit for the future and cargo handling.  

 
11.  Air freight growth 

Alongside Government support, we need to put our vision into practice – leveraging our creative ideas, energy 
and innovation.  Air Cargo should be a catalyst for growth.  We need to be brave and more progressive, 
working with our competitors and working together rather than in silos.  The trajectory of progress needs to 
accelerate and be driven by the challenges and opportunities we face. Air freight is a growing industry and 
will recover from the impacts of COVID-19 and Brexit, contributing millions to the UK economy and its position 
as a trading nation. However, the industry needs to know now more than ever that the Government is fully 
behind the sustainable growth of UK air freight.  

 

Conclusion 
Logistics UK and AIPUT would welcome the Government’s commitment to the eleven priorities listed in this 
paper while working together with industry to realise the potential for UK air freight. New opportunities from 
Brexit, and recovery from COVID-19, present an unmistakable opportunity to consider the next steps for air 

 
5 Figures are for goods moved during the night-time Noise Quota Period. Source: ‘The Economic Impact of Air Cargo – 
Night Flying’, December 2016 
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freight. It is vital that a long-term partnership with the industry is developed and strengthened over time as we 
consider how best to enhance the UK’s position as a global trading partner.  
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Note: 

The information included in the responses to the selected “Frequently Asked Questions” 
makes reference to the following documents: 

- Assembly Resolution A40-19: Consolidated statement of continuing ICAO policies 
and practices related to environmental protection - Carbon Offsetting and Reduction 
Scheme for International Aviation (CORSIA)1, adopted by the 40th Session of the 
ICAO Assembly (24 September – 4 October 2019); 

- First edition of Annex 16 — Environmental Protection, Volume IV – Carbon 
Offsetting and Reduction Scheme for International Aviation (CORSIA), adopted by 
the ICAO Council at its 214th Session (11 - 29 June 2018)2;  

- Second edition of the Environmental Technical Manual (Doc 9501), Volume IV, — 
Procedures for demonstrating compliance with the Carbon Offsetting and Reduction 
Scheme for International Aviation (CORSIA)3; and  

- The five ICAO CORSIA Implementation Elements as reflected in 14 ICAO documents 
approved by the ICAO Council for publication4. These ICAO documents are directly 
referenced in Annex 16, Volume IV and are essential for the implementation of the 
CORSIA. 

 

— — — — — — — — 
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3.13 Can an aeroplane operator delegate its administrative requirements?  

3.14 Can an aeroplane operator report together with one or more of its subsidiaries? 

3.15 Who is responsible for reporting emissions from flights operated with leased 
aeroplanes?   

3.16 Can a State delegate its administration processes under the CORSIA to another State? 

3.17 How long does a State and an aeroplane operator need to keep CORSIA-related 
records? What is included in those records? 

 Monitoring, reporting and verification (MRV) in general 

3.18 What are the components of the CORSIA MRV system? 

3.19 What is the applicability of the CORSIA MRV requirements? Are they any 
exemptions? 

3.20 In view of the decisions made by the ICAO Council in order to safeguard against 
inappropriate economic burden on aeroplane operators due to the COVID-19 
pandemic, do aeroplane operators have to undertake the monitoring, reporting and 
verification of CO  emissions from international flights operated in 2020? 

3.21 Can an aeroplane operator with emissions of less than 10 000 tonnes of CO2 per year 
be included in CORSIA? 

3.22 What are the actions for an aeroplane operator, who has been covered by CORSIA, but 
now drops below the 10 000 tonnes of CO2 threshold? 

3.23 How to address aeroplane operators with annual CO  emissions close to the 10 000 
tonnes threshold? 

3.24 Are aeroplane manufacturers or airports subject to any requirements under Annex 16, 
Volume IV? 

3.25 Is a re-positioning flight before or after an exempted humanitarian, medical or 
firefighting flight exempt? 

3.26 Are helicopter operations covered by the CORSIA MRV system? 

3.27 Are international flights by police, military, customs or State aircraft within the scope 
of applicability of the CORSIA MRV system? 

3.28 How can humanitarian, medical, firefighting, police, military, customs and State 
aircraft flights be identified? 

3.29 Are Search and Rescue (SAR) flights exempted from CORSIA? 

3.30 Are repatriation flights operated in response to the ongoing COVID-19 pandemic 
identified as humanitarian flights in the context of CORSIA implementation? 

3.31 How are diversions handled in CORSIA? 

 Emissions Monitoring Plan 

3.32 What is an Emissions Monitoring Plan and why is it needed? 

3.33 What are the contents of an Emissions Monitoring Plan?  

3.34 Is there a standardised template for an Emissions Monitoring Plan? 

3.35 When should an aeroplane operator submit an Emissions Monitoring Plan to the State?  

3.36 When will the Emissions Monitoring Plan be approved by the State?  
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3.37 Does the third-party verification body need to review the Emission Monitoring Plan 
prior to its review and approval by the State? 

3.38 Does the Emissions Monitoring Plan have to be submitted annually? 

3.39 What happens if there are changes to the information contained in an Emissions 
Monitoring Plan? 

3.40 How should non-material changes to an Emissions Monitoring Plan be communicated 
to the State? 

 Monitoring  

3.41 How does an aeroplane operator monitor its fuel use and CO2 emissions? 

3.42 Who approves the monitoring method for an aeroplane operator? 

3.43 Who are eligible to use the ICAO CORSIA CO2 Estimation and Reporting Tool 
(CERT)?  

3.44 Where can one access the ICAO CORSIA CERT? 

3.45 Where can one find more information about ICAO CORSIA CERT?  

3.46 What are the five Eligible Fuel Use Monitoring Methods? Are they different from 
ICAO CORSIA CERT? 

3.47 Is it necessary to describe all five Fuel Use Monitoring Methods in the Emissions 
Monitoring Plan, even if not all are used? 

3.48 Is it possible to use a Fuel Use Monitoring Method for reporting that is different to the 
method(s) described in the approved Emissions Monitoring Plan? 

3.49 Can an aeroplane operator change its Fuel Use Monitoring Method? 

3.50 Can an aeroplane operator use several different Fuel Use Monitoring Methods?   

3.51 How is “Block-off” and “Block-on” defined in Fuel Use Monitoring Method “Block-
off / Block-on”? 

3.52 What are the data requirements for the Fuel Use Monitoring Method “Fuel Allocation 
with Block Hour”? 

3.53 How should missing data under the Fuel Use Monitoring Method “Fuel Allocation 
with Block Hour” be handled? 

3.54 What will happen if an aeroplane operator exceeds the eligibility threshold to use 
ICAO CORSIA CERT during a given year? 

3.55 How is fuel use treated while performing non-commercial activities (e.g., APU fuel 
use during maintenance)? 

3.56 How are CO2 emissions calculated from the fuel used? 

3.57 Why do we need to know total CO2 emissions from international aviation? 

3.58 What are the requirements for fuel density? 

3.59 What is the standard fuel density? 

3.60 How to account for the use of CORSIA Eligible Fuels in the CORSIA MRV system? 

 Reporting 

3.61 What is the timeline for reporting of CO2 emissions, and who will report to whom? 
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3.62 Do all international routes have to be included in the Emissions Report, or only the 
international routes between participating States in the CORSIA offsetting? 

3.63 Who decides on the selection of aggregation level for the CO  emissions data (State 
pair or aerodrome pair)? 

3.64 What is the level of aggregation of the CO2 emissions information that will be reported 
to States, and to ICAO?  

3.65 What is the ICAO tool to facilitate reporting of the necessary information from States 
to ICAO? 

3.66 Where can one find more information about the CORSIA Central Registry CCR? 

3.67 Are there any provisions regarding the confidentiality of data if a route is only operated 
by one operator? 

3.68 Are the reporting periods and compliance periods the same for all operators? 

3.69 Is there an established template for reporting annual CO2 emissions from an aeroplane 
operator to the State, and from the State to ICAO? 

3.70 What if there are gaps identified in the reported data?  

3.71 What constitutes a data gap? How can such data gaps be addressed? 

3.72 What is the threshold for using ICAO CORSIA CERT to fill data gaps? 

3.73 Is the 5 per cent data gap threshold based on CO2 emissions or number of flights? 

3.74 Is an alternative estimation approach (instead of using the ICAO CORSIA CERT) 
possible for addressing data gaps? 

3.75 Will CORSIA’s baseline emissions be affected due to an error correction to the 
Emissions Report? 

3.76 What happens in case of late reporting or no reporting at all by an aeroplane operator 
or a State? 

3.77 Who reports emissions from an aeroplane operator that has gone bankrupt during a 
reporting year? 

3.78 Why does a State need to provide State pair data to ICAO, even if this data has been 
identified as confidential? 

3.79 How does an aeroplane operator report the use of CORSIA Eligible Fuels?  

3.80 Why should an aeroplane operator report CORSIA Eligible Fuels every year while the 
compliance cycle is three years? 

3.81 What will be the process of reporting of emissions unit cancellations? 

 Verification 

3.82 How does the verification of CO2 emissions work in CORSIA? Who will do the 
verification? 

3.83 Is third-party verification a requirement under Annex 16, Volume IV? 

3.84 Is there any exception to third-party verification requirements in CORSIA due to the 
current situation regarding COVID-19? 

3.85 Is it necessary for an aeroplane operator to perform an internal pre-verification of its 
Emissions Report, prior to the third-party verification? 
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3.86 Does the voluntary pre-verification by an aeroplane operator substitute the third-party 
verification? 

3.87 Is a third-party verification needed when an aeroplane operator uses the ICAO 
CORSIA CERT? 

3.88 What are the requirements to be accredited as a verification body to conduct the third-
party verification? 

3.89 Are the references to ISO standards included in Annex 16, Volume IV linked to 
specific versions of the standards, or will the latest version of these ISO standards 
automatically apply?

3.90 What are the requirements for the verification of an Emissions Unit Cancellation 
Report? 

3.91 How much time is normally required for the third-party verification process? 

3.92 Who pays for the third-party verification and what will be the price? Is a price list 
included in the list of verification bodies to be compiled by ICAO?

3.93 Who accredits the verification body? 

3.94 Is there any requirement for a verification body to be accredited by the National 
Accreditation Body (NAB) of the State it is registered in? 

3.95 Can a verification body be accredited by several National Accreditation Bodies 
(NABs)? 

3.96 Can a Civil Aviation Authority accredit verification bodies? 

3.97 Can an aeroplane operator become a verification body? 

3.98 How can an aeroplane operator identify an accredited verification body? 

3.99 What are the recommended steps to be taken by an aeroplane operator in order to 
identify an eligible verification body? 

3.100 Should an aeroplane operator submit a copy of the accreditation certificate of the 
verification body to States along with the Emissions Report? 

3.101 What can States do to check the accreditation status of verification bodies referred in 
the Emissions Report? 

3.102 Does the verification body have to be from the administrating State of an aeroplane 
operator? 

3.103 What if there is no accredited verification body in a State? 

3.104 What can a State do if it has limited accreditation structure in place to support the 
verification process? 

3.105 Must a State ensure to have accredited verification bodies through its national 
accreditation body? 

3.106 What may a witness audit involve during the accreditation process of a verification 
body? 

3.107 How does a verification team meet the knowledge requirements? 

3.108 How does a verification team meet the technical expertise requirements? 

3.109 How does an independent reviewer meet the knowledge and technical expertise 
requirements? 
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4.8  Can the ICAO CORSIA CERT be used for an aeroplane operator’s internal pre-
verification? 

4.9  Will the third-party verification of an Emissions Report be cheaper when an aeroplane 
operator has used the ICAO CORSIA CERT for monitoring? 

4.10 Where can one find more information about the ICAO CORSIA CERT?   

 CORSIA Eligible Fuels  

4.11 What is the definition of “CORSIA Eligible Fuels“? 

4.12 Which sustainability criteria shall be met by CORSIA Eligible Fuels? 

4.13 Which life cycle emissions values will be used for calculating the emissions reductions 
from CORSIA Eligible Fuels? 

4.14 What constitutes the life cycle emission value of a CORSIA Eligible Fuel? 

4.15 Who certifies CORSIA Eligible Fuel in order to be used in CORSIA? 

4.16 What are the requirements for Sustainability Certification Schemes? 

4.17 Where can one find a list of approved Sustainability Certification Schemes? 

4.18 Can an aeroplane operator claim all the CORSIA Eligible Fuel it has purchased? 

4.19 Which date is relevant in order to claim a batch of CORSIA Eligible Fuel? 

 CORSIA Eligible Emissions Units 

4.20 What are emissions units, in general? 

4.21 What are the eligible emissions units to be used under CORSIA? 

4.22 What are the eligibility criteria for CORSIA Eligible Emissions Units? 

4.23 Can an aeroplane operator already start purchasing CORSIA Eligible Emissions Units? 

4.24 Can an aeroplane operator implement a project that generates CORSIA Eligible 
Emissions Units? 

4.25 Can an aeroplane operator cancel CORSIA eligible emissions units prior to having 
received the total final offsetting requirements from the State at the end of a 
compliance cycle? 

4.26 What happens if an operator does not cancel enough CORSIA Eligible Emissions 
Units to meet its offsetting requirements? 

4.27 What is the “Technical Advisory Body” (TAB)? 

4.28 What are the tasks of the TAB? Who are the TAB members? 

4.29 What is the timeline for the work of the TAB? 

4.30 How will the TAB adjust to changing contexts, such as decisions at the UNFCCC? 

4.31 Where can one find more information about the TAB? 

 CORSIA Central Registry (CCR) 

4.32 What is the CORSIA Central Registry (CCR)? 

4.33 Who has access to the CCR? 

4.34 If an aeroplane operator is in a parent-subsidiary relationship, does the State need to 
list the subsidiary operator on the CCR? 
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The Assembly also defined a basket of measures designed to help achieve the ICAO’s 
global aspirational goal. This basket includes aircraft technologies such as lighter 
airframes, higher engine performance and new certification standards, operational 
improvements (e.g., improved ground operations and air traffic management), 
sustainable aviation fuels, and market-based measures (MBMs). 
 
Based on the environmental trend assessment by the ICAO Council’s Committee on 
Aviation Environmental Protection (CAEP), international aviation fuel consumption is 
estimated to grow somewhere between 2.2 to 3.1 times by 2045 compared to the 2015 
levels (for further details on the CAEP assessment, please refer to Assembly Working 
Paper A40-WP/54 presented to the 40th Session of the ICAO Assembly). The impact 
of COVID-19 on international aviation fuel consumption is being evaluated and will be 
reported to the 41st ICAO Assembly in 2022. 
 
The aggregate environmental benefits achieved by non-MBMs measures will not be 
sufficient for the international aviation sector to reach its aspirational goal. According 
to the CAEP analysis, international aviation emissions are forecasted to grow in the 
coming decades, as the projected annual improvements in aircraft fuel efficiency of 
around 1 to 2 per cent (as result of technological and operational measures), and the 
reductions from the use of sustainable aviation fuels in the short- to medium-term are 
expected to be largely surpassed by the forecasted traffic growth of around 5 per cent 
per year.  
 
A global MBM scheme can help fill the emissions reductions gap, while further 
advancements in key technologies (e.g., engines, fuels) may result in further CO2 
emissions reductions in the future. The global MBM scheme is the preferred approach 
compared to having a patchwork of regional and local measures.  
 
The Figure below illustrates the contribution of different measures for reducing 
international aviation CO2 emissions. 

 
1.5  What ICAO process was followed to develop CORSIA?  

 Discussions on the application of MBMs as a means to limit or reduce CO2 emissions 
from international civil aviation had taken place prior to the 37th Session of the 
Assembly in 2010, which adopted Assembly Resolution A37-19: Consolidated 
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statement of continuing ICAO policies and practices related to environmental 
protection — Climate change. Assembly Resolution A37-19 requested the Council, 
with the support of Member States and international organizations, to continue to 
explore the feasibility of a global MBM scheme by undertaking further studies on the 
technical aspects, environmental benefits, economic impacts and the modalities of such 
a scheme, taking into account the outcome of the negotiations under the United 
Nations Framework Convention on Climate Change (UNFCCC) and other 
international developments, as appropriate, and report the progress for consideration by 
the 38th Session of the ICAO Assembly in 2013. 
 
The 37th Session of the Assembly also adopted global aspirational goals for the 
international aviation sector of annual average fuel efficiency improvement of 2 per 
cent, and keeping the global net carbon emissions from 2020 at the same level (also 
referred to as carbon neutral growth from 2020). 
 
The work requested by Resolution A37-19 focused on the qualitative and quantitative 
assessments of potential options for a global MBM scheme for international aviation. 
Building on this work, the 38th Session of the ICAO Assembly in 2013, through 
Resolution A38-18: Consolidated statement of continuing ICAO policies and practices 
related to environmental protection — Climate change, decided to develop a global 
MBM scheme for international aviation, and requested the Council, with the support of 
Member States, to finalize the work on the technical aspects, environmental and 
economic impacts and modalities of the possible options for a global MBM scheme, 
including on its feasibility and practicability, taking into account the need for 
development of international aviation, the proposal of the aviation industry and other 
international developments, as appropriate, and without prejudice to the negotiations 
under the UNFCCC. 
 
Assembly Resolution A38-18 further requested the Council to identify the major issues 
and problems, including those for Member States, and make a recommendation on a 
global MBM scheme that appropriately addresses them and key design elements, 
including a means to take into account special circumstances and respective 
capabilities of ICAO Member States. The Council was also requested to identify the 
mechanisms for the implementation of the scheme from 2020 as part of a basket of 
measures that also include technologies, operational improvements and sustainable 
aviation fuels to achieve ICAO’s global aspirational goals. 
 
Following the 38th Session of the Assembly, the 200th Session of the Council in 
November 2013 supported that the Committee on Aviation Environmental Protection 
(CAEP) would continue to undertake technical tasks related to the development of a 
global MBM scheme, as requested by Resolution A38-18. The Council also decided 
upon the establishment of an Environment Advisory Group of the Council (EAG), 
which was mandated to oversee all the work related to the development of a global 
MBM scheme and make recommendations to the Council. 
 
The EAG focused its work on a mandatory carbon offsetting approach as the basis for 
a global MBM scheme for international aviation. The EAG/15 meeting in January 
2016 considered a draft Assembly Resolution text on a global MBM scheme, which 
was further refined throughout 2016 by two meetings of a High-level Group on a 
Global MBM Scheme in February and April 2016, a High-level Meeting on a Global 
MBM Scheme in May 2016 and a Friends of the President Informal Meeting in August 
2016.  
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The Assembly, by adopting Resolution A39-3, agreed to implement a global MBM 
scheme in the form of CORSIA. It also requested the Council, with the technical 
contribution of CAEP, to develop the SARPs and related guidance material for the 
implementation of the Monitoring, Reporting and Verification (MRV) system under 
the CORSIA.

The CAEP developed SARPs for the CORSIA and, after amendment following the 
consultation with the Member States, Annex 16, Volume IV was adopted by the 
Council at its 214th Session (11 – 29 June 2018), and is applicable from 1 January 
2019.

The 40th Session of the ICAO Assembly (25 September – 4 November 2019) adopted 
resolution A40-19 (Consolidated statement of continuing ICAO policies and practices 
related to environmental protection - Carbon Offsetting and Reduction Scheme for 
International Aviation (CORSIA)), which supersedes the previous Assembly
Resolution A39-3. 

1.6 What is CORSIA and how does it work, in general?
The CORSIA has been adopted as complementary to the broader package of measures 
to help ICAO achieve its aspirational goal of carbon-neutral growth from 2020 
onwards. CORSIA relies on the use of emissions units from the carbon market to offset 
the amount of CO2 emissions that cannot be reduced through the use of technological 
and operational improvements, and sustainable aviation fuels.

The approach for CORSIA is based on comparing the total CO2 emissions for a year 
(from 2021 onwards) against a baseline level of CO2 emissions, which is defined as the 
average of CO2 emissions from international aviation covered by the CORSIA for the 
years 2019 and 2020 (see question 2.17 for more details on CORSIA’s baseline). In the 
following years, any international aviation CO2 emissions covered by the CORSIA that 
exceed the baseline level represent the sector’s offsetting requirements for that year 
(see graph below for an illustrative example for year 2022).

The sectoral offsetting requirements are shared among aeroplane operators 
participating in the CORSIA based on the sectoral growth factor and the individual 
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2.3  What is the difference between the pilot phase (from 2021 through 2023) and the first 

phase (from 2024 through 2026)? 
 The requirements for the two phases are identical except for how the aeroplane 

operator’s offsetting requirements are determined by the State. Specifically: 
 

 For the pilot phase, States have two options to determine the basis of an 
aeroplane operator’s offsetting requirements:  

 Option 1: Use the aeroplane operator’s emissions covered by CORSIA 
in a given year (i.e. 2021, 2022 and 2023) 

 Option 2: Use the aeroplane operator’s emissions for the year 20201.  
 For the first phase, the calculation to determine an aeroplane operator’s 

offsetting requirements is based on the emissions in a given year (i.e. 2024, 
2025 and 2026). 

 
For more details on calculating offsetting requirements, please see question 2.15.  
 
1 In order to safeguard against inappropriate economic burden on aeroplane operators due to the COVID-19 
pandemic, the Council, at its 220th Session (June 2020), decided that during the pilot phase, 2019 emissions shall be 
used for 2020 emissions and published in all relevant ICAO documents referenced in Annex 16, Volume IV. There 
was no change for the provisions of Annex 16, Volume IV or Assembly Resolution A40-19 text. 

2.4  Which criteria determine the participation or exemption of States from CORSIA 
offsetting in its second phase from 2027 to 2035? 

 Unlike the voluntary participation of States in the CORSIA offsetting in the pilot and 
first phases from 2021 to 2026, the second phase of the CORSIA from 2027 to 2035 
applies to all Member States. There are, however, two categories of exemptions based 
on aviation-related and socio-economic criteria. These criteria for the exemption of 
States from the CORSIA offsetting requirements in the second phase are defined in 
A40-19 paragraph 9 e). 
 
For aviation-related criteria, there are two thresholds: 

 States whose individual share of international aviation activities in Revenue 
Tonne Kilometers (RTKs) in year 2018 is below 0.5 per cent of total RTKs; 
and 

 States that are not part of the list of States that account for 90 per cent of total 
RTKs when sorted from the highest to the lowest amount of individual RTKs. 
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For socio-economic criteria, States that are defined as Least Developed Countries 
(LDCs); Small Island Developing States (SIDS); and Landlocked Developing 
Countries (LLDCs), regardless of their level of international aviation RTK share, are 
exempted from offsetting requirements in the second phase of CORSIA. Nevertheless, 
these States can voluntarily participate in the second phase of the CORSIA. 

2.5  What is a “RTK”? 
 Revenue Tonne Kilometers or RTKs is the utilised (or sold) capacity for passengers 

and cargo expressed in metric tonnes, multiplied by the distance flown. In other words 
the RTK levels correspond to the volume of air transport activity. As an aeroplane 
operator carries more passengers and cargo over a longer distance, the RTK levels of 
the operator increase.  
 
A State’s RTK represents the total RTK levels of all aeroplane operators registered to 
that State. Annual RTK data is being reported from Member States to ICAO as part of 
the ICAO Statistics Programme, and published in the Annual Report of the ICAO 
Council.  
 
RTK data for the year 2018 will be used for the purposes of determining the 
participation of States in the second phase of the CORSIA (see question 2.4). 

2.6  How are RTK shares calculated? 
 A State’s individual RTK share is calculated by dividing the State’s RTKs by the 

total RTKs of all States.  
 
The cumulative RTK share is calculated by sorting the individual RTK shares from 
the highest to lowest, then successively increasing the value by summing the RTK 
shares from highest to lowest until the value reaches 90%. The values of all States are 
considered for this calculation, regardless of whether a State is exempted or not from 
offsetting requirements under the CORSIA. 

 Key design element 2: Route-based approach of CORSIA 
2.7  What is the route-based approach of CORSIA? 

 Paragraph 10 of the Assembly Resolution A40-19 defines the coverage of the CORSIA 
offsetting on the basis of routes between States, with a view to minimizing market 
distortions between aeroplane operators on the same routes. For this purpose, the 
approach is to provide equal treatment of all aeroplane operators on a given route. 
Specifically: 

 A route is covered by the CORSIA offsetting if both States connecting the 
route participate in the scheme.  

 A route is not covered by the CORSIA offsetting if one or both States 
connecting the route do not participate in the scheme.  
 

When an aeroplane operator calculates its CO2 emissions covered by the CORSIA 
offsetting in a given year, it needs to take into consideration emissions from its 
operations on all the routes covered by the scheme, as outlined in paragraph 10 of the 
Assembly Resolution. 

 
It should be noted that the applicability of CORSIA offsetting requirements and the 
applicability of CORSIA monitoring, reporting and verification (MRV) requirements 
are not the same. Even if an international flight is not covered by the offsetting 
requirements, it is still covered by the MRV requirements. See question 3.19 for more 
information on the applicability of CORSIA MRV requirements.  
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The figure below illustrates CORSIA’s route-based approach, and the applicability of 
MRV and offsetting requirements. 

 
 

2.8  What does “participation of States to CORSIA offsetting” mean for the route-based 
approach?  

 The term “participation of States to CORSIA offsetting” means that if a State 
participates in CORSIA offsetting, then all routes between this State and all other 
States participating in CORSIA offsetting are covered by offsetting requirements.  
 
Please see questions 2.2 and 2.4 for details on how the participation to CORSIA 
offsetting is being determined in different phases. 

2.9  Can the characterisation of a route as “covered” or “not covered” by the CORSIA 
offsetting change over time? 

 Paragraph 10 of the Assembly Resolution A40-19 determines the characterisation of a 
route as “covered” or “not covered” by the CORSIA offsetting requirements, on the 
basis of whether the States connecting the route participate in CORSIA offsetting.  
 
The voluntary participation of States in different phases of the CORSIA will determine 
the overall coverage of the scheme.  
 
To give certainty on the routes to be covered by the CORSIA offsetting requirements 
every year, the Assembly Resolution A40-19 sets a deadline by 30 June of the 
preceding year for States to notify ICAO of their intention to voluntarily participate in 
the scheme, or discontinue their participation, from 1 January of the following year. 

2.10 Do States and aeroplane operators that do not participate in the CORSIA offsetting 
have any requirements under the CORSIA? 

 According to paragraph 10 of the Assembly Resolution A40-19, all international 
flights on the routes between States, both of which are not included in the CORSIA 
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offsetting, are exempted from the offsetting requirements of the CORSIA, while 
retaining simplified reporting requirements. The requirement to monitor, report and 
verify CO2 emissions from international aviation is thus independent from the 
offsetting requirement.  
 
The data reported by States will be used for the calculation of the CORSIA baseline 
(see question 2.17 for more details on CORSIA’s baseline) as well as for the 
calculation of the aeroplane operators’ offsetting requirements, where applicable.  

2.11 Can an aeroplane operator have offsetting requirements, even if its State of registration 
does not participate in CORSIA offsetting? 

 Yes. Because of the CORSIA’s route-based approach, an operator operating on routes 
between participating States would be subject to the offsetting requirements under the 
CORSIA, no matter whether its State of registration participates in CORSIA offsetting 
or not.  

2.12 What would happen to the CORSIA emissions coverage if an operator of a non-
participating State flies on the routes between participating States (e.g. fifth-freedom 
traffic right)?  

 Because of the CORSIA’s route-based approach, these routes between participating 
States would be subject to the coverage of emissions offsetting requirements under the 
CORSIA. Thus, an operator of a non-participating State would be subject to offsetting 
requirements if it had a flight between two participating States, and emissions from 
such flights would be added to the coverage of CORSIA’s offsetting requirements. 

2.13 What would happen to the CORSIA emissions coverage if a State without an operator 
undertaking international flights decides to participate in the CORSIA offsetting? 

 States without an operator flying international flights are encouraged to participate in 
all phases of the CORSIA. If such a State decides to participate, international flights to 
and from that State to other participating States are additionally included for the 
CORSIA’s offsetting requirements, due to the route-based approach. The total 
international emissions covered by CORSIA offsetting would ultimately increase. 

 Key design element 3: CORSIA offsetting requirements and eligible emissions 
units 

2.14 What is offsetting and how does it work, in general? 
 In general, offsetting is done through the purchase and cancellation of emissions units 

(see question 4.20), arising from different sources of emissions reductions achieved 
through mechanisms, programmes or projects. The buying and selling of eligible 
emissions units happens through the carbon market. The price of the emissions units in 
the carbon market is influenced by the law of supply (availability of emissions units) 
and demand (level of offsetting requirements).  
 
“Cancelling” means the permanent removal and single use of an emissions unit so that 
the same emissions unit cannot be used more than once. This is done after an aeroplane 
operator has purchased emissions units from the carbon market.  
 
For CORSIA, an aeroplane operator is required to meet its offsetting requirements by 
cancelling CORSIA Eligible Emissions Units in a quantity equal to its total final 
offsetting requirements for a given compliance period. CORSIA Eligible Emissions 
Units are to be determined by the ICAO Council, and up-to-date information on 
eligible units is made available on the ICAO CORSIA website (see question 4.21). 

2.15 How are an aeroplane operator’s offsetting requirements calculated? 
 Paragraph 11 of the Assembly Resolution A40-19 addresses the distribution of the total 

amount of CO2 emissions to be offset in a given year among individual aeroplane 
operators. This is accomplished by introducing a dynamic approach for the distribution 
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of offsetting requirements, which takes into account: 
 The Sector’s Growth Factor: represents the international aviation sector’s 

global average growth of emissions in a given year. It will be applied as a 
common factor for all individual operators participating in the scheme for the 
calculation of their offsetting requirements. ICAO will calculate the Sector’s 
Growth Factor every year based on the reported CO2 emissions data from 
States to ICAO; and 

 The Individual Growth Factor: represents an individual operator’s growth 
factor of emissions in a given year. This variable will start to be used from 
2030 together with the Sector’s Growth Factor. It will increase gradually to 
represent more of an operator’s offsetting requirement. 

 
Offsetting requirements will be calculated as follows:  

a) From 2021 through 2029 a 100 per cent sectoral approach (and 0 per cent 
individual approach) will be applied. This applies to the pilot phase, the first 
phase, and the first compliance period of the second phase.  

b) During the second compliance period of the second phase (2030 through 2032) 
at least 20 per cent of offsetting requirements would be calculated according to 
the “individual approach”. From 2033 to 2035, at least 70 per cent of offsetting 
requirements would be calculated according to the “individual approach”. In 
2028, the Council will recommend to the Assembly whether and to what extent 
to adjust the individual percentage.  

 
The sectoral/individual approach is applied from 2030, rather than from the start of the 
second implementation phase (2027), to provide for the equal treatment of the 
calculation of offsetting requirements between aeroplane operators participating in the 
first and second phase of the CORSIA. 
 
Once the sector’s (and individual operator’s, if applicable) growth factor for a given 
year is being made available by ICAO, the State will calculate an operator’s CO2 
offsetting requirements by multiplying the operator's annual emissions covered by 
CORSIA offsetting in the given year by the growth factor. Result of this calculation is 
the operator’s offsetting requirements for a given year. For each compliance period 
(see question 2.16), the State will sum up the offsetting requirements for each year 
within that compliance period, and the result will be the operator’s total offsetting 
requirement for that compliance period.  
 
The figure below describes the calculation of an aeroplane operator’s offsetting 
requirements. 
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2.16 What are CORSIA’s compliance periods?  
 Paragraph 15 of the Assembly Resolution A40-19 determines that CORSIA has three-

years compliance cycles (also referred to as a compliance period), for which the 
operators need to reconcile their offsetting requirements. The compliance periods are: 

 Compliance period 1: years 2021 – 2023; 
 Compliance period 2: years 2024 – 2026; 
 Compliance period 3: years 2027 – 2029; 
 Compliance period 4: years 2030 – 2032; 
 Compliance period 5: years 2033 – 2035. 

 
It should be noted that an operator will report its CO2 emissions on an annual basis, 
corresponding to calendar years. See question 3.68 for more information on the 
relationship between CORSIA’s compliance periods and reporting periods.  

2.17 What are CORSIA’s baseline emissions? 
 For the purposes of CORSIA, the sectoral baseline is defined as the average of total 

CO2 emissions for the years 2019 and 2020 on the routes covered by CORSIA 
offsetting in a given year from 2021 onwards. 
 
The Council, at its 220th Session (June 2020), made a series of decisions in order to 
safeguard against inappropriate economic burden on aeroplane operators due to the 
COVID-19 pandemic. Council’s decisions regarding the CORSIA baseline can be 
summarized as follows: 
 

 During the pilot phase, 2019 emissions shall be used for 2020 emissions and 
published in all relevant ICAO documents referenced in Annex 16, Volume IV. 
There was no change for the provisions of Annex 16, Volume IV or Assembly 
Resolution A40-19 text. 

 
 For future phases of CORSIA implementation beyond the pilot phase, the 

Council will examine the impact of COVID-19 on the CORSIA baseline, 
among various issues, when undertaking the 2022 CORSIA periodic review. 

 
Paragraph 11(g) of the Assembly Resolution A40-19 notes that the sectoral baseline 
will be re-calculated when the routes included in the CORSIA change. This can 
happen, for example, when new States volunteer to participate or States decide to 
withdraw their voluntary participation. The recalculation of the baseline will be done 
by ICAO at the start of each year. 

2.18 What is the difference between the Sector’s Growth Factor used by the formula under 
the CORSIA and the generally-used term “emission growth rate”? 

 In general, the term “emissions growth rate” refers to the percentage increase in the 
amount of emissions from the baseline to a given year from 2021, compared to the 
baseline emissions.  
 
For the purposes of CORSIA, the Sector’s Growth Factor is defined as the percentage 
increase in the amount of emissions from the baseline to a given year from 2021, 
compared to the emissions in that given year. 

2.19 How are CORSIA Eligible Fuels accounted for in the calculation of offsetting 
requirements?  

 From 2021 onwards, operators can reduce their CORSIA offsetting requirements by 
claiming emissions reductions from CORSIA Eligible Fuels. In order to do this, the 
operator will:  
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The Rt Hon Angela Rayner MP

By email

17 November 2021

Dear Angela, 

General Aviation – Department for Transport’s priorities and 
governance 

On Monday 15th November, you published a letter criticising the Secretary of 
State for Transport for promoting various policies on General Aviation, and 
accusations about how some could be seen as lobbying. As the Minister 
responsible for Aviation I am writing to clarify points made incorrectly about 
the Department’s work and priorities on General Aviation.

General Aviation priorities 

The Department for Transport works to promote all aspects of its important 
brief, including the General Aviation sector which contributes around £4bn to 
the economy and supports nearly 40,000 jobs. Suggestions that General 
Aviation is a hobby sector shows a fundamental misunderstanding of the 
sector. General Aviation is the seedbed of all aviation, developing the talent 
of the future, the safety processes that underpin the entire industry, and is the 
test bed for emerging zero emission technology. 

General Aviation airfields form part of the critical national infrastructure and 
the Department wants to ensure that airfields can grow and thrive as key 
economic contributors. 

This is not new. General Aviation has been a key component of the 
Department’s remit for many years. As Secretary of State between 2012 and 
2016 Patrick McLoughlin provided a Letter of Direction to the Civil Aviation 
Authority1 asking it to prioritise work on aviation grass roots. The Government 
published the General Aviation Strategy six years ago under the Coalition 

1 1 The Civil Aviation Authority is an Arm’s Length Body and the Department is able to provide grant funding 
under sections 12 and 16 of the Civil Aviation Act 1982 to deliver specific activities.
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Under Secretary of State 
Robert Courts MP

Great Minster House 
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Government, setting out the Government’s vision of the UK being the best 
place in the world for General Aviation as a flourishing, wealth-generating and 
job-producing sector of the economy. This is therefore collectively agreed 
government policy. 

Many of the Government’s subsequent policies relating to General Aviation 
result from implementing this strategy – including supporting General Aviation 
airfields, promoting skills and diversity and delivering more proportionate 
regulation for General Aviation, working closely with the Civil Aviation 
Authority. I have observed with interest the work my colleague the Rail 
Minister is doing, reversing the cuts made by Dr Beeching in the 1960s. The 
work on General Aviation being done now by this and previous 
administrations will ensure that future Aviation Ministers are not tasked with 
rebuilding our critical national aviation infrastructure. Once lost, airfields are 
difficult to replace, given the pressure on development land. 

Three years ago in 2018, the Government updated the National Planning 
Policy Framework to include section 106.f to ensure that planning decisions 
have regard to the importance of the national network of General Aviation 
airfields.  

As part of our continuing work, and following on from the 2015 General 
Aviation Strategy, I recently issued a Written Ministerial Statement in the 
House (link here) and my Department published the General Aviation 
Roadmap (link here). 

The aviation sector remains incredibly unrepresentative of the wider 
population. Over 95% of commercial pilots are men. The Government and 
Transport Secretary are passionate about the UK being able to train pilots 
from more diverse backgrounds. Diversifying General Aviation, which 
produces the commercial pilots of the future, plays a critical part in this.  

Civil Aviation Authority - Airfields Advisory Team 

The Airfield Advisory Team is an independent non-regulatory advisory team 
within the Civil Aviation Authority.  

The Civil Aviation Authority is an independent Non-Departmental Public Body, 
established in statute and subject to the rules on lobbying which apply to all 
such bodies. The Chief Executive Officer, as the designated CAA accounting 
officer, is responsible for ensuring that all public resources are utilised in line 
with the requirements in the UK Corporate Governance Code and in the spirit 
of Managing Public Money. 

The Airfields Advisory Team was established to provide advice and support to 
General Aviation airfields on a range of aviation-related matters affecting their 



operations and its remit is set out publicly2. As part of this work, the Airfields 
Advisory Team also liaises with organisations to ensure that the economic, 
educational and community benefits of General Aviation are understood so 
that informed decisions can be made by local planning authorities.   

It was established in the context of a severe decline in airfields. It is in line 
with government policy that the impacts on General Aviation are considered 
in decisions that affect airfields.  

The work of the AAT is also consistent with the “growth duty” for regulators 
(established in  the Deregulation Act 2015) which requires the Civil Aviation 
Authority to take account of the growth of the sector whilst carrying out its 
regulatory functions. This duty is also set out in the Secretary of State’s 
published letter of priorities to the regulator. 

The Department provides grant funding to the Civil Aviation Authority for a 
range of activities, including the work of the Airfields Advisory Team. This 
itself is subject to Managing Public Money and the DfT Permanent 
Secretary’s Accounting Officer responsibilities. All such grants are provided 
under strict governance arrangements and are subject to specific KPIs and 
monitoring arrangements.  

In summary your characterisation of the Airfields Advisory Team as a 
separate lobbying body is wholly incorrect. It is an independent advisory team 
operating within the CAA with a published remit and subject to clear rules in 
relation to lobbying and managing public money. 

Airfield Development Advisory Fund 

The Airfield Development Advisory Fund was set up in October 2020 to 
provide General Aviation airfields and associated businesses with bespoke 
support to help them grow and upskill. Applicants benefitted from a range of 
operational, safety and business management advice, similar to many 
business development funds available in other sectors. 
The Airfield Development Advisory Fund was set up in line with Cabinet 
Office public procurement policy rules and involved close working with the 
Department’s commercial team and the Crown Commercial Services to 
procure and manage the contract. This fund has been delivered and is no 
longer open. 

2 The CAA have published the AAT’s full remit here. Annex C covers the specific role of the AAT: 







government’s commitment to boosting international trade, bolstering British investment 

Speaking at the UK’s Travel Summit at Expo, the Transport Secretary will outline the UK’s 



and UK, strengthening both countries’ positions as leaders 

As one of the UK’s largest trading partners –
–

We’re leading the charge on the transport revolution, investing billions of pounds of 

This year’s Expo will focus on sustainability, mobility and opportunity, positioning the UK 

–




