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GROUP ON INTERNATIONAL AVIATION AND CLIMATE CHANGE (GIACC) 
 

SECOND MEETING 
 

(MONTRÉAL, 14 TO 16 JULY 2008) 
 

SUMMARY OF DISCUSSIONS — DAY 1 
 
 
Agenda Item 1:  Administrative Matters 
 
Opening of the meeting 
 
1. Opening the meeting, the Chairperson, Mr. R. Cron (Switzerland), welcomed Members 
(and their Advisors) to the Second Meeting of the GIACC, in particular, Mr. Z. Wang (China), Mr. T.E.W. 
Schmidt (Germany), Mr. R.P. Sahi (India), Mr. K. Takiguchi (Japan), Mr. E. Bachurin (Russian Federation) 
and Ms. N. Lobue (United States), who were attending for the first time. 
 
2. The President of the Council joined the Chairperson in welcoming GIACC Members (and 
their Advisors) again to Montr�al. Noting that arrangements had been made for a representative of the United 
Nations Framework Convention on Climate Change (UNFCCC) to give a briefing on the UNFCCC’s 
activities, he emphasized that the GIACC’s schedule was designed to support the ICAO Council in taking 
decisions concerning a climate change policy with respect to international civil aviation in preparation for the 
Fifteenth Meeting of the Conference of the Parties (COP15) at the end of 2009. The UNFCCC and ICAO 
had been working hard to coordinate their respective work plans. Underscoring that one of the most 
important issues that the GIACC would have to deal with was the question of global aspirational goals, the 
President recalled that that its First Meeting the GIACC had made it clear that such goals should be in the 
form of fuel efficiency, which was consistent with Assembly Resolution A36-22 (Consolidated statement of 
continuing ICAO policies and practices related to environmental protection), Appendix K (ICAO 
Programme of Action on International Aviation and Climate Change). In stressing that expectations were 
very high in that regard, he noted that the world community was looking for such goals to be agreed upon 
very soon. 
 
3. Underscoring the need for decisive action if ICAO was to deal effectively with the real and 
pressing environment challenges related to aviation, the President indicated that, in addition to addressing 
global aspirational goals, the GIACC must also formulate concrete recommendations that could be presented 
to the ICAO Council. Observing that there was broad support for emissions trading as an option for aviation, 
he stated that it might be helpful for the GIACC to consider a recommendation to the Council on that topic, 
for example, on whether ICAO should develop a global emissions trading program for aviation. 
 
4. Noting that ICAO had published in June 2008 Guidance on the Use of Emissions Trading 
for Aviation, which offered suggestions to Contracting States for incorporating international aviation 
emissions into their respective emissions trading schemes, the President emphasized that aviation, as an 
international activity, would benefit from a global emissions trading mechanism, one based upon mutual 
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consent and with a clearly-defined role for ICAO in promoting participation by Contracting States. That 
would not only enhance the effectiveness of aviation’s response to climate change but also ICAO’s 
leadership position in that area. That was what was expected of ICAO as the global regulator and it was its 
responsibility to propose concrete steps that would generate results for the medium and long term. 
 
5. Observing that ICAO received disproportionate negative coverage in the news media even 
though international civil aviation represented less than 2 per cent of the global man-made emissions of CO2, 
the President indicated that the recommendations to the ICAO Council that the GIACC would be making 
might provide material for generating positive coverage for aviation in its drive for sustainable growth. 
 
6. The President reminded the Group that resources for the GIACC process are limited and that 
the efficient and effective participation of every Member was essential. He indicated that the Group could set 
goals for itself to achieve specific results at specified times, so as to ensure that its report to the high-level 
meeting fulfilled the mandate assigned to it by the 36th Session of the Assembly. 
 
7. The President then commended Mr. Cron for his active leadership and valuable 
contributions over the past four months as the sitting Chairperson of the GIACC. In concluding, he thanked 
the GIACC for its contributions to date and wished Members a very productive meeting. The full text of the 
President’s address is available on the GIACC webpage and secure dedicated website. 
 
8. In offering his personal reflections regarding the GIACC’s Second Meeting, Chairperson 
Cron observed that all agreed that climate change issues were a very prominent topic on the international 
political agenda. He noted that the latest example of that was the recent G8 summit in Hokkaido Toyako, 
Japan (7-9 July 2008), when the leaders of the world’s major industrialized nations had agreed on the need 
to cut global greenhouse gas (GHG) emissions by at least 50 per cent by 2050 — in effect, deciding on an 
aspirational goal. Another example was the Aviation & Environment Summit 2008 (Geneva, 
22-23 April 2008), at which the aviation industry had agreed on the principle of carbon neutral growth — 
another aspirational goal. In the ICAO framework, a Workshop on Aviation and Carbon Markets had been 
given from 18-19 June 2008. In parallel, the UNFCCC process had continued. Last, but not least, there had 
been a very important further increase in fuel prices over the last few months. Those high fuel prices 
constituted a major challenge for the aviation sector. The Chairperson recalled, in that regard, the statements 
made that as those high fuel prices would lead to a decrease in consumption, additional environmental 
measures to reduce GHG emissions were no longer needed. He hoped that all agreed that high fuel prices 
could not serve as an argument for stopping the development and implementation of a comprehensive 
environmental strategy whose overall goal was to reduce GHG emissions. 
 
9. The Chairperson then drew attention to the flowchart entitled Use of eventual GIACC 
output attached to GIACC/1-SD/3, which outlined the environmental strategy within ICAO and the 
GIACC’s role therein. He recalled that the six common themes agreed upon by the Group at the end of its 
First Meeting (and reproduced in IP/1) were: 1) Need to address climate change issues under ICAO 
leadership in close coordination with UNFCCC. GIACC is evidence of this leadership; 2) Sustainable 
aviation growth is paramount and good for the world economy. GIACC should deliver ambitious but feasible 
solutions; 3) Need to address aviation’s greenhouse gas emissions by a multi-path approach comprising 
measures such as operational measures, market-based measures, voluntary measures, improvements in ATM 
and technological advances (as described in GIACC’s terms of reference); 4) Need to present measures that 
States can use to respond to possible global aspirational goals in accordance with the terms of reference and 
consistent with Appendix K of Assembly Resolution A36-22, taking into account national and regional 
priorities, recognizing the particular economic conditions of developing countries (common but 
differentiated responsibilities); 5) Implementation framework will allow States to identify financial needs 
and promote the use of innovative funding and transfer of technologies to developing countries; and 6) 
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GIACC should have access to updated data. The Chairperson stressed that the GIACC’s work should ensure 
that: all States were engaged in efforts to reduce aviation emissions; that developing countries were assisted 
in decreasing their aviation emissions; and that economic growth imperatives were respected. 
 
10. Referring to paragraph 2.1 of WP/1 on the purpose of the Second Meeting, the Chairperson 
noted the following six points to be addressed by the Group: 1) analysis of the answers provided by GIACC 
Members in respect of the template questions and identification of topics with consensus and topics where 
further discussion is needed; 2) elaboration of basic principles in relation with the definition of aspirational 
goals; 3) elaboration of basic principles for the development of a catalogue of elements for the Programme 
of Action; 4) exchange of information regarding the UNFCCC activities; 5) identification of data 
requirements; and 6) assignment of tasks, allocation of responsibilities and definition of deliverables with 
regard to GIACC/3. In his view, the Group would have to deal with four key areas relating thereto: the setting 
of aspirational goals; the preparation of a menu of measures; the setting up of a monitoring and reporting 
process; and support for developing countries. 
 
11. Chairperson Cron considered that, for GIACC/2 to have a successful outcome, it would be 
necessary for the Group to define: concrete guiding principles for the establishment of aspirational goals; the 
elements of the menu of measures on the basis of a comprehensive approach; the monitoring and reporting 
process; and support for developing countries. Furthermore, it would also be necessary to set up a work 
process for the interval between GIACC/2 and GIACC/3. In that framework, the Group would have to be 
able to progress its work in order to fulfill its mandate and to deliver its report in Summer 2009. In 
emphasizing that that deadline was crucial, the Chairperson stressed the need for ICAO to have a solid and 
convincing position on how it intended tackle climate change challenges in the aviation sector by the COP15 
Meeting in Copenhagen in December 2009. Expectations in that regard were high, or even very high, as the 
President of the Council had indicated. The aviation sector and therefore ICAO had to be able to prove that 
there were clear concepts on how to address climate change in the aviation sector and interact with the 
UNFCCC process; otherwise, there was a big risk that ICAO would lose control over that very important 
aspect of its activities. In concluding, the Chairperson thanked the Secretariat for organizing and preparing 
for GIACC/2. 
 
Election of the Chairperson and Vice-Chairperson 
 
12. On a nomination by Ms. N. Lobue (United States), seconded by Mr. G. López Meyer 
(Mexico), the Group elected Ms. M. Mpofu (South Africa) as its Chairperson and Mr. M.V. Pinta Gama 
(Brazil) as its Vice-Chairperson for the Second Meeting. 
 
13. In her introductory remarks, the new Chairperson recalled the comment made by the 
President of the Council regarding the timing of GIACC meetings and affirmed her commitment not to 
exceed the planned four meetings. She would be proposing a mechanism to adhere to the schedule of 
meetings. The Chairperson also noted the President’s comment regarding the limited resources available for 
the GIACC process. In thanking Mr. Cron for his excellent work as Chairperson during GIACC/1 and more 
importantly for his efforts to carry the process forward between the First and Second Meetings, she observed 
that a good handover meeting had taken place to plan properly for the present meeting. 
 
14. In recalling the new developments which had occurred since GIACC/1, the Chairperson 
underscored that they had had only a positive impact on the Group’s work. She highlighted, in that regard, 
the recent G8 summit, and more importantly, the agreements reached by the G5 countries (the five largest 
emerging economies) in that context. The Chairperson also noted the changes which had happened in the 
economic environment, in particular, high fuel prices, which would have a direct impact on how the GIACC 
deliberated on measures to be implemented in the aviation sector to reduce GHG emissions. 
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15. Expressing appreciation for the arrangements made for the Group to have direct interactions 
with a representative of the UNFCCC during the meeting, the Chairperson observed that GIACC/1 had 
highlighted the need for close collaboration with the latter and a better understanding of the UNFCCC 
context as it impacted the Group’s work. GIACC/1 had also stressed the importance of aligning the Group’s 
work with that of the UNFCCC, and especially of ensuring that the GIACC’s programme clearly reflected 
the sentiments and agreements reached at the UNFCCC. Of equal importance was the alignment of GIACC’s 
processes and meetings, and therefore its positions and work, with those of the UNFCCC. The Chairperson 
underscored that the GIACC’s report to the COP15 Meeting should clearly articulate the aviation sector’s 
aspirational goals and framework. 
 
16. With reference to the agenda for the meeting, the Chairperson indicated that it dealt largely 
with the consolidated template set forth in WP/2, which identified topics where consensus existed and topics 
where further discussion was required, and with articulating the work that had to be concluded. As opposed 
to GIACC/1, the Second Meeting had been deliberately structured to minimize external presentations, with 
the exception of one by the UNFCCC, to allow more time for deliberations and proposals by GIACC 
Members. The Chairperson stressed that it was important to arrive at further consensus on the said template 
and to indicate areas of agreement and to set processes forward for outstanding matters where either 
consensus had not been achieved or there was a need for further tasks to be carried out. That was an 
important framework for GIACC/2. 
 
17. Noting that one of the important developments had been the proposed extension of the 
European Union’s Emissions Trading Scheme (ETS) to cover European aviation emissions, the Chairperson 
invited Mr. P. Schwach, the GIACC Member from France, which currently held the EU presidency, to give 
a presentation on the status of the EU’s ETS to facilitate a better understanding of that scheme. While the 
Group would not be discussing the application of the EU’s ETS to European aviation emissions during the 
present meeting, it could do so at some future date. 
 
Presentation of the status of the EU’s Emissions Trading Scheme (ETS) 
 
18. Mr. Schwach (France) recalled that the European Commission had proposed a Directive in 
December 2006 for the inclusion of aviation serving the European territory in an emissions trading scheme 
(ETS) which had been in existence for several years for other sectors of the economy. The framework 
proposed by the EU had never been called into question. It established allowances for airlines based on 
average emissions for the years 2004-2006. The emissions allowances were tradable and could be increased 
through the purchase of allowances from other sectors. While the framework was established in December 
2006, a number of other parameters which determined the ETS had been subsequently discussed in the 
European legislative process, namely, by the Council of Ministers, i.e. Member States of the EU, and the 
European Parliament. Three parameters of particular importance had been considered: the date of entry into 
force of the Directive; the volume of emissions allowances; and the proportion of allowances to be allocated 
free of charge or auctioned. The auction system was indispensable as it enabled not only existing airlines but 
also new entrants to have allowances. 
 
19. In June 2008 the Council of Ministers and the European Parliament had reached agreement 
on the parameters. In particular, the year 2012 had been retained for the entry into force of the said Directive 
with respect to airlines from third countries. A ceiling for emissions allowances had been fixed which was 
slightly lower that the average emissions for the years 2004-2005, namely, 97 per cent of that figure, which 
could later be decreased to 95 per cent. The proportion of allowances to be auctioned had been set at 15 per 
cent, with the remaining 85 per cent to be freely allocated. The European legislative process would continue, 
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without opening up the contents of the said Directive, which had been ratified by a vote of the European 
Parliament in July 2008. 
 
20. Underscoring that the Directive offered important flexibility, Mr. Schwach noted that it 
provided exemptions for those States which had few links with Europe. Furthermore, its provisions could be 
amended if amendments were made to bilateral agreements with a third party. Above all, it foresaw that 
European States and the European Community would continue to work towards a global agreement to reduce 
global aviation emissions. The Directive explicitly stipulated that, in the event that such a global agreement 
were concluded, then the EU would amend its ETS so that it could be integrated therein. Mr. Schwach 
indicated that, from that point of view, it might be considered that the EU ETS was a default system, one 
which would only enter into force if a better system were not put into place, but which nonetheless embodied 
the political will and the firm commitment of the Member States and the citizens of the EU to reduce aviation 
emissions. 
 
21. The Group noted the above information. 
 
Review of the working arrangements 
 
22. The GIACC took the action proposed in paragraph 8.1 of WP/1 (Revision No. 1) and: 
approved the purpose of its Second Meeting as set forth in paragraph 2.1 thereof; noted the Agenda for the 
meeting contained in Appendix A; noted the Group’s terms of reference as approved by the Council and 
previously accepted by the Group as presented in Appendix B; approved the proposed programme for the 
meeting as outlined in Appendix C, subject to the addition of the item “Media issues and communications 
arising from GIACC/2”, to be considered on Wednesday, 16 July 2008, after the adoption of the process to 
progress work in the interval between the Second and Third Meetings; and noted the Group’s working 
methods and working hours as set forth in paragraphs 6 and 7 of the paper, subject to paragraph 7.1 being 
amended to indicate that meetings would commence at 0930 hours instead on 0915 hours in light of the 
interpreters’ schedule. 
 
Agenda Item 2:  Review of aviation emissions-related activities within ICAO and internationally 
 
Briefing by the United Nations Framework Convention on Climate Change (UNFCCC) 
on its activities 
 
23. Mr. S. Pesmajoglou of the UNFCCC then gave a briefing on those activities of the 
UNFCCC which were of relevance for the GIACC’s work. After providing an overview of the UNFCCC, he 
elaborated on the treatment of emissions from international aviation under the UNFCCC process. 
Mr. Pesmajoglou underscored, in this regard, that given the significance of international transport for the 
global economy and the complexities associated with developing national legislation to address international 
emissions, it had initially been decided not to address the mitigation of such emissions under the UNFCCC. 
Subsequently, the Subsidiary Body for Scientific and Technological Advice (SBSTA) and the Subsidiary 
Body for Implementation (SBI) had been requested to address the allocation and control of emissions from 
international aviation, as well as from maritime transport. The majority of the work having been 
characterized as methodological, the issue was thus under review by the SBSTA. Observing that there had 
not been any substantive discussion of the issue within the UNFCCC and that no conclusions had been 
reached thereon between SBSTA 22 and SBSTA 27, Mr. Pesmajoglou indicated that in June 2008 
SBSTA 28 had agreed to continue to receive information from ICAO on progress made regarding the latter’s 
modelling work for international aviation emissions for the information of the COP and to have a general 
exchange of views within SBSTA, with substantive discussions to resume only at SBSTA 32 in June 2010, 
after the COP15 Meeting. 
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24. Underscoring that the Kyoto Protocol had always been considered as a first step in reducing 
GHG emissions, Mr. Pesmajoglou noted that in December 2007 COP13 had adopted the Bali Roadmap. 
Under the associated Bali Action Plan, a two-year negotiating process had been launched for the 
development, by COP15 in December 2009, of a broad and robust climate change agreement to enable the 
full, effective and sustainable implementation of the UNFCCC beyond 2012, when the first commitment 
period of the Kyoto Protocol would expire. A new UNFCCC subsidiary body, the Ad Hoc Working Group 
on Further Commitments for Annex I Parties under the Kyoto Protocol (AWG-KP), had been created for that 
purpose. While neither the Kyoto Protocol nor the Bali Action Plan contained any specific references to 
emissions from international aviation, the issue had subsequently been raised, in particular, at the UNFCCC 
Bangkok Climate Talks (31 March-4 April 2008) and the UNFCCC Bonn Climate Talks (2-13 June 2008), 
and the Parties had decided to include it as one of the issues to be considered. There was not, however, any 
agreement on the role of the UNFCCC or the role of ICAO within the UNFCCC process. During the Bonn 
Climate Talks, some Parties had expressed the view that emissions from international aviation should be 
treated under sectoral approaches and sector-specific action. No agreement thereon had been reached and no 
concrete proposal had been made on how that issue would be discussed. Sectoral approaches and 
sector-specific action would nonetheless be considered by the UNFCCC AWG-KP during the upcoming 
meeting in Accra, Ghana (21-27 August 2008). 
 
25. Mr. Pesmajoglou noted that, since the Bangkok Climate Talks, addressing emissions from 
international aviation had been recognized as one of the means for Annex I Parties to achieve future 
mitigation commitments. At the Bonn Climate Talks, three different options had been presented regarding 
the respective roles of the UNFCCC and ICAO in dealing with that issue: that ICAO take the lead in all of 
the issues relating to emissions from international aviation; that the UNFCCC decide on the targets for 
reductions in aviation emissions and that ICAO decide on how such targets were to be implemented; and that 
the UNFCCC decide on the allocation and that ICAO provide the expertise for that discussion. There was 
disagreement, however, on how to proceed. Other positions had been stated regarding physical measures that 
would have to be taken into consideration in addressing the issue. 
 
26. In emphasizing that emissions from international aviation would be an important part of 
future UNFCCC talks, Mr. Pesmajoglou stressed the need for stronger collaboration between the ICAO and 
the UNFCCC processes and for coordination at the national level so that the same positions would be 
expressed at the UNFCCC and ICAO. Mr. Pesmajoglou further underscored the need for the climate change 
and the international aviation communities [governments, industry, business, manufacturers, 
non-governmental organizations (NGOs) and all other stakeholders] to work together in a more efficient 
manner. 
 
27. Mr. Pesmajoglou underscored that a truly effective long-term climate change strategy must 
be comprehensive — no sector of the economy could be left out. It was for the GIACC to find the most 
appropriate way forward, and to decide if international aviation should be treated separately from the other 
sectors or as part of the other sectors. He emphasized that the envisaged agreement that would result from 
COP15 would cause a radical change in the world economy, affecting how goods were produced and 
consumed. Mr. Pesmajoglou stressed the need for the GIACC to bear in mind that communities in the 
poorest countries, which had not contributed thus far to climate change, would probably be the worst affected 
by its impacts. In concluding, he underscored the need to focus all efforts on developing a comprehensive 
climate change agreement by 2009. The text of Mr. Pesmajoglou’s presentation is available on the GIACC 
secure dedicated website. 
 
28. Responding to a question on the grounds for disagreement within the UNFCCC process 
regarding the respective roles of the UNFCCC and ICAO in reducing aviation emissions, Mr. Pesmajoglou 
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noted that some States considered that ICAO had all the requisite expertise to find ways to reduce aviation 
emissions and that the UNFCCC should not be involved in such efforts. Those States were of the view that 
ICAO had a clear mandate to carry out such work under Article 2.2 of the Kyoto Protocol, which stipulated 
that Annex I Parties shall pursue limitation or reduction of GHG emissions from aviation bunker fuels 
working through ICAO. Others States believed that there was still a role for the UNFCCC to play in reducing 
such emissions. Recalling the three options that had been put forward at the Bonn Climate Talks, he clarified 
that one was for ICAO to do all the work and to develop its own aviation emissions reductions targets and 
implementation plans. The second option was for the UNFCCC to decide on the said targets, with ICAO 
deciding on their implementation. The third option was for the UNFCCC to decide on allocation, with ICAO 
providing expertise. It had not been possible to come up with one way forward. The UNFCCC process 
worked on the basis of consensus. There was no majority rule or voting system. The issue would, however, 
be the subject of future negotiations. It was hoped that, in a year’s time, there would be more clarity regarding 
the direction in which UNFCCC States wished to move ahead. It was noted, in this regard, that at the recent 
G8 summit leaders had emphasized “the importance of expeditious discussions in the International Civil 
Aviation Organization (ICAO) and the International Maritime Organization (IMO) for limiting or reducing 
GHG emissions in the international aviation and maritime sectors, bearing in mind the distinct processes 
under the UNFCCC toward an agreed outcome for the post-2012 period” (cf. paragraph 25 of the G8 
Hokkaido Toyako Summit document on Environment and Climate Change). The view was expressed that, in 
light of the said distinct processes, it was incumbent upon the GIACC to identify a consensus way forward. 
 
29. To another question regarding the timing for the submission of meaningful input from 
ICAO to the UNFCCC process, Mr. Pesmajoglou emphasized that the earlier such input was provided to the 
UNFCCC, the better it would be. He expressed the hope that after the next GIACC meeting in February 2009, 
the Group’s preliminary findings could be submitted to the UNFCCC as input for its negotiations. 
 
30. Referring to another point raised, Mr. Pesmajoglou underscored the importance of the 
UNFCCC and ICAO processes working together towards the common goal of reducing aviation emissions. 
Those processes should complement and enhance each other. To a suggestion that a system of focal points 
be established, he noted that the UNFCCC had no preference for any such system. If, however, the GIACC 
considered that it was necessary, the UNFCCC could use the contacts which it had in various government 
departments as its focal points. Observing that, whereas UNFCCC meetings were open to all States, GIACC 
meetings were only open to those States invited to attend, Mr. Pesmajoglou indicated that it was for the 
GIACC to decide if it wished to involve more States in its deliberations. 
 
31. The Chairperson indicated that the GIACC would continue its close interactions with the 
UNFCCC to ensure consistency in the processes and that it would be guided by the outcome of the upcoming 
UNFCCC meeting in Accra, Ghana and meetings to be held in 2009. 
 
Agenda Item 1:  Administrative Matters 
 
Approval of the summaries of discussion of GIACC/1 
 
32. The GIACC then reviewed and approved the summaries of discussion of its First Meeting 
as contained in GIACC/1-SDs 1, 2 and 3, subject to the third sentence of paragraph 9 of SD/1 being amended 
by replacing the word “political” with the word “policy” so that it would read “GIACC should remain a 
policy-oriented group”. 
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Agenda Item 2:  Review of aviation emissions-related activities within ICAO and internationally 
 
Review of developments since GIACC/1 and consideration of the Council’s review of C-WP/13143 
[Progress report on the Group on International Aviation and Climate Change (GIACC)] 
 
33. The Chief of the Environmental Unit (C/ENV), who served as the Secretary of the 
Committee on Aviation Environmental Protection (CAEP), then presented WP/3 on recent environmental 
developments, including: the results of the UNFCCC Bangkok Climate Talks (31 March-4 April 2008) and 
Bonn Climate Talks (2-13 June 2008); the International Maritime Organization (IMO) 57th Session of the 
Marine Environment Protection Committee (MEPC57) (31 March-4 April 2008); the 16th Session of the 
UN Commission on Sustainable Development (CSD16) (5-16 May 2008); the First Intersessional Meeting 
of the IMO’s Working Group on Greenhouse Gas Emissions from Ships (Oslo, 23-27 June 2008), and 
developments in ICAO, including the CAEP, in particular the ICAO carbon calculator, and the Workshop 
on Aviation and Carbon Markets (18-19 June 2008), and other events and main challenges faced by ICAO. 
Additional information on the said workshop was contained in IP/4. The text of C/ENV’s presentation is 
available on the GIACC secure dedicated website. 
 
34. In the course of the discussion which followed, it was emphasized that, as there was 
currently no agreement within the UNFCCC process on the status and role of ICAO in addressing aviation 
emissions, there was a window of opportunity for the Organization to propose a concrete way forward which 
was in accordance with Assembly Resolution A36-22. The GIACC should recommend to the Council a 
course of action that fit into the UNFCCC framework while retaining the Organization’s leadership role in 
addressing aviation emissions. It was indicated, in this regard, that the mechanisms under the Kyoto Protocol 
that were being considered by the UNFCCC, such as national targets for emissions reductions, might not be 
best for the aviation sector. It was necessary to examine approaches that were appropriate for the latter. Such 
approaches could link into carbon offset mechanisms and mechanisms for the provision of assistance. 
 
35. The commitment of the EU to the GIACC process and the ability of the EU’s ETS to be 
flexible as the Group moved forward was noted. Concern was expressed that WP/3 did not include 
information regarding the expansion of the EU’s ETS to encompass aviation emissions or regarding the 
impact of the 40 per cent increase in oil prices since GIACC/1 on the aviation sector. It was noted, in this 
context, that the said oil price increase was resulting in considerable financial losses to passenger and cargo 
airlines and had already caused several such airlines to go out of business. Cuts in service and employee 
layoffs were being made. The oil price increase should not, however, dictate all of the GIACC’s policy 
options. 
 
36. Responding to a query regarding the principles proposed by MEPC57 as a reference for 
further debate on GHG emissions from international shipping, the Chairperson underscored that the IMO’s 
Working Group on Greenhouse Gas Emissions from Ships, at its First Intersessional Meeting in Oslo from 
23 to 27 June 2008, had not adopted the second principle that a coherent and comprehensive future IMO 
framework should be binding and equally applicable to all flag States in order to avoid evasion. The Working 
Group had considered that there was no basis for agreeing on a binding framework in the absence of any 
research and any technical work. The second principle had thus been suspended pending further discussion 
at MEPC57. Observing that the latter would be considering, inter alia, the legality of applying the IMO 
framework to all flag States, C/ENV emphasized that ICAO had consequently not yet developed a position 
regarding the said framework. 
 
37. Recalling that ICAO had considered the application of the Kyoto Protocol’s principle of 
common but differentiated responsibilities to the issue of aircraft noise, C/ENV noted that it had developed 
a special way of accommodating the needs of developing countries whereby the latter were given more time 
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to comply with ICAO’s overall policy. She indicated that this principle could be a possible way of addressing 
the issue of aviation emissions. A suggestion was made that the Secretariat prepare a paper describing the 
process which the Organization had implemented with regard to aircraft noise and outlining the parallels 
with aviation emissions and emissions trading in particular. 
 
38. To another query, C/ENV noted that even with the impact of oil prices on the aviation sector, 
the latter was still perceived as a potential source of funds for climate change adaptation and mitigation 
initiatives. She recalled that the group representing small island States had suggested during the Bonn 
Climate Talks that funds for adaptation and mitigation in their States come from aviation operations. For 
example, if there were an emissions trading scheme for aviation emissions, then the auction money would be 
used to fund adaptation and mitigation work in the small island States. 
 
39. In taking the action proposed in paragraph 5.1 a) of the paper, as amended in light of the 
discussion, the GIACC noted the recent developments in ICAO, other UN fora and the G8 summit in 
Hokkaido Toyako, Japan, and their implications for Group’s work. The Group agreed to postpone taking a 
decision on the action proposed in paragraph 5.1 b) regarding the provision of concrete intermediate results 
on progress in developing an ICAO Programme of Action on International Aviation and Climate Change to 
the upcoming UNFCCC meeting in Accra, Ghana until it had completed its discussion of the consolidated 
template contained in WP/2. 
 
40. The GIACC noted IP/3, which contained the summary minutes of the Council’s discussions 
(183/10 and 183/11) of C-WP/13143 summarizing the results of the Group’s First Meeting (Montréal, 
25-27 February 2008), and agreed to take Representatives’ comments into consideration during its 
deliberations. An editorial amendment to paragraph 23 of C-MIN 183/10 was noted. 
 
Agenda Item 3:  Planning of actions and policy elements to be developed by the Group 
 
Secretariat briefing on available aviation data in relation to the GIACC process 
 
41. Pursuant to a request made during GIACC/1, the Chief of the Economic Analyses and 
Databases Section (C/EAD) presented IP/2 (Revision No. 1) on data available in ICAO and from other 
sources regarding aviation fuel consumption and aviation emissions. She noted that regional estimations of 
aviation fuel consumption were part of ICAO’s annual economic studies on airline operating economies. 
Coverage was, however, incomplete, as non-scheduled and business jet traffic were excluded. Furthermore, 
the data used in the estimations was not actual traffic data; rather, it was data which was based on published 
timetables and was therefore not entirely accurate as it did not reflect flight cancellations and other 
irregularities. Moreover, the fuel cost data provided by States was unreliable due to a lack of reporting. 
C/EAD underscored that, in an effort to enhance data collection, State letter ENV 1/1-08/44 had been issued 
on 27 May 2008 requesting fuel consumption data for commercial air carriers, including data for 
non-scheduled traffic, for 2002 to 2007. In then elaborating on the fuel consumption model used by ICAO 
and those used by the FAA and Eurocontrol, she emphasized that there was less than a 5 per cent difference 
in the results. The text of C/EAD’s presentation is available on the GIACC secure dedicated website. 
 
42. Referring to paragraphs 3 to 5 of IP/2 and the fuel consumption graphs appended thereto, 
C/ENV provided additional information on CAEP data, emphasizing that the many sources and reference 
points made it difficult to compare the data directly. Recalling that CAEP/7 had evaluated four 
computer-based models used to estimate aviation emissions, she indicated that work was underway to 
improve those models so as to provide better data for the CAEP/8 work cycle which would include 
projections of future aircraft technology developments and operational improvements. Some initial results 
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were expected to be available in February 2009, with pre-final results being scheduled for May 2009 and 
final results, for September 2009. 
  
43. During the ensuing discussion, Mr. Pesmajoglou offered further information on the 
reporting, monitoring and verification of data in the UNFCCC. He noted that there was a very complex and 
thorough review process in place for examining data from developed countries (Annex I Parties), which were 
required to report annually on GHG emissions to the UNFCCC. The latter thus had confidence that the said 
data was accurate, transparent and comparable across States. There were nonetheless limitations: it was not 
possible to check all of the voluminous data in the UNFCCC’s GHG inventories. Referring to international 
aviation emissions, Mr. Pesmajoglou indicated that it was not always possible or feasible to look at the said 
data in great detail as they were outside national totals and did not affect developed countries’ national targets 
and were therefore of second priority for the teams of international experts reviewing the data. The UNFCCC 
nevertheless had to ensure that the split between domestic and international aviation emissions was done 
correctly. It therefore needed to cooperate more with ICAO, which had expertise and models. While there 
was good agreement between the UNFCCC’s data and ICAO’s model data, it was still necessary to closely 
examine the data to ensure that there was only one number for domestic aviation emissions and one for 
international aviation emissions. Affirming that that was a very valuable point, the Chairperson indicated that 
the Group should consider how to arrive at such synergy, collaboration and standardization of data as one of 
GIACC/2’s outcomes to be taken forward to GIACC/3. C/ENV agreed that ICAO had a very important role 
to play in reporting on international aviation emissions. 
 
44. In the course of the discussion, the variances in the different systems for measuring aviation 
emissions and the different reference points and conclusions were underscored. It was emphasized that the 
coherence of such measurement was a critical issue for the GIACC and the credibility of its Programme of 
Action. The Secretary of the GIACC noted, in this regard, that the various methods used to verify and 
validate the four models used within the CAEP process indicated that the models represented at least 90 per 
cent of aviation emissions and that their measurements were coherent, being within 4 to 5 per cent of each 
other. To concern expressed that the current CAEP models did not encompass the effect of the recent 
increase in fuel prices, a critical factor in determining trends and actual activities, C/ENV stressed that the 
said models were very sophisticated and that they did enable the assessment of the various policy options for 
the reduction of aviation emissions. 
 
45. Emphasizing that the Group should not focus too much on the accuracy of the data, the 
Chairperson indicated that it should note the issue of data collection as an action item for GIACC/2 and not 
let it prevent deliberation on policy implications. 
 
Results of the answers provided by GIACC Members in respect of the consolidated template — 
Identification of topics where consensus exists and of topics where further discussion is needed 
 
46. The Group then commenced consideration of WP/2 setting forth a synthesis of the responses 
received from eight GIACC Members to the twenty-six questions contained in the consolidated template 
which had been developed on the basis of Members’ proposals and distributed on 30 April 2008. It was noted 
that five additional GIACC Members had responded after the issuance of the paper and that their responses, 
as well as those of the other Members, were posted on the GIACC secure dedicated website. 
 
47. The Group agreed to reorganize the template questions into the following five thematic 
areas in order to facilitate a detailed discussion of related issues: Category A: Role of UN bodies and Parties 
(International legal instruments on climate change); Category B: Goals and targets; Category C: Measures; 
Category D: Administration; and Category E: Technical – input data: fuel efficiency. It was understood that, 
for the final outcome of its deliberations on the consolidated template, the Group would revert to the 
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outcomes required by Assembly Resolution A36-22, Appendix K, namely, an implementation framework for 
achieving emissions reductions; means by which progress can be measured; possible global aspirational 
goals in the form of fuel efficiency for international aviation and possible options for their implementation; 
and reporting progress resulting from the actions implemented by States and stakeholders. The Chairperson 
noted that the Group would deal with the special situation of developing countries and the principle of 
common but differentiated responsibilities by developing global, and not State-specific, aspirational goals 
which States would not be obliged to achieve. The voluntary participation by States was an important 
underlying principle that needed to be adopted by the Group. 
 
Discussion of Category D: Administration (Template questions 5, 24 and 26) 
 
Template question 5: GIACC’s report to Council will need to encompass goals, a menu of options to 
limit or reduce emissions and ways to measure progress. What should be the balance between these 
elements of the report? 
 
48. The Group agreed with the consensus view of respondents that, consistent with its Terms of 
Reference as set forth in Assembly Resolution A36-22, Appendix K, all three elements — global aspirational 
goals, measures to limit or reduce emissions and monitoring of progress — would be included in its report to 
the Council in a balanced manner. The global aspirational goals were to be in the form of fuel efficiency. It 
was pointed out that, in light of the declarations made by industry at the Aviation and Environment Summit 
2008 (Geneva, 22-23 April 2008) and by the leaders of the major industrialized nations at the G8 Summit 
(Hokkaido Toyako, 7-9 July 2008), the GIACC should not limit its consideration to fuel efficiency goals and 
should not preclude further discussion of global aspirational goals. It was agreed that the report would also 
elaborate on the provision of technical support and financing to developing countries to implement the said 
measures and that a range of options should be provided so as to afford industry members, in addition to 
States, the opportunity to find viable alternatives to the status quo which would take into account all 
aviation-related activities, locations and economic circumstances. 
 
49. To a comment made that monitoring should not apply to those States which did not 
voluntarily subscribe to the recommended measures, it was indicated that the issue should be discussed 
further in the context of reporting. 
 
50. With regard to some respondents’ view that the said goals, measures and monitoring of 
progress should be limited to those States that contributed more than 1 per cent of international emissions, it 
was pointed out that each State’s contribution was closely-related to its population and that 1 per cent would 
therefore not be adequate in some cases. It was thus considered that the only differentiation that should be 
made should be between developed countries (Annex I Parties) and developing countries (non-Annex I 
Parties). 
 
51. It was agreed that some respondents’ views regarding options for carbon offsetting would 
be discussed under Category C: Measures, question 18. 
 
Template question 24: How should GIACC organize itself to deliver its terms of reference in time for 
the high-level meeting planned in September 2009 as requested by ICAO Council? 
 
52. The Chairperson noted that when Members had responded to the consolidated template 
questions the roadmap to the UNFCCC COP15 Meeting in December 2009 had not been clear. It was now 
apparent from Mr. Pesmajoglou’s presentation that proposals from the GIACC or ICAO to the UNFCCC 
COP15 process was required to be submitted by June 2009. The question was whether the GIACC should 



GIACC/2-SD/1 - 12 - 
 
 
aim for a high-level meeting before June 2009 or for a preliminary submission to the UNFCCC COP15 
process in June 2009 followed by a high-level meeting between June and December 2009.  
 
53. The Secretary of the GIACC noted that the Council would decide at either its 185th Session 
in October/November 2008 or at its 186th Session in February/March 2009 when the envisaged high-level 
meeting would be convened. In recalling that GIACC/3 would take place from 16-18 February 2009 and 
GIACC/4 from 1-3 June 2009, he indicated that it had been anticipated that GIACC’s report to the Council 
would be prepared, within existing resources, between July and August 2009 for a possible high-level 
meeting in September 2009. If the GIACC decided to advance that schedule, then it would be necessary to 
address the issue of resources.  
 
54. Several Members spoke in favour of retaining the planned schedule of four meetings, 
averring that it would be unrealistic to advance the Group’s already ambitious timeline for the completion of 
its work. Another Member underscored that it would be problematic to move the work schedule forward 
given the need for flexibility for the new President of her State to weigh in on environmental policies. Several 
Members considered that it would be useful to establish working groups to address any outstanding issues 
and thus lay the groundwork for GIACC/3. 
 
55. In summarizing the discussion, the Chairperson indicated that the GIACC would maintain 
its original program of four meetings agreed upon at GIACC/1, on the understanding that it would consider 
the possibility of convening a fifth meeting at GIACC/3 in light of the progress made. It would aim to provide 
an interim report to the UNFCCC COP15 process in June 2009. The Group would finalize its report after its 
last meeting, following which the envisaged high-level meeting would take place as decided by the Council. 
A final report would then be submitted to the UNFCCC COP15 process. The Group would also present 
periodic progress reports to the 185th and subsequent sessions of the Council.  
 
56. The Chairperson further indicated that working groups would be established later in the 
meeting to analyze and synthesize any issues not resolved during GIACC/2 and to present policy proposals 
to GIACC/3 for decision. 
 
Template question 26: Should we identify communications and public relations as a key issue for 
ICAO to address? What is the appropriate role for ICAO in this regard? 
 
57. The Chairperson noted from the Members’ replies that there was consensus that effective 
communication was important. The other views expressed by respondents were not differences of opinion 
but rather supplementary issues: that ICAO had been active and should continue to lead; that activities such 
as the ICAO Colloquium on Aviation Emissions (Montr�al, 14-16 May 2007) and the ICAO Environmental 
Report 2007 should be encouraged; that ICAO should be more proactive with the UNFCCC in promoting air 
transportation, its efficiency, economic impact and environmental achievement; and that any ICAO 
communication should not be seen as industry self-promotion. The Chairperson noted that, whereas the new 
agenda item “Media issues and communications arising from GIACC/2” related only to the outcome of the 
present meeting, the template question addressed the entire issue of communication of ICAO’s work in the 
field of environmental protection, in particular, of the GIACC’s work. 
  
58. In the course of the discussion, the question was raised whether the Organization had 
targeted its audience so that its communications could be tailored appropriately. It was recalled that at the 
36th Session of the Assembly disappointment had been expressed that the excellent work done by ICAO and 
the substantial improvements made by industry were not well-recognized publicly. There was a gap in 
ICAO’s communication strategy in terms of translating the Organization’s strong technical expertise into 
public-oriented information. It would be helpful if ICAO were to refine that dimension given the very poor 
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public perception of aviation’s impact on the environment. It was underscored that if the Organization 
missed the opportunity to communicate its environmental achievements to the public, then all of its efforts 
would be in vain. It was pointed out that the effects of the high fuel prices and the efforts being made to 
increase operational efficiency could balance the perceived growth in aviation emissions. It was also 
indicated that it was not necessary to be concerned about communicating the outcome of the GIACC’s work 
as the global aspirational goals and measures which it recommended would stand on their own. 
 
59. To a question regarding the enhancement of ICAO’s profile in the UNFCCC process, the 
Chairperson recalled that it had been earlier agreed that there was a need for States’ environmental 
departments to be properly briefed by their aviation sectors so that they could put ICAO’s position forward 
at the UNFCCC. The Secretary of the GIACC noted, in this context, that there would be an aviation 
side-event at the upcoming UNFCCC meeting in Accra, Ghana, which would involve ICAO as well as 
industry participants. An ICAO Public Relations Officer would be attending the meeting to expand the 
Organization’s outreach to other venues, spending a week with representatives of NGOs and the media in 
order to develop the contacts he needed to communicate to different audiences. 
 
60. Observing that ICAO had made great progress in the field of environmental protection, the 
President of the Council underscored that it had much to communicate. He recognized, however, that the 
Organization was a bad communicator. That would have to change. In order to enhance the image of aviation 
and its impact on the environment it was necessary to have more ways and more information to communicate. 
It was important that the GIACC provide the Council with results so that ICAO could communicate to the 
world not only what actions it had taken in the past but also its next steps. Noting that the issue of 
communications was not contained in the GIACC’s Terms of Reference, he suggested that the Group not 
deliberate too much thereon. 
 
Discussion of Category B: Goals and targets (Template questions 2, 3, 4, 7 and 12-1) 
 
Template question 3: What time scale should be considered by GIACC when setting short-, medium- 
and long-term goals for international aviation? 
 
61. The Chairperson noted that there was no consensus among the respondents, with a range of 
dates having been suggested for short-, medium- and long-term timeframes. 
 
62. During the discussion, it was suggested that 2012 (a maximum of five years) be the 
short-term timeframe; 2020, the medium-term timeframe; and 2050 (the G8 target), the long-term timeframe. 
This was supported by some Members, who considered that such definitions were reasonable in light of 
discussions in the UNFCCC and elsewhere. It was pointed out, however, that time was needed to achieve 
significant results and that five years would be too short a timeframe, especially in light of the rate of fleet 
renewal. Ten years would be better for the short-term i.e. 2018. It was emphasized, in this regard, that a 
short-term goal of ten years would be disastrous from the public-relations point of view. To a suggestion that 
the timescales should be linked to those of the UNFCCC, Mr. Pesmajoglou underscored that the UNFCCC 
did not have any definitions of the short-, medium- and long-term. That was part of the ongoing negotiations. 
Parties would have to agree within the UNFCCC on targets and timescales. There had, however, been 
discussions within the Kyoto Protocol process that the Annex I Parties’ commitment should be related to the 
Intergovernmental Panel on Climate Change (IPCC) timeframe as reflected in its Fourth Assessment Report. 
The IPCC had indicated in that report that emission levels should be halved by 2050 compared to 1990 levels. 
It had also indicated that global emissions would peak between 2015 and 2020. It was hoped that an 
agreement on targets and timescales would be reached within the UNFCCC over the next six months to a 
year. 
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63. It was pointed out that it would only be when the GIACC decided on the global aspirational 
goals and identified what was achievable that it would be able to determine whether the goals could be 
attained in the short-, medium- or long-term. The GIACC should be guided by any UNFCCC definitions. 
Another view was expressed that at the present stage the GIACC should concentrate its efforts on the 
post-2012 framework, which could be considered as either short- or medium-term. Global aspirational goals 
should be identified with a target date of one decade (2020) or one-and-a-half decades (2025). 
 
64. In summarizing the exchange of views, the Chairperson observed that the Group was 
discussing timeframes without having defined the global aspirational goals, which made it difficult to 
determine if the timeframes were adequate or inadequate. A consensus was, however, emerging that 2012 
should be the short-term timeframe; 2020, the medium-term timeframe; and 2050, the long-term timeframe. 
The GIACC should be guided by developments within the UNFCCC, which would really set those 
timeframes, as well as by the Group’s decision regarding the global aspirational goals as the detail of what 
would be appropriate within the framework of ICAO became clear. She underscored that what was 
achievable would only be defined by how ambitious the global aspirational goals were and that that would, 
in term, determine the timeframes for their attainment. 
 
Template question 2: What short-, medium- and long-term goals should the GIACC suggest, taking 
into account that any ICAO proposals should respect the different circumstances of various 
countries’ aviation markets, be considered acceptable and credible by third parties and improve 
public opinion? Should it focus on international aviation on a global basis? What are the options? 
 
65. The Chairperson observed that there was consensus among respondents that fuel efficiency 
should be the short-term global aspirational goal and carbon neutral growth, the medium-term goal, 
recognizing the post-2012 UNFCCC mechanism.  
 
66. During the discussion, it was underscored that whatever timeframes were established, the 
global aspirational goals should be incremental and evolutionary in nature to ensure that they were attainable. 
 
67. It was underscored that, in line with the GIACC’s Terms of Reference and Assembly 
Resolution A36-22, Appendix K, a global aspirational goal in the form of fuel efficiency should be accorded 
first priority. While such a global aspirational goal would be very valuable, there was continuing growth in 
air traffic, and even with dramatic gains in efficiency, the net carbon footprint for international aviation was 
likely to continue to increase. A substantive global aspirational goal of carbon neutral growth by a set date 
would allow the aviation industry to claim that beyond that date it would not have a net increase in its carbon 
footprint — a considerable step forward in terms of demonstrating its commitment. Such a global 
aspirational goal would be achievable through, inter alia, improvements in efficiency, ATM and fleet 
renewals. If a gap remained, then consideration could be given to economic measures and carbon offsets. 
There was encouraging experience with voluntary carbon offset programs put in place by some airlines. If 
they were given enhanced credibility and broader acceptance through linkage with the UNFCCC, then they 
would offer considerable scope for reducing any gap. 
 
68. The Chairperson noted that a critical issue relating to global aspirational goals was whether 
the focus should be on international aviation or all aviation. Responses had differed on that issue. It was her 
understanding, from earlier discussions, in particular, the intervention made by the President of the Council, 
that Assembly Resolution A36-22, Appendix K, basically limited the GIACC’s mandate to international 
aviation and did not extend it to all aviation. The Group agreed. 
 
69. Observing that another related issue was how to reflect the different circumstances of States’ 
aviation markets, the Chairperson recalled that there had been general agreement that the principle of 
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common but differentiated responsibilities should be maintained. She noted that the question of the global 
aspirational goals being considered acceptable and credible by third parties and improving public opinion 
was related to the question of how well those goals were communicated, how well they were considered 
credible and achievable and how well a framework was set up by the GIACC for their achievement. The 
Group would later consider the means of achieving the global aspirational goals, in particular, the transversal 
nature of financing and technology transfer. 
 
70. It was emphasized that in applying the principle of common but differentiated 
responsibilities, the GIACC should pay particular attention to the avoidance of market distortion, both at the 
global level and at the route level. Concern was expressed that the possible use of different timeframes for the 
attainment of global aspirational goals to meet the special needs of developing countries would not solve the 
problem of market distortion. 
 
71. It was indicated that the GIACC should also take into account that expectations of the 
UNFCCC and the general public were far ahead of the Group. The latter should articulate not only a 
quantified objective but also a “stretch” objective, a truly global aspirational goal such as carbon neutrality. 
A clear commitment from ICAO to develop a path to that longer-term objective should likewise be 
articulated. The envisaged Programme of Action should therefore be as precise as possible. 
 
72. The Group agreed to defer further consideration of template question 2 to its next meeting. 
 
 
 

— END — 


