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To Comply With EU’s ETS

Smart use of technology can help airlines surmount the
challenges they face in complying with the European
Union’s Emissions Trading System (EU ETS). Carriers
flying into European airports — no matter where they are
based — are dealing with those challenges this year, since
2010 is the benchmark for how the EU intends to allocate
emissions allowances through to 2020. In the run-up to the
inclusion of airlines in the EU cap-and-trade system from
2012, they have been required to collect their emissions data
since the start of this year (JFI Sep.7°09,p1). On the face of it,
compliance with the ETS rules appears straightforward: emis-
sions are derived using a factor of 3.15 that is applied to fuel
burn expressed by weight in tons. But the methodology is
fraught with gray areas that could make it difficult in practice
for some carriers to implement an effective reporting scheme.
Airlines with advanced systems for information technology
already in place will be able to satisfy these new reporting
requirements with relative ease (JFI Sep.21,pl). For carriers
with less automated systems, IT upgrades will be needed.

The scope of the EU ETS as it applies to airlines is far-
reaching. The rules stipulate that every flight into or out
of a European airport is liable under the cap-and-trade
scheme, encompassing more than 15,000 aircraft each day.
Three measurements must be taken to determine fuel
burn: aircraft tank levels before departure, upon arrival, and
as fuel uplift. The methodology does not differentiate between
emissions while the aircraft is on the ground, at cruising alti-
tude, during ascent or descent. Airlines typically have various
means to capture fuel burn data for their operational needs.
Sometimes that information is not 100% accurate, since paper
fuel tickets are still used in many cases. Flight captains sign
off on the paper fuel tickets, which are then inputted into IT




[image: image3.png]systems and are subject to human error. Since the early 1990s,
airlines increasingly use data transmission through ACARS
(Aircraft Communications Addressing and Reporting
System), which collects thousands of data points per flight.
Advanced avionics with an ACARS capability will be
needed for complying not only with the EU ETS, but also
with satellite-based navigation systems that are coming
into service. “Data that is collated by highly reliable
onboard digital systems is completely traceable and not
subject to human error, which is crucial for measuring




[image: image4.png]aircraft emissions,” says Frederic Falise, director of the
environmental program for SITA, a provider of IT solutions
to the air transport industry. SITA has been working with air-
lines to upgrade their internal processes so that they can han-
dle the ETS reporting requirements. Since data collection
depends on sophisticated onboard systems, SITA also works
with avionics providers to make sure the aircraft’s hardware is
compatible with new software to measure fuel burn emis-
sions. In any case, airlines need to upgrade aircraft avionics to
meet the requirements of the European Single Sky initiative,
which is introducing satellites into management of air traffic
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control. By 2015, all aircraft flying into European airspace
will need to be equipped with cockpit data links.

The issue of fuel density comes into play, since translat-
ing volume into tons for a fuel burn figure requires an exact
density measurement. Fuel companies typically sell by vol-
ume, whereas aircraft pilots need to know how many tons
are boarded for an accurate picture of the fuel quantity
needed to complete a flight. The density issue became con-
tentious at the IATA Fuel Forum in Vienna last fall, where fuel
executives balked at the prospect of installing new ground-
based equipment costing upwards of $15,000 per unit to mea-
sure fuel density of each uplift (JFI Nov.16,p1). According to
SITA’s Falise, the density problem can be avoided by measur-
ing uplift using onboard instruments which give the value in
multiples of 100 kilos. The EU-ETS authorizes that method.
However, using that technique to measure uplift requires
changes to fuel recording procedures in some cases, which
some airlines are reluctant to make. “It’s absolutely doable if an
aircraft is equipped with proper hardware,” Falise tells JFI.

For this year it is critical for airlines to make accurate
measurements of ton kilometers flown, as this will deter-
mine the share of the allowance that each airline is eligible
to claim from their EU administering state. This could
translate into millions of euros of carbon allowances
gained or lost (JFI Feb.23°09,p1). “It is crucial to capture
100% of the eligible tons kilometers carried into and out of
European airports, since what airlines report this year will
determine their carbon allowance for the next eight years,”
Falise says. He also points out that a robust reporting system
will be required to account for biofuels that enter the market-
place in coming years, since that portion of fuel recognized as
carbon neutral would not be liable for emissions charges.
Work is under way within the European Commission to adapt
the ETS rules to encompass biofuels. This involves an
accounting system for new fuels that makes an assessment of
their lifecycle carbon footprint. JFI




