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1. Introduction 

1.1 Stansted Airport Watch ('SAW') welcomes this opportunity to respond to this Jet Zero: further 
technical consultation. 

1.2 Our comments should be read in conjunction with our response dated 8 September 2021 to 
the earlier Jet Zero consultation.  As requested, we have minimised repetition of points made 
in that earlier response. 

1.3 Our comments are addressed specifically to 'Scenario 2: High Ambition' but their thrust could 
apply equally to the other scenarios. 

2. Context 
Climate Change Committee ('CCC') 

2.1 On 9 December 2020, the CCC published its formal advice to the Government on the Sixth 
Carbon Budget ('6CB'), extending to over 1,000 pages, on the pathways to achieving the 
new statutory target of Net Zero emissions by 2050. This included three key elements of 
direct relevance to the Government's policy for aviation: 

• International aviation (and shipping) should be included in the 6CB; 

• The planning assumption for aviation emissions in 2050 should be reduced from 
37.5MtCO2 to 23MtCO2; and 

• There should no net expansion of UK airport capacity unless and until the aviation 
industry could demonstrate that it was on track to undershoot 23MtCO2. 

2.2 Only the first of the above three recommendations has been accepted by the Government 
and, on that basis, we have little confidence in the DfT's Jet Zero strategy.  

Inter-Governmental Panel on Climate Change ('IPCC') 

2.3 The latest IPCC report, 'Mitigation of Climate Change', published on 4 April 2022, provides 
the starkest warning yet that urgent action is needed if we are to avoid the risk of catastrophic 
climate change.  

"Without immediate and deep emissions reductions across all sectors, limiting global 
warming to 1.5°C is beyond reach.  
… 
All global modelled pathways that limit warming to 1.5°C (>50%) with no or 
limited overshoot, and those that limit warming to 2°C (>67%) involve rapid and 
deep and in most cases immediate GHG emission reductions in all sectors.  
… 
Without a strengthening of policies beyond those that are implemented by the 
end of 2020, GHG emissions are projected to rise beyond 2025, leading to a 
median global warming of 3.2 [2.2 to 3.5] °C by 2100." 

2.4 The start of the DfT's Jet Zero: further technical consultation pre-dates the publication of the 
latest advice from the IPCC.  It is however clear that the 'backloading' of carbon emissions 
reductions, as envisaged by the Jet Zero strategy is completely at odds with the advice from 
the scientific experts that "immediate and deep reductions across all sectors" are needed.  

3. Technical Response 

3.1 The DfT now projects 52MtCO2 total aviation emissions in 2050, a reduction from 57MtCO2 
projected in the first consultation. The details are as follows (figures are MtCO2): 
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    Projected aviation CO2 emissions in 2050   

 First 
Consultation 

Further 
Consultation 

Climate Change 
Committee (CCC)* 

Carbon pricing   5 14 12 
Fuel efficiency 21   8 8  Zero emission aircraft   2   2 
SAF   8 13 8 
Residual 21 15 23 
TOTAL 57 52 51 
Passengers (million) 466 482 365 

*Based on CCC Balanced Pathway scenario.  Equates CCC's categorisation of 'Demand' with  
 DfT's 'Carbon pricing' and CCC's categorisation of 'Efficiency/hybrid' with DfT's 'Fuel efficiency/ 
 Zero emission aircraft'.  

3.2 The only explanation offered is in paragraph 3.8 of the consultation document which refers 
to "updates that have been made to the aviation modelling suite" and states that "more detail 
on these updates can be found in the Jet Zero: modelling framework document, published 
alongside this consultation”. However, no detailed calculations showing how the figures have 
been derived is contained in any of the documents.  

3.3 The increase in the effect of SAF would appear to be consistent with the assumption that 
SAF usage will increase from 30% to 50% by 2050.  However, the reasons for the changes 
in respect of carbon pricing and fuel efficiency are not apparent.  

3.4 It is now assumed that the carbon price in 2050 will be £378 per tonne rather than the 
previous estimate of £221 per tonne, which would indicate that with higher costs then 
passenger numbers would reduce.  However, passenger numbers are assumed to increase 
by 70% compared to 60% in the first consultation. No detailed explanation is offered and 
so, without one, it is impossible to see any justification for the reduction in total emissions. 

3.5 This further consultation assumes a “zero emission tech uptake” of 27% rather than the 
previous figure of 21%. This is stated to be “in line with industry ambitions and external 
evidence”.  However, no references have been provided for the said external evidence and 
so we have no way of verifying this.  Moreover, it cannot be appropriate to rely on "industry 
ambitions" for the formulation of the Government's strategy on such an important issue as 
tackling climate change.  

3.6 Commercial aircraft typically have a working life of 20-30 years. This means that there will 
generally be only one refresh of fleets before 2050.  Details of the projections of the types 
of aircraft in use are given in Annex G of the report “Jet Zero: modelling framework” and, in 
broad terms, this suggests the following:  

• Aircraft models currently operational to continue in use until about 2040; 

• Aircraft coming into service from 2020 to continue in use until at least 2050; 

• A “NextGen” of more fuel-efficient aircraft to start operations in the 2040s; 

• Therefore, no significant reductions in emissions until after 2040. 

3.7 In our response to the first consultation, we highlighted the backloading of the proposed 
savings.  This situation is exacerbated in the further consultation.  The details are as follows: 
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Savings in CO2 emissions compared to 2019 baseline 

Year First 
Consultation 

Further 
Consultation 

Climate Change 
Committee (CCC) 

2030 +3% -5% -15% 
2040 -19% -25% -26% 
2050 -45% -59% -41% 

3.8 This adds considerable strength to the point we made in the first consultation where (with 
apologies for repetition, but this is an important point) we stated: 

“The DfT’s strategy largely relies upon reductions being made in the period after 
2040 which makes the DfT’s approach higher risk compared to the approach 
recommended by the CCC and far more speculative, being dependent upon 
technologies yet to be developed and, in some cases, yet to be invented”. 

3.9 All the evidence points to the absolute necessity of major reductions by 2030, but the bulk 
of the savings are projected to occur after 2040.  This is 20 years too late. 

3.10 Furthermore, in our response to the first consultation we asked how the proposed savings 
related to the Government’s stated target of reducing total UK emissions by 78% in 2035. 
This latest consultation still fails to answer that vital question. 

3.11 The words “uncertain”, “uncertainty” and “uncertainties” together occurred no fewer than 27 
times in the earlier consultation. They occur another 16 times in this further consultation. In 
addition, the words “challenges” and challenging” together occur 14 times in this later 
consultation. These repeated caveats do not sit comfortably within a strategy to tackle 
climate change that “must be achieved”. 

3.12 This further consultation again fails to address the issue of non-CO2 emissions despite the 
latest research indicating that non-CO2 emissions can treble the effects of CO2 alone1. The 
use of SAFs has little or no effect on the totals. 

3.13 The further consultation makes no reference to the approach advocated by the CCC 
whereby aviation expansion would be directly linked to the industry's progress in achieving 
decarbonisation. The CCC's approach is far more logical and it would incentivise earlier 
development of new technologies as these would be needed to allow any further expansion. 

3.14 The recent IPCC report has made it absolutely imperative that the period up to 2030 is critical 
if we are to avoid the effects of catastrophic climate change.  However, the DfT's strategy 
envisages only a 5% reduction in aviation emissions in the period to 2030 and no really 
significant reductions until after 2040.  A radical rethink is urgently required. 

4. Conclusions 

4.1 The DfT's strategy for achieving Jet Zero by 2050 needs to be shown to be fully consistent 
with the best expert advice provided by the CCC and the IPCC.  For the most part, however, 
the DfT's strategy is inconsistent with that expert advice and the DfT has not provided the 
requisite level of alternative scientific/expert advice to support its alternative approach.   

4.2 This further consultation simply reinforces the DfT's policy of hoping for the best whilst 
continuing with business largely as usual.  But hope is not a strategy. The first consultation 
stretched credibility to its limits.  This further consultation has taken us beyond that point. 

 
Stansted Airport Watch 
25 April 2022 
_______________________________ 
1 D.S Lee et al (2021) 'The contribution of global aviation to anthropogenic climate forcing for 2000 to 2018' 
https://www.sciencedirect.com/science/article/pii/S1352231020305689 
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