of Seattle

P.O. Box 1209
Seattle, Washington 98111
www.portseattle.org
206.787.3000

APPROVED MINUTES
COMMISSION REGULAR MEETING

April 14, 2026

The Port of Seattle Commission met in a regular meeting Tuesday, April 14, 2026. The meeting was
held at the Port of Seattle Headquarters Building Commission Chambers, located at 2711 Alaska
Way, Seattle Washington, and virtually on Microsoft Teams. Commissioners Cho and Felleman
were absent and excused from attendance.

1. CALL to ORDER
The meeting was convened at 10:30 a.m. by Commission President Ryan Calkins.

2. EXECUTIVE SESSION pursuant to RCW 42.30.110

The public meeting recessed into executive session to discuss three items regarding
Litigation/Potential Litigation/Legal Risk per RCW 42.30.110(1)(i) for approximately 60 minutes, with
one of those items regarding National Security per RCW 42.30.110(1)(a)(i), and another regarding
the Sale or Lease of Real Estate per RCW 42.30.110(1)(c), with the intention of reconvening the
public session at 12:00 p.m. Following the executive session, the public meeting reconvened at
12:07 p.m. Commission President Calkins led the flag salute.

3. APPROVAL of the AGENDA

The agenda was approved as presented without objection.

4. SPECIAL ORDERS OF THE DAY

There were no Special Orders of the Day presented.

5. EXECUTIVE DIRECTOR’S REPORT

Executive Director Metruck previewed items on the day’s agenda and made general and meeting-
related announcements.

At this time, Executive Director Metruck recognized Port of Seattle Police Department Chief
Michael Villa in his retirement and for his years of service and accomplishments while in the position.

Digital recordings of the meeting proceedings and meeting materials are available online — www.portseattle.org.
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Members of the Commission congratulated Chief Villa; thanked him for emulating Port values in his
department and throughout all areas of his work; and talked about improvements made during his
tenue.

Chief Villa spoke regarding the team effort and strong partnerships needed to improve quality of life
and safety; thanked the Commission and the Executive Leadership team for their partnership; and
expressed his appreciation for the opportunities.

6. COMMITTEE REPORTS

Committee Strategic Advisor Erica Chung provided the report.

Audit Committee

The Audit Committee met on March 19, 2026, with Commissioner Felleman chairing the meeting and
with Commissioner Calkins and Public Member Sarah Holmstrom in attendance. Internal Audit
Director Glenn Fernandes and his team presented audit information on the following Performance
Audits: (1) Accounts Receivable Management for Fisherman’s Terminal; (2) the Public Art Program;
and (3) the Planewear Tenant Reimbursement Agreement. Members of the Committee discussed
the audits and heard Management's responses and actions to the audits. In addition, Director
Fernandes provided the ‘Director's Annual Communication’ and separately, the committee approved
an update to the 2026 Audit Plan.

Highline Forum
The Highline Forum met on March 25, 2026, with Tukwila Council President Armen Papyan chairing

the meeting. The main focus of the meeting was regional and local planning for the 2026 FIFA World
Cup, with Tukwila and other South King County cities sharing updates on their community events
and preparations. The Port highlighted work at SEA Airport to support expected travelers and gave
an update on Upgrade SEA projects. Aviation staff also provided a brief StART update, including
upcoming work on the Sustainable Airport Master Plan environmental review.

Sustainability Environment and Climate Committee

Commissioners Calkins and Felleman convened the Sustainability Environment and Climate
Committee on March 31, 2026. There were two items for discussion and briefing: an update on
Aviation and Maritime Building Energy Program and a debrief of the Port's Sustainable Maritime
Fuels Summit held on March 17-18.

PUBLIC COMMENT

The following person spoke regarding climate impacts of the Seattle cruise business and
encouraged the Commission to look at her data on the Seattle Cruise Control website:
Elizabeth Burton.

e The following person spoke in opposition to the cruise sector and climate impacts:
Stacy Oaks.

e The following person spoke in opposition to climate pollution caused by the cruise sector and
aviation fuel use; noted impacts on near airport communities and health statistics for people
living in those areas; and opined that the other way to address these concerns is through
decreased cruise and flights: Breck Lebeque (written comment also submitted).

e In lieu of spoken comment approximately 51 emails titled “Seattle: Stop Cruising Towards
Climate Collapse” with additional emails being sent under a changed title and modification of
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some text by the sender with their own statements to support the base messaging, with authors
expressing distress regarding climate impacts of the Seattle cruise sector; emissions caused
from cruise and flight operations; more sailings added to the schedule; and the need to
decrease cruise and flight operations until effective solutions are in place, were submitted by:
Peggy Printz; Jared Howe; Sophia Keller; Barbara Phinney; Vanessa Jamison; Andrea Chin;
Alexandra Harmon; Elaine Hickman; Vivien Sharples; Sara Bliss; Brie Gynclid; Jason Li;
Charles Raymond; Wendy Ashmun; Derek Gendvil; Robin Briggs; Laura Gibbons; Jen Bowen;
Tom Sheehan; Jean Myers; AJ Cho; Couren Smith; Jonathan Hartman; Laura Theodorson;
Graham Golbuff; Ann Dorsey; Blaine Snow; Lauren Tozzi; Gabby Connors; Florie Rothenberg;
Nicole lorio; Linda Carroll; Susan Heif; Donna Snow; Miranda Marti; PJ Phillips; Marii Herlinger;
Bria Hedahl; Zain Orion; Arun Ganti; 350 Tacoma; Beth Glosten; Jim Bernthal; Julia Buck;
Jan von Lehe; Cheryl Lawrence; Greg Stinson; Peter Sakura; Rick Harlan; and Rusty and
Candice West.

e In lieu of spoken comment, written comment related to the opening of cruise season and
concern of the harms of cruise on the community’s health, the environment, and the climate
and encouraging the reduction in, and elimination of, cruise sailings were submitted by:
Iris Antman.

e In lieu of spoken comment, written comment regarding the environmental toll of cruise
operations, including spikes in cancer rates in port cities, noting the importance of taking action
to mitigate the cost of cruise and encouraging the Port to design a better system and policies
were submitted by: Grace Norman.

e In lieu of spoken comment, written comments in support of Agenda Item 11a, the City of
Bellevue Grand Connection Tax Increment Area and affordable housing, car-free transportation,
and equitable access to opportunity and open space for those in the area were submitted by:
Patrick Bannon, President and CEO, Bellevue Downtown Association; and Lee Lambert,
Executive Director, of the Cascade Bicycle Club.

¢ Inlieu of spoken comment, written comment regarding support of affordable quality healthcare
for all airport workers was submitted by: Brandon Johnson.

[Clerk’s Note: All written comments are combined and attached here as Exhibit A.]

8. CONSENT AGENDA

[Clerk’s Note: Items on the Consent Agenda are not individually discussed. Commissioners may
remove items for separate discussion and vote when approving the agenda.]

8a. Approval of the Special Meeting Minutes of March 10, 2026; March 12, 2026 State of
the Port; March 12, 2026, Retreat; and the Regular Meeting Minutes of March 24, 2026.

8b. Monthly Notification of Prior Executive Director Delegation Actions March 2026.

Request document(s) included an agenda memorandum for information only.

8c. Adoption of Resolution Nos. 3845, 3846, and 3847: Subordinate Lien Master
Resolution Authorizing Revenue Bonds of the Port District to Be Issued in Series to
Finance Any Legal Purpose of the Port District; Resolution No. 3846, Amending
Resolution No. 3777, Which Amended Resolution No. 3456 Commercial Paper
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Authorization; and Resolution No. 3847, Amending Resolution No. 3598, Authorizing
the Issuance and Sale of Subordinate Lien Revenue Refunding Bonds, Series 2008.

8c-1. Resolution No. 3845: A Resolution Authorizing Revenue Bonds to Be Issued in Series
to Finance any Legal Purpose of the Port; Providing a Subordinate Lien Upon
Revenues for the Payment of Such Bonds; and Making Covenants and Agreements
in Connection with the Foregoing.

8c-2. Resolution No. 3846: A Resolution Amending Resolution No. 3456, as Previously
Amended by Resolution No. 3777, Authorizing the Issuance and Sale of Subordinate
Lien Revenue Notes (Commercial Paper) in Series from Time to Time in an Aggregate
Principal Amount Not-to-Exceed $400,000,000; Amending Definitions, Requirements
with Respect to the Subordinate Lien Bond Fund, Provisions Permitting the Issuance
of Additional Bonds, Bond Covenants, Defaults and Remedies, Permitted
Amendments, and Related Provisions; and Making Technical Amendments.

8c-3. Resolution No. 3847: A Resolution Amending Resolution No. 3598, Authorizing the
Issuance and Sale of Subordinate Lien Revenue Refunding Bonds, Series 2008 in the
Aggregate Principal Amount Not-to-Exceed $201,000,000, for the Purpose of
Refunding Certain Outstanding Subordinate Lien Revenue Bonds of the Port;
Amending Definitions, Requirements with Respect to the Subordinate Lien Bond
Fund, Provisions Permitting the Issuance of Additional Bonds, Bond Covenants,
Defaults and Remedies, Permitted Amendments, and Related Provisions; and Making
Technical Amendments.

Request document(s) included an agenda memorandum, resolution 1, resolution 2, resolution 3, and
presentation.

8d. Adoption of the 2026 Local and Regional Government Policy Priorities, for Staff to
Engage with Local and Regional Officials and Other Partners in Support of These
Priorities.

Request document(s) included an agenda memorandum and presentation.

8e. Authorization for the Executive Director to Enter into an MOU with Western
Washington Cement Masons and Plasterers Union Local 528, Representing Cement
Masons at Port Construction Services, Amending the Terms of the Collective
Bargaining Agreement to include Plasterers.

Request document(s) included an agenda memorandum and agreement.

8f. Authorization for the Executive Director to Increase the Project Authorization for the
Places of Worship Sound Insulation Project and to Advertise and Execute a
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Construction Contract for One Place of Worship Property in the Requested Amount
of $2,960,000, for a Total Program Authorization of $13,897,000. (CIP #C200098).

Request document(s) included an agenda memorandum and presentation.

8g.  Authorization for the Executive Director or Delegate to Authorize Spending $6,318,000
of Environmental Remediation Liability Costs for the Disposal of Legacy
Contaminated Soil from the Terminal 5 Upland Projects Authorized Under the
Terminal 5 Berth Modernization Management Reserve (CIP #C800988) and the
Terminal 5 Modern 3rd Lease Amendment Capital Improvement Plans. (CIP #C801340)

Request document(s) included an agenda memorandum and presentation.

8h.  Authorization for the Executive Director to Authorize Additional Funding in the
Amount of $500,000 for Close-Out Cost for the Fishermen’s Terminal Maritime
Innovation Center and Site Improvements Projects. (CIP #C801084 and C801211)

Request document(s) included an agenda memorandum and presentation.

8i.  Commission Adoption of Order 2026-06: An Order Providing for Performance Rating
for Executive Director.

Request document(s) included an Order.

The motion for approval of consent agenda items 8a, 8b, 8c, 8d, 8e, 8f, 8g, 8h, and 8i carried
by the following vote:

In favor: Calkins, Hasegawa, and Mohamed (3)
Opposed: (0)

9. UNFINISHED BUSINESS
There was no Unfinished Business presented.

10. NEW BUSINESS

10a. Number Not Used.

10b. Industrial Development Corporation Annual Meeting — Approval of Minutes, Designation
of Officers, and Annual Report for 2025.

Requested document(s) included a packet and meeting minutes.

Presenter(s):
lan Burke, Senior Financial Analyst, Corporate Finance and Budget

Clerk Hart read Item 10b into the record.
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Commission President Calkins noted that the IDC is a separate financing entity and the Commission
acts as Directors when holding the Annual Meeting of the IDC.

[Clerk’s Note: At this time, the Commission meeting recessed, and the Industrial Development
Corporation convened its annual meeting of 2026. Director Calkins called the meeting to order at
12:47 p.m.]

Executive Director Metruck introduced the item and presenters.

APPROVAL OF MINUTES

The minutes of the April 22, 2025, Annual IDC Meeting were approved as presented, without
objection.

DESIGNATION OF OFFICERS
Director Calkins read the slate of 2026 Directors into the record.

A motion, made by Director Hasegawa, for approval of the slate of 2026 Industrial
Development Corporation Directors, carried by the following vote:

In favor: Calkins, Hasegawa, and Mohamed (3)
Opposed: (0)

The designated Directors for the IDC are as follows: Director Calkins, Director Cho, Director
Felleman, Director Hasegawa, and Director Mohamed.

lan Burke, Senior Financial Analyst, provided the annual report of the Industrial Development
Corporation (IDC). The report addressed activity and status of the IDC in 2025.

[Clerk’s Note: Director Calkins adjourned the annual meeting of the IDC without objection and the
reqular business meeting of the Port of Seattle Commission reconvened at 12:52 p.m.]

11. PRESENTATIONS AND STAFF REPORTS

11a. City of Bellevue Grand Connection Tax Increment Area Briefing.
Presentation document(s) included an agenda memorandum and presentation.

Presenter(s):
Nate Caminos, Director of Government Relations, External Relations
Samantha St John, East King County Community and Govt Relations Manager, External
Relations
John Flanagan, State Government Relations Manager, External Relations

External Presenters: Deputy Mayor Dave Hamilton, City of Bellevue; John Resha, Chief
Financial Officer, City of Bellevue; Bob Stowe, Consultant, Stowe Development & Strategies
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Clerk Hart read Item 11a into the record and Executive Director Metruck introduced the item.

Bellevue City representatives’ presentation addressed:

e the Grand Connection Crossing project promoting connectivity and livability;
connecting key regional growth centers;
accessibility by light rail from SEA and Seattle, including downtown cruise ship terminals;
investment in active transportation and open spaces projected to boost retail and tourism;
increased leisure visits and increased employment in the tourism industry;
facilitating both transit-oriented and trail-oriented development;
funding commitments related to tax increment financing;
the Tax Increment Financing Model;
the proposed Tax Increment Area and map showing the boundaries;
financial impacts for the Port; and
next steps including Commission action by early May; Bellevue City Council’'s consideration
of action also on May 19, 2026, to establish the area; and funding decisions for the Tax
Increment Financing Area being part of the city budget process later this fall.

Members of the Commission thanked the Bellevue City representatives for their presentation and for
thought leadership in the project and partnership with the Port.

Discussion ensued regarding:
e relevance of the Port to the Eastside;
investment now growing the tax base in the long run;
planning for density;
ways to lift up the maritime and aviation sectors through this project;
benefits for communities around the development; and
increasing value of properties and reducing congestion on roads.

Executive Director Metruck also expressed his appreciation for the partnership with the city of
Bellevue.

12.  QUESTIONS on REFERRAL to COMMITTEE and CLOSING COMMENTS

No closing comments were presented

13. ADJOURNMENT

The meeting adjourned at 1:17 p.m.
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Prepared: Attest:

Michelle M. Hart, Commission Clerk Sam Cho, Commission Secretary

Minutes approved: April 28, 2026


https://secure.na2.echosign.com/verifier?tx=CBJCHBCAABAADHtEaBsRhoz8oYD8wV7OpC-Axs800mcK
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[EXTERNAL] Cruise - season opening

From Iris Antman <antwomaniris@gmail.com>
Date Mon 4/13/2026 11:37 AM
To Commission-Public-Records <commission-public-records@portseattle.org>

WARNING: External email. Links or attachments may be unsafe.

Dear Port Commissioners and staff,

I'm writing to voice my ongoing concern about the harms of cruise for our community’s health and its
negative environmental and climate impacts.

| understand that the cruise business in Seattle is a huge revenue source but the other side of the ledger
is never truly taken into consideration.

This cruise season will add 3 million tons of climate pollution harming our water, air and marine life, and
increasing warming, thus facilitating wildfires and heat domes. At current rates of warming, the world is
expected to pass 1.5 degrees of warming by 2030 resulting in catastrophic and irreversible damage.

Shore power reduces the harmful impacts of air pollution on port workers and near-port communities,
but it is NOT a climate solution. It eliminates less than 1% of a cruise’s climate emissions from the entire
voyage. And the Port's 2026 budget cites continued interest in expansion of cruise which is so short
sighted. And LNG is also not a solution, even the IMO says it's not a clean fuel.

The common economic model favors short term gain over long term planning. And so over the past 150
years we have degraded the environment and decreased biodiversity to a dangerous degree. Even
though the evidence is clear, we continue to struggle to transition to clean energy systems. In Seattle,
where the impacts of a warming climate have been moderate so far, it is easy to put one’s head in the
sand. Please consider the children, your children and future generations who will struggle to live on a
warming planet and all that that engenders.

It's time to reduce cruise sailings not increase them. It's time to end the cruise business in Seattle. It's
time to stand up to mainstream trends and look reality in the face and act accordingly.

With respect and encouragement to do the right thing.

Sincerely,
Iris Antman

https://outlook.cloud.microsoft/mail/commission-public-records@portseattle.org/inbox/id/AAQKAGE1YmYzYTKOLWE2N2YtINGZmYi05YjgxLTESMDV]O...
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[EXTERNAL] Support for City of Bellevue Grand Connection Tax Increment Area

From Patrick Bannon <patrick@bellevuedowntown.com>
Date Mon 4/13/2026 11:42 AM

To Commission-Public-Records <commission-public-records@portseattle.org>

I 1 attachment (357 KB)
Port of Seattle TIF Letter_04_13_2026.pdf;

WARNING: External email. Links or attachments may be unsafe.

Dear Commission President Calkins and Members of the Port of Seattle Commission:

As Co-Chair of the Friends of the Grand Connection, a coalition that supports the development of the
City of Bellevue's Grand Connection Crossing project, | am writing to request the Port of Seattle’s support
for establishing the City of Bellevue's TIF District. This transformative infrastructure will be situated at the
critical intersection of affordable housing, car-free transportation, and equitable access to opportunity
and open space.

Please see the attached letter, and thank you for your consideration.
Patrick

Patrick Bannon | President & CEO | Bellevue Downtown Association
patrick@bellevuedowntown.com | m: 206.992.4534 | 0: 425.453.3113

https://outlook.cloud.microsoft/mail/commission-public-records@portseattle.org/inbox/id/AAQKAGE1YmYzYTKOLWE2N2YtINGZmYi05YjgxLTESMDV]O... 17
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Friends
of

the Grand
Connection

The Honorable Ryan Calkins
President, Port of Seatle Commission
2711 Alaskan Way

Seattle, WA 98121

Dear Commission President Calkins and Members of the Port of Seattle Commission:

On behalf of the Friends of the Grand Connection, a broad-based group of 60+ community members and
organizations, we are writing to urge your support of the City of Bellevue’s Tax Increment Financing
District (“TIF District”). The state legislature authorized this district for one purpose: to help fund the
Grand Connection Crossing Project over 1-405. This regional project will result in numerous region-wide
public benefits for the diverse communities of the Eastside, as well as everyone working or visiting the
area, directly benefiting King County as a whole. We also want to acknowledge and thank the Port of
Seattle for its early leadership and investment in the 42-mile Eastrail corridor, which laid the foundation
for this Grand Connection Crossing project.

The City of Bellevue's Grand Connection is a major initiative to create a multimodal corridor that will
connect Meydenbauer Bay Park through downtown Bellevue to King County’s Eastrail. A key feature will
be a new pedestrian and bicycle crossing over |-405 to bridge the physical divide created by the freeway.
The project will prioritize universal design principles to ensure accessibility for people of all ages and
abilities. This Crossing project is estimated to cost $230M and will require multi-tiered funding sources.
The TIF District is a critical element of the financing plan. Once completed, the project will significantly
and meaningfully advance the following major countywide goals.

This regional project will catalyze the following regional benefits and promote equity for everyone living
and working in King County:

Housing. The Grand Connection Crossing will catalyze and support the redevelopment of the Wilburton
area of Bellevue, which the City has designated for significant new transit-oriented development and
related investments, including adopting new policies that will dramatically increasing the availability of
affordable housing, all of which will improve equity on the Eastside. This area could accommodate
approximately 15,000 new housing units, including affordable housing units to help Bellevue reach its
ambitious affordable housing targets, which amount to the largest increases outside of Seattle. This
represents a generational opportunity to address massive housing gaps in our region. The Crossing will
provide a safe and car-free option for residents to access jobs and amenities in Downtown Bellevue.

Public Transportation. This project will result in a signature piece of infrastructure that provides a safe,
equitable, convenient route for people to walk, ride, and roll cross I-405, connecting downtown Bellevue,
the Eastside’s largest jobs center, with the 42-mile Eastrail and the wider regional trail network, at the
central point of Sound Transit’s new downtown Bellevue Light Rail station The Crossing leverages the
region’s $265M investment of Eastrail in the last 15 years, further improving equitable connectivity
between trail and transit infrastructure and the diverse communities of Bellevue, Kirkland, Woodinville,
Snohomish, Redmond and Renton. The users of Eastrail will have a significantly improved experience
with the Grand Connection Crossing.


https://www.friendsofgrandconnection.org/

Economic Development. This project will also be a major boon to the region’s economic development.
Based on a recent economic study commissioned by the City of Bellevue, the project could catalyze 2.1
million square feet of development, resulting in over 4,000 new jobs, and generating $1.1 billion of
economic activity, while also raising new tax revenue for the city, county and state. The Crossing project
will also generate significant construction jobs and related tax revenue. The Grand Connection Crossing
will advance equity by removing barriers to opportunity for historically underserved communities. By
providing a safe, car-free crossing over 1-405, the project will ensure that residents without vehicle
access can reach jobs, services, and childcare in Downtown Bellevue.

Considering the significant region-wide benefits in housing, transportation, economic development, and
equity, unlocked by the Grand Connection Crossing project, we urge your participation in Bellevue's TIF
District.

Sincerely,
a@% %./ W
Patrick Bannon, Co-Chair Pearl Leung, Co-Chair
Friends of the Grand Connection Friends of the Grand Connection
President & CEO, Bellevue Downtown Association Senior Manager, Public Policy, Amazon
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Friends of the Grand Connection Individuals

John Chelminiak, Community Leader, Former Mayor of Bellevue
Carolynn Ferris, Community Leader, Past Chair, Imagine Housing

Bill Finkbeiner, Community Leader, Former State Senator

Jennifer Fischer, Community Leader, Executive Director Bellevue LifeSpring
Stacy Graven, Community Leader, Past Chair, Eastrail Partners

Ross Jacobson, Community Leader, Former Bellevue Downtown Association and Bellevue Chamber of

Commerce Board Chair
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[EXTERNAL] Public Comment: Dignity at SEA
From Johnson Brandon <brandonjohnsonm@gmail.com>

Date Tue 4/14/2026 5:55 PM

To Commission-Public-Records <commission-public-records@portseattle.org>

WARNING: External email. Links or attachments may be unsafe.

Dear Commissioners,

| am writing to demand justice and dignity for airport workers at SEA. Specifically, the Port must ensure:
1. Affordable, quality healthcare for all airport workers.

2. An end to using police presence to intimidate workers and organizers.

3. Full access via Port badges for shop stewards to enforce labor contracts.

Our community deserves better. We expect the Commission to take immediate action.

Sincerely,
Brandon Johnson

Sent from my iPhone

https://outlook.cloud.microsoft/mail/commission-public-records@portseattle.org/inbox/id/AAQKAGE1YmYzYTKOLWE2N2YtNGZmYi05YjgxLTESMDV;jO... 171
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Re: [EXTERNAL] Support for City of Bellevue Grand Connection Tax Increment Area

From Commission-Public-Records <commission-public-records@portseattle.org>
Date Mon 4/13/2026 3:45 PM
To Lee Lambert <leel@cascadebicycleclub.org>

Good afternoon,

We are in receipt of your written comments for the April 14, Meeting. These will be distributed to
commissioners and attached to the approved minutes.

Best Regards,

Commission Public Records

From: Lee Lambert <leel@cascadebicycleclub.org>

Sent: Monday, April 13,2026 3:13 PM

To: Commission-Public-Records <commission-public-records@portseattle.org>
Subject: [EXTERNAL] Support for City of Bellevue Grand Connection Tax Increment Area

WARNING: External email. Links or attachments may be unsafe.

Dear Commission President Calkins and Members of the Port of Seattle Commission:

I am writing on behalf of a coalition of nonprofit organizations that support the development of the City of
Bellevue’s Grand Connection Crossing project. This transformative infrastructure initiative is situated at the critical
intersection of affordable housing, car-free transportation, and equitable access to opportunity and open space.
These priorities reflect shared commitments to fostering inclusive, sustainable, and connected communities.

In Service,

Lee Lambert
Executive Director

Pronouns: he, him, his
mobile (253) 861-8977

direct (206) 620-1540
office (206) 522-3222 x 540
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The Honorable Ryan Calkins
President, Port of Seatle Commission
2711 Alaskan Way

Seattle, WA 98121

Dear Commission President Calkins and Members of the Port of Seattle Commission:

As a coalition of organizations committed to advancing equity and working towards progressive outcomes in King County,
we write to express our strong support for the City of Bellevue's Grand Connection Crossing project. This transformative
infrastructure with beneficial region-wide impacts sits at the critical nexus of affordable housing, car-free transportation,
and equitable access to opportunities and open spaces—priorities we all share.

Significant New Affordable Housing

Bellevue has made a bold commitment to affordable housing, targeting 5,700 units of new income-restricted housing
serving households at 0-80% of area median income by 2036, the largest such commitment made by a city outside of
Seattle. The Grand Connection Crossing will unlock the full potential of these housing opportunities in the Wilburton
neighborhood, where it intersects with the 42-mile Eastrail trail, and where the city has implemented mandatory
affordable housing requirements. The result is one of the most ambitious affordable housing strategies in the region,
with emphasis on serving households earning less than 50% AMI—those least served by the private market. The Grand
Connection Crossing bolsters housing developers’ reasons for building in Bellevue, by accelerating housing development
during this challenging economic period.

Car-Free Transportation, Equity and Access to Opportunity

The Grand Connection Crossing will provide a safe, vehicle-free connection over 1-405, linking King County's second
largest job center, downtown Bellevue, with the 42-mile Eastrail corridor. This car-optional infrastructure is essential for
future Wilburton residents and Eastrail users from communities throughout the region - from Woodinville to Renton and
South King County - to access employment, services, childcare, and amenities in downtown Bellevue without requiring
vehicle ownership.

For families and individuals without cars, this crossing removes a fundamental barrier to economic opportunity. It
enables residents of affordable housing to reach jobs, education, healthcare, and essential services through active
transportation—walking, biking, and rolling, as well as the four light rail stations that connect with Eastrail. This also
advances the County’s visionary regionwide planning policies, adopted in 2021, that direct concentrations of housing and
employment growth to high opportunity communities and cities, in a manner that fosters greater equity across King
County, by reducing displacement and addressing racially and ethnically disparate health outcomes, and promoting
access to opportunity.

Access to Outdoors and Regional Trail Networks

Beyond economic access, the Crossing serves as a linear park and opens connections to 175 miles of regional trails,
including the east-west Mountains to Sound Greenway trail, the Cedar River, Green River and Lake to Sound trails in
Renton and South King County, and 520 Trail corridors and beyond. This enhances King County’s regional trail network
and provides equitable, connected access to outdoor recreation and green space for communities that have historically
faced barriers to enjoying these public amenities.



A Regional Equity Investment

The Grand Connection Crossing represents a regional equity investment that benefits all of King County. By connecting
affordable housing with jobs, transit, services, and outdoor spaces through car-free infrastructure, this project embodies
the values we share, while advancing and reinforcing newly adopted County equity policies: ensuring that all residents,
regardless of income, can access opportunity and live healthy, connected lives.

While this project is located in the City of Bellevue, its benefits will be felt regionwide, and are consistent with the Port’s
goals to promote equity and access. We urge the Port of Seattle to support this critical project and help make this vision
of an equitable, connected region a reality.

Sincerely,
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? Outlook

[EXTERNAL] Testify today please

From Breck Lebegue <brecklebegue@gmail.com>
Date Tue 4/14/2026 8:58 AM

To Commission-Public-Records <commission-public-records@portseattle.org>

I 4 attachments (5 MB)

Degrowth-Of-Aviation_2019.pdf; Private Jets Climate Effect.pdf; Red Line Aviation Manifesto.docx; Port of SeattleTestimony 4-14-
26.docx;

WARNING: External email. Links or attachments may be unsafe.

Good morning Sir/Ma'am;

I would like to testify briefly today at the port meeting on the topic of the health and climate effect of
increased aviation fuel use at SEA.

Supporting documents are attached. Please distribute to the commissioners.

My intended testimony is the last document attached. | would like to read it aloud to the
commissioners.

thank you.

Ever-Warmer Regards,

Breck Lebegue MD MPH

Co-Chair, Climate and Health Task Force

WA Physicians for Social Responsibility

www.wpsr.org/transportation

www.wpsr.org/climate

brecklebegue@gmail.com

Steilacoom WA 98388

210-414-8419

"Never doubt that a small group of thoughtful, committed citizens can change
the world.

Indeed, it 1is the only thing that ever has.”

Margaret Mead

https://outlook.cloud.microsoft/mail/commission-public-records@portseattle.org/inbox/id/AAQKAGE1YmYzYTKOLWE2N2YtNGZmYi05YjgxLTESMDV;jO... 7
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INTRODUCTION

In July 2019, the Stay Grounded INetwork met in Barcelona

o discuss how to counter the massive growth in the aviation

sector. A new movement for degrowing aviation and fostering

climate justice was born. The results of the conference and

Jfurther discussions fed into this report, outlining numierous

mieasures to reduce air travel in a just way.

Flying has become increasingly cheaper in recent dec-
ades, allowing increasing numbers of people to make fly-
ing part of their lifestyle. Still, less than 10% of the world’s
population has ever been on a plane.! Avoiding an unman-
ageable climate crisis will require unprecedented efforts
to cut fossil fuel use in half in less than 15 years and elimi-
nate their use almost entirely in 30 years.> Meanwhile,
the aviation industry is planning for a massive expansion.
Current or planned measures do not address the root of
the problem, which is the growth of the aviation sector.
Rather, they shift the discussion away from the fact that
we need to radically reduce aviation, especially in coun-
tries of the Global North. This is a necessary step to reach
a just and ecological mobility system (see Info Box 2).

While it is key to point out the pitfalls and disadvantages
of the current ‘green growth’ attempts, there has not been
enough investigation about strategies to degrow avia-
tion. What are the necessary steps for the social-ecological
transformation? What advantages do the different meas-
ures have, and which obstacles and problems might they
involve? Do they really bring about more justice? Is one
strategy best, or is it necessary to implement a combina-
tion of measures? With those questions arisingin the grow-
ing movement questioning aviation, the Stay Grounded
Network (see Info Box 1) organised an international con-
ference on Degrowth of Aviation in Barcelona in July 2019.
For three days, about 150 participants from over 15 coun-
tries explored, discussed and mobilised on these issues
without a single flight taken, since people from far away
had the possibility to join online. Choosing Batrcelona for
the conference venue was not a coincidence. Barcelona
is a city with rising opposition to both airport expansion
and mass tourism. Involving organisations that work ac-
tively to reduce not only flying, but also toutism, allowed
for a fruitful interaction of these two movements. Most
participants at the conference had a background in cli-
mate justice movements, initiatives against airports and
noise, or groups fostering alternatives, and many of them

work in NGOs, universities or trade unions. It was quite a
unique moment to gather as a new movement for degrow-
ing aviation and fostering climate justice.

The main part of the conference was spent discussing
measures that could help to reduce aviation in seven pa-
rallel working groups: taxes, frequent flyer and air miles
levies, limits of short-haul flights, moratoria on airports,
institutional travel policy changes, alternatives to avia-
tion, and degrowth of tourism. The results of the confe-
rence fed into this report. However, at the conference, it
was impossible to cover all potential measures. Some re-
maining approaches are therefore briefly treated in chap-
ter 8 of this report. Some of the measures not covered in
the conference (including emissions trading, offsetting,
biofuels, synthetic fuels and improvements in engine ef-
ficiency) were excluded from the outset as being unjust,
creating more problems than they solve, or not having
the capacity to bring about the needed systemic changes
(see chapter 1).

Several core questions accompanied the discussions in
the working groups:

* What role can price instruments play when trying to
degrow aviation? What kind of taxation system would
be socially just?

*  Where do we need regulatory instruments like limits
to the numbers of flights, moratoria on airport pro-
jects or closing certain airports? Should we even
consider banning flights on certain (shorter) routes?
Could such regulatory instruments be added to taxa-
tion mechanisms?

*  Does it make more sense to work bottom-up (individ-
ual behaviour change, voluntary changes of travel
policies, grassroots pressure from below) or top-down
(policy changes)? How can they play together in order
to achieve systemic change?



*  What alternatives to flying exist and what is needed
to improve them?

* What role does tourism play in the discussion about
play

degrowth of aviation? Do we need caps on tourism,
and if yes, how will that work?

Some of the discussed measures might work within the
current economic system. Some of them might challenge
its foundations. Some measures touch upon the ques-
tion of whether individual liberty should be restricted at
the point where it violates the liberty of others. Meas-
ures must include considerations about the differences
between countries in the Global North and the Global
South, and what kind of role international agreements
and solutions must play. Currently, international aviation
politics is dominated by the lobby of the aviation industry
who will never support strategies for limiting or degrow-
ing aviation. However, degrowing aviation is the only
way to sufficiently cut its emissions. Therefore, the grass-
roots and civil society movements will have to push for
the solutions needed to reach a just and climate friend-
ly mobility system. The more concrete we can imagine a
just and environmentally sound future, the more likely
change will occur (see Info Box 4).

With the conference and with this report, the Stay Ground-
ed Network aims to fill the gap and incentivise more dis-
cussions about possible steps and visions. However, the
report is not a manifesto or a readymade strategy. All of
the presented measures have their advantages and dis-
advantages. The following report is merely a contribu-
tion to the discussion, knowing that it would be fatal to
rely on politicians who do not grasp the urgency of radi-
cal change in the transport sector, or an industry which
will never voluntarily give up its privileges and power.
We hope the report can feed into academic research and
civil society campaigns. In particular, we hope it provides
useful arguments for those campaigning for a degrowth
of aviation.

We wish you an interesting and inspiring read!

! Scott et al. (2012)
2IPCC (2018)
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1. Introduction

INFO BOX 1:
STAY GROUNDED

Stay Grounded is a global network consisting of more than
150 member organisations. These include local airport
opposition initiatives, climate justice groups, NGOs, trade
unions, academics, groups fostering alternatives to flying,
and organisations that support communities struggling
against on-the-ground offsetting projects or biofuel plant-
ations. The network started to form in 2016, the year in
which a very weak global strategy to target aviation’s climate
impact (CORSIA) was launched (see chapter 1):

At different airports around the world, protests were organi-
sed simultaneously, and it became clear that building allian-
ces is hugely important in order to exchange experiences, sup-
port each other, come out of the shadows and involve more
stakeholders. It showed that local airport struggles (often
framed as not in my backyard’ conflicts) are not single cases,
but that they are connected with the massive growth of avia-
tion, the unfair subsidies of its industry and the proposal of
false solutions like offsetting and agrofuels.

A modal shift of mobility can only be achieved by involving
more and more groups and individuals to build pressure
from below both locally and on a bigger scale by resisting,
transforming and creating alternatives. In 2018, the network
went public with a website, another series of global coordi-
nated airport actions, and a position paper defining 73 Steps
to Rapidly Reduce Aviation and to Build a Just Transport Sys-
tem. This paper is being supported by more than 200 orga-
nisations.

Find out more at: www.stay-grounded.org



http://www.stay-grounded.org/

1.
REDL

CING EMISSIONS

FROM AVIATION =

REDUCING AVIATION

Berlin - Brussels, a very common route. But policy makers, lobbyists

and tourists all travel by plane. 1t is normal, and there is no good al-

ternative. One initiative is demanding the reopening of a night train

between those cities, which would be 200 times more climate friendly.’

Sometimes, degrowth of aviation could be as easy as that. Sonmetimes

1t might be more complicated. The fact is that green flights are and

will continue to be an illusion, and there is no other way forward than

reducing aviation.

Aviation is the mode of transport with the biggest climate
impact by far (see Diagram 2). Yet, air travel is growing
faster than any other sector. While global CO; emissions
increased by an estimated 25% from 1990 to 2010, the CO»
emissions from international aviation rose by more than
70% in the same period.” Within the European Union, as
elsewhere, emissions from aviation grew more rapidly
than those from other sectors of the economy.” If it was
up to the industry, this trend would continue: the num-
ber of aircrafts and the number of passenger-kilometres
flown is expected to double over the next 20 years. This
entails more than 1,000 infrastructure projects around
the world and many associated conflicts (see Diagram 3).
The international aviation industry anticipates annual
growth of 4.3% throughout the next decades.' This could
cause greenhouse gas emissions from aviation to increase
four to eightfold by 2050.°

How have such enormous growth rates been possible?
One reason is that the costs of air travel are 60% lower to-
day than they were in 1970. Costs have been cut through
low-cost carriers, wage dumping, efficiency gains, and,

above all, sector deregulation from the 1980s onwatds.*
States massively subsidise the industry: aviation kero-
sene is the only fossil fuel apart from maritime heavy
oil that is usually not taxed. Many governments abstain
from levying value-added tax on tickets and property tax
on airports. In the European Union alone, the losses in
state revenue due to the subsidies to the aviation sector
amount to 30 to 40 billion euro annually.” Also, aircraft
manufactuters and aitlines benefit from major subsidies.?
Everyone—including those who do not fly—pays for the-
se subsidies, ensuring that the mode of transport of the
better-off remains cheap.

Industry representatives like to point out that emissions
from aviation account for only 2% of global CO; emis-
sions, and that international flights account for only 1.3%,
but they conveniently omit several facts:

First of all, the share of emissions from the aviation sector
is increasing rapidly. In a report to the European Parlia-
ment, the research organisation Oko-Institut warned in
2015 that CO; emissions from international aviation may
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reach a share of 22% of global emissions by 2050.° An
even larger share is probable for the aviation industry in
other countries: projections for the United Kingdom indi-
cate that if the goal of limiting global warming to 1.5 de-
grees is taken seriously, and the controversial expansion
of London’s Heathrow Airport continues, aviation will
consume up to 71% of the country’s available CO> budget
in 2050."” Secondly, aviation’s contributions to climate
change are not just a matter of COsz. If other factors con-
tributing to climate change are taken into account—such
as induced cloudiness, ozone, contrails, water vapour and
soot—aviation’s contribution to human-induced climate
change doubles at the very least. A 2005 estimate stated
that civil aviation’s climate impact amounted to around 5%
(see mote about accounting for emissions in chapter 8)."
Thirdly, only a small number of (frequent) air travellers
are responsible for this 5%, since most of the world’s popu-
lation has never set foot on an airplane (see Info Box 2).
Finally, one should also keep in mind that these figures
only cover civil aviation--but there is limited information
on emissions from military aviation available (see chap-
ter 8).

The impacts of aviation also go beyond climate change.
The extraction and transport of the fuels needed contrib-
ute to the broader environmental crisis through deg-
radation of ecosystems, geopolitical conflicts and wars.
Huge amounts of materials, such as metals and cement,
will be consumed if the plans to build hundreds of air-
ports and double the fleet of civil aircraft over the next 20
years, from 21,633 to 43,560, are cartied out.'

Unfortunately, that is not all: people living near airports
are exposed to higher health risks. High blood pressure
and heart disease are some of the effects associated with
aircraft noise and high particulate levels in ambient air,?
and additional airports and runways will degrade ever
more habitats of people, animals and plants. At the same
time, the economic impacts on host regions are not al-
ways positive. Negative examples include transport infra-
structure and hotel chains displacing small shops and
farmers, while real estate prices rise.'* Water reserves
dwindle under the dual pressure of climate crisis and tour-
ism. While landfills grow, the local culture becomes an
attraction and a commodity."” This all leads to mounting
protests in regions inundated by mass tourism (see Info
Box 3).

GREEN FLYING IS AN ILLUSION

In response to the growing critique, the aviation in-dustry
and the UN agency ICAO (International Civil Aviation
Organisation) have announced their inten-tion to
make international aviation greener in the fu-ture. The
proclaimed goal is carbon neutral growth from 2020
onwards, defined in the program CORSIA (Car-bon
Offsetting and Reduction Scheme for Internatio-nal
Aviation). It consists of mainly two elements: first,
efficiency improvements and new technologies (like

e \

this ‘normality’ has only existed in the last two decades,

this lifestyle out of malice or ignorance, but because it has

to combat the climate crisis and to mitigate the conse-
justice is more than a monetary or legal process. Achieving

the struggle against all forms of discrimination based on

their forests.

INFO BOX 2:
CLIMATE JUSTICE

Air traffic is a major obstacle to climate justice. While it
might seem normal to fly in countries of the Global North,

and is only reserved for the privileged. Worldwide, less than
10% of the population has ever taken a flight. Flying is at the
core of an ‘imperial mode of living',' a form of production
and consumption that is only possible because it is at the
expense of others: residents exposed to noise and particle
pollution from planes, local ecosystems, future generations
and those in the Global South who are already bearing the
brunt of the impacts of climate change. People do not enjoy

been ingrained in the institutions and infrastructures that
surround us. Such conditioning is hard to overcome, espe-
cially because the effects of such a lifestyle are not obvious.

The term ‘environmental justice’ aims to show that environ-
mental problems are closely connected with society, that
nature is a part of us and we are a part of it. What we do to
nature, we do to our livelihood, or rather to the livelihood of
others. The social movements for Environmental and Climate
Justice demand an end to how we have been treating our
environment and society.

Climate Justice means that the Global North and the global
wealthy are now responsible for a larger share of the effort

quences. This includes financial payments for liability and
redress. Funds for this could be raised by imposing a levy
on frequent flyers and other harmful activities. But climate

Climate Justice requires societies to prioritise a ‘good life
for all'’ above ‘a better life for the few’. This includes justice
among all—now and for future generations. It also implies

gender, origin, ‘race’, class, religion, or sexual orientation.
And finally, Climate Justice means that people from the Glo-
bal South have a right to resist neo-colonial climate policies
like geo-engineering, biofuels and offsetting (see Info Box
5). It is not an option to continue flying and paying others
in the Global South (where such measures are cheaper) to
repair the problem by planting trees or being excluded from

"Brand and Wissen (2018)

- o

,green fuels), and second, carbon offsetting. In addition
to international aviation, this strategy can also be recog-
nised at airport and airline level, as well as in almost any
climate sector.

The goal of technological fixes

Future technical improvements for aircraft and opera-
tions have been identified, and should continue to be
researched. One example is how slightly changed flight



paths might reduce the creation of contrails.' Howevert,
these attempts will be insufficient to overcome aviation’s
emissions problems: Step-changes in aviation technology
are uncertain and will not come into effect until decades
from now, which the industry admits."” Lifting a huge en-
gine into the air is simply much more energy intensive
and complicated than moving a vehicle on the ground.
For example, electric flying is not possible for passenger
or freight engines because of the weight of batteries. The
forecasted efficiency gains in fuel use are far exceeded by
historic, current and planned growth rates of air travel
and air freight.

One main greening strategy is the push for alternative
aviation fuels: On the one hand, biofuels made from
plants like palm oil are being fostered by the industry.
However, this could drive a massive increase in de-
forestation and peat drainage and thereby cause vast
carbon emissions. In order to avoid this and associ-
ated land grabbing, human rights violations and loss of
food sovereignty, resistance to biofuels needs to be pri-
oritised. Synthetic fuels made from electricity (Power
to Liquid) ate technically feasible,'” but they would
have to be produced using surplus renewable energy,
and we are a long way from even producing enough re-
newables for transport on the ground, agricultural pro-
duction and heating. Aiming for unrestricted growth of
renewables can also lead to immense problems, be it large
hydroelectric dams causing biodiversity loss, or neo-
colonial mega solar or wind parks on indigenous territory
in the Global South.

Offsetting instead of reducing emissions

As technological solutions are limited, the ICAO climate
strategy relies almost entirely on offsetting carbon.
Instead of reducing emissions, airlines can offset them
by buying carbon credits from others — like reforestation
projects or hydro-electric dams that claim to lead to
emissions savings. Airports often try to legitimise their
destruction of ecosystems by offsetting the biodiversity
loss. The study The Llusion of Green Flying '° demonstrates
the many short-falls and problems associated with offsets
and concludes that they serve as a cheap licence to con-
tinue polluting. Simultaneously, offsetting—besides often
being subjected to fraud and strange calculations—has
shown to have many perverse effects, especially in the
Global South, including land grabbing, displacement of
local communities, and more (see Info Box 5).

All in all, the minor efficiency gains and emissions
savings delivered by the aviation industry’s own meas-
ures will not prevent the massive rise in emissions that
the envisaged growth rates will produce. For decades to
come, ‘decarbonised’ air traffic or ‘carbon neutral growth’
will therefore remain an illusion. Instead, the mounting
demand for biofuels, energy and offsetting credits re-
presents a serious risk. The result might be amplified in-
justice, new ecological problems and conflicts, which is
why climate justice can only go along with a reduction of
energy use and aviation.

1. Reducing Aviation

DEGROWTH: WHAT IS IT
AND WHY IS IT NECESSARY FOR AVIATION?

The debate surrounding environmental problems in-
duced by aviation and flying suffers from many of the
same myths as the general discourse on green policy: it
avoids the issues of reduction in activity or consumption
levels, and puts all hopes into technical solutions in com-
bination with economic instruments to ‘correct prices’.
However, as ecological economists have long pointed out,
emissions are pervasive because all production processes
require material and energy inputs, producing emissions
and waste products as an outcome.” None of the techno-
logical solutions suggested by the aviation industry can
change this. This understanding of biophysical reality,
and of the biophysical basis of the economy, is central to
the idea of degrowth.

At the same time, degrowth is about much more than
just a simple decrease in consumption, living standards
or material throughput of the economy. The concept also
encompasses a critique of the whole modern culture of
development, that is, a belief that more is always better.
A core concept is sufficiency. Degrowth is a movement
that questions growth-society and searches for ideas and
practices about what might constitute a good life and a
good society, without aiming to prescribe any specific
solutions. Diversity and a plethora of approaches are en-
visioned.”

The concept of ‘degrowth’ (décroissance) was born in
France in the 1970s as a cultural critical parallel to the
more technocratic Limits to Growth-debate taking place in-
ternationally. ‘Degrowth’ as a concept was born at a time
when international development aid was taking off, and
the Western, individualist and consumerist lifestyle was
heavily promoted as a modern ideal in developing coun-
tries. Today, it must be understood first and foremost as
a project for a radical social-ecological transformation.”

The discussion around degrowth of aviation encompasses
two things: the simple and basic message of reduced fly-
ing to reduce environmental impacts, and at the same
time, a questioning of the modern cultural-economic
model in which flying and hypermobile, busy lifestyles
have become the norm, both privately and at work. Thus,
discussing degrowth of aviation must include more than
simple measures to reduce the immediate emissions from
aviation. To address the problem on a larger scale, there
is a requirement to challenge and reconsider the wider
development and economic model of which it is a part.

BEYOND FALSE SOLUTIONS

Having outlined the impossibility of green flying and the
need instead for a reduction of aviation, if the measures
are to have any effect on climate change, we will now dis-
cuss different alternative measures in detail, including
how to implement effective action. If the proposals from



the aviation industry itself are not convincing, then what
are the strategies or measures that could work to reduce
aviation? There need to be — and there are already —
alternative paths, as highlighted by initiatives that tackle
the causes of climate change at their roots and seek effec-
tive climate action. Many suggestions already exist, but
need to be examined in detail. What we need is debate
and implementation of measures that have an actual ef-
fect in terms of reducing the problems we are facing. This

was one of the purposes of the conference in Barcelona

in 2019.

The next chapters describe in-depth a range of measures
that can be much more effective than the ones pro-
posed by ICAO. Knowing that there are no magic solutions,
the chapters discuss the pros and cons of each policy in
terms of its effect on emissions reductions, its feasibility
of being introduced, as well as its possible contribution to
broader systemic change, including social justice.
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INFO BOX 3:
TOURISM AND AVIATION—
A COMBINED PROBLEM

Expansion of aviation and the massive growth in tourism
are closely linked. In 2018, more than half of all international
plane travels were related to tourism.” Tourism as a whole
is a trillion-dollar industry growing at an annual rate of
3-5%2—and so is its environmental impact which is already
significant.® The carbon footprint of the sector grew from
3.9 to 4.5 Gt CO, between 2009 and 2013, representing 8%
of global greenhouse gas emissions.* Transportation makes
up the largest part of tourism’s carbon footprint. Apart from
its impact on climate change, tourism also negatively af-
fects the local environment in terms of degradation of bio-
diversity, soil health, water availability and quality, and high
levels of noise.

Tourism is sold as a product which allows people to displace
themselves from one location to the other, while offering the
‘comfort’ to stay in their own bubble. Tourism often serves
as a means to escape the workplace and stressful routine, to
quickly relax in order to be fit for work again. The tourist indus-
try has become increasingly efficient at pre-packaging this
experience for its customers. Instead of getting to know the
world, tourists book the cheapest flight or flight-hotel pack-
ages, most often to mass tourism destinations, including
all-inclusive mega resorts. It is socially accepted to forget
the fact that tourists are visiting a space where local people
live their daily lives. The profit-motive has transformed and
is transforming local environments from being ‘attractive to
live in’ to ‘comfortable for tourists’. This often leads to dis-
placement of local residents from beaches, forests, cities
and other public spaces. Even seemingly individual low-
budget trips with Airbnb can cause detrimental impacts in
the housing market.

Barcelona—the host of the 2019 Degrowth of Aviation Con-
ference—represents a sad illustration of both the environ-
mental and social consequences of tourism and its expo-
nential growth. The growth of tourism in Barcelona cannot
be explained without the expansion of high-speed transport
infrastructure—both train and aviation—making Barcelona
one of the main tourist destinations in the Mediterranean.
Up to 82% of tourists in Barcelona arrive by plane.® More-
over, the port of Barcelona attracts a large amount of cruise
ships and ranks highest in Europe by number of passengers
(about 2.7 million in 2018). The municipality of Barcelona
registered 31 million overnight stays and 23 million visitors
in 2016,° an increase of more than 800% since 1990. The
Stay Grounded Coalition in Barcelona identified some of
the impacts in a joint statement. Gentrification, a result of
real-estate speculation and Airbnb, makes it hard for local

citizens to find affordable housing. Low-income groups are
forced out of the city and their neighbourhoods, leading to
long ways to work, and are often unproportionally exposed
to high levels of airport noise and pollution. Gentrification
further results in the substitution of local commerce.

On the Balearic Islands, which served as a huge Spanish
Jaboratory tourist experiment’ starting in the 1950’s’” and
since been exported elsewhere in Spain, the impacts of an
economic model relying exclusively on tourism is increasin-
gly felt and questioned. Affordable housing has decreased
while precarious jobs have increased. Serious water scarci-
ty is looming and the natural landscape has been destroyed
or degraded. In a manifesto titled Without limits there is no
future, a multitude of regional organisations called for a re-
shaping of tourism and for a diversification of the economy,
for sustainability and more local democracy, and more spe-
cifically, for slowing down and stopping large infrastructure
projects.®

In the Global South, tourism is often linked to displacement
of local communities, labour precariousness and poor wor-
king conditions. It has been argued that tourism functions
as a placebo by failing the promises of bringing ‘develop-
ment’ and social well-being to local communities.® The
image of tourism as a sustainable form of development
must therefore be questioned, along with the more general
concept of ‘development’.’® In the end, the issue boils down
to how a community can live from tourism instead of letting
tourism live from it. So while it might be clear that tourism
needs to take place with fewer flights, there is also a need
to both reshape tourism and to reduce tourism overall (see
chapter 6.)
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2.

ELIMINATING TAX EXEMPTIONS:
KEROSENE & TICKET TAX,
VAT & CARBON TAX

Fbying is virtually tax-free in large parts of the world despite

the massive cost aviation cawuses to the environment and

society. While miost forms of transport are subject to excise

duty, value added tax, and other levies, flying continues to be

subsidised with dozens of billions of euro every year through
tax exemptions. 1his chapter will discuss the potential of

taxation as an instrument to curb flight traffic, and strategic

pathways to achieve this in practice.

For historical reasons, aviation has enjoyed tax benefits
that are exceptional compared to other areas of society.'
This can partly be attributed to the international charac-
ter of aviation as opposed to the national character of
taxation. The 1944 Chicago Convention was the found-
ational international agreement on aviation, seeking to
facilitate and expand aviation. It prohibits the imposi-
tion of taxes on fuel already onboard an aircraft when it
lands. Over time, this convention gave rise to the practice
of exempting all aviation fuel from both taxation (excise
duty) and value added tax (VAT), sometimes formalised
through bilateral air service/transport agreements. This
principle has been upheld in cross-border aviation (if not
at the domestic level) to this day. It is important to note
that the Chicago Convention does not explicitly prohibit
the taxation of all aviation fuel—that is a widespread
misconception. The Convention as such only applies to
fuel that is already on board at landing, but says nothing
about fuel taken on board before departure.?

Introducing adequate taxation in the aviation sector on
par with other modes of transport could effectively reduce
demand, while generating significant revenue streams

that could be directed towards more sustainable modes
of transport. Such taxation could take several forms.
Some commonly proposed taxes include: a tax on kero-
sene comparable to other fuels, the collection of VAT, a
general and economy-wide carbon tax, and ticket taxes
(passenger taxes) that can be varied according to distance
travelled or other factors. The revenues of such taxes de-
pend on many factors. A recent study commissioned by
the European Commission’ estimates that introducing a
kerosene tax (at 0.33 €/litre) in Europe would generate

€17bn in fiscal revenue, while VAT (at 19%) would raise

€30bn Europe-wide. It is estimated that due to the increase
in cost of flying, such a kerosene tax would reduce CO>
emissions by 11%, while VAT (at 19%) would do so by 18%.

The landscape of existing aviation taxation is fragmented.
About a dozen countries collect a kerosene tax (excise
duty) for domestic flights, including the United States,
Canada, Australia and Japan. Tax rates are usually very
low, such as 0.01€/litre in the US and 0.02€/litre in Aus-
tralia. In comparison, the agreed minimum for a kerosene
tax in Europe—if it were introduced—would be signifi-
cantly higher, at 0.33 €/litre following the EU Energy Tax



Directive. While no EU member state collects a kerosene
tax for domestic flights at this point, the majority raise
VAT at effective rates ranging from 3% (Luxembourg) up
to 27% (Hungary) of the ticket price.*

Given the constraints on collecting a kerosene tax and
VAT in cross-border aviation (see above), taxes on inter-
national connections are usually levied as ticket taxes,
i.e. as a fixed amount per passenger and departure. Such
ticket taxes exist in many countries, including a number
of EU states. They are often progressive with regard to
distance and class, and generally range from below 1 euro
(Thailand, all international flights) to more than 170 euro
(UK, long distance, any class above lowest).

In light of this fragmented landscape, the best way to
compare the aviation tax rates among nations is to use
the overall tax rate of each, which combines the various
kinds of taxes applied to flights in a given country. This
overall tax rate can be calculated as a weighted average
for domestic and international flights, taking into ac-
count both the difference in taxation and passenger num-
bers between the two. Such a comparison shows that the
level of taxation is particularly high in the United King-
dom (on average ca. 40€ per passenger and flight), with a
number of countries lying in the range of 15-20€ (includ-
ing Canada, the US, and a number of EU states). Compara-
tively high tax rates, that only apply for international de-
partures, are in effect in Australia (40€), Mexico (30€), and
Brazil (30€).

THE ADVANTAGES OF TAXATION

The introduction of meaningful taxation in the aviation
sector comes with a range of advantages. Increases in tick-
et prices are expected to cutb demand® and the current
expansion of aviation, which could initiate contraction
of the aviation sector. At the same time, this addition to
air travel cost would immediately boost the competitive-
ness of alternative forms of transport such as rail and bus,
which (in Europe) are generally taxed at standard VAT
rates (although some countries apply an exemption or re-
duced rates). Even merely levelling the VAT playing field
with an aviation tax would generate a significant income
stream that could be used to fund transformation of the
transport sector towards more sustainable modes (and
not be ‘ring fenced’ for more spending on aviation). Al-
ternatively, taxes could be redistributed to bolster social
justice at national or even global levels (e.g. through the
Green Climate Fund). Whether such an earmarking (‘hypo-
thecation’) of tax revenues can be legally anchored de-
pends on the national context, but the general practice is
not unheard of in many countries (e.g. for road upkeep).

Taxing aviation is a realistic and feasible measure: avia-
tion taxes already exist in many domestic contexts, and
the instrument is well-known and well-studied. It can
also be expected to have relatively broad backing among
the public and even political parties, as taxing aviation
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effectively amounts to bringing the sector in line with
existing practice in other sectors (creating a ‘level play-
ing field’). One potential downside to consider is that this
notion may undermine the idea that states should ac-
tively support more sustainable modes of transport, es-
pecially rail transport. A kerosene tax has the particular
advantage that, in principle, it could cover all forms of
aviation (including freight, private as well as commercial
aircraft, and the military) and its effect increases propor-
tionally to the distance travelled. Taxing kerosene would
give aircraft manufacturers an incentive to improve fuel
efficiency, which would not be the case with other types
of taxes or a frequent flyer levy (see next chapter).

While aviation taxes generally apply equally to any ci-
tizen who flies, one social justice argument claims that
frequent flyers mainly consist of middle and high income
households. Considering that in many countries most of
the population flies rarely or never, as opposed to a mi-
nority who are frequent flyers, aviation taxes are socially
progressive in practice. The “Yellow Vests’ protests in
France are a case in point: in the context of their protests,
it has been argued that kerosene taxes represent a more
socially just alternative to motor fuel tax increases.

CARBON TAX:
THE DIFFERENCE TO AVIATION SPECIFIC TAXES

Carbon taxes are widely discussed and agreed upon by
mainstream economists as an efficient and effective cli-
mate mitigation measure. The original idea of a carbon
tax was to put a price on greenhouse gases emitted by
sectors such as industry and transport, in order to inter-
nalise the social costs—or the so-called ‘negative exter-
nalities™—that CO;, causes. The tax hence serves as an eco-
nomic incentive for companies and consumers to opt for
low carbon alternatives.

The approach has several problems. One is the difficulty
of considering and pricing all of the damage caused by
burning fossil fuels—Iike biodiversity loss, negative social
consequences, health impacts and in general a very inse-
cure future. There is also the ethical question surround-
ing whether or not to put a price on for example human
life or the ‘damage’ of species extinction. But most impor-
tantly, should we not rather avoid the damage overall?

Due to the rapid progress of the climate crisis, there has
been a move away from focusing on internalising the
externalities, and instead a debate about how high the
carbon price must be in order to achieve the necessary
reductions (as defined by the scientists). Today, carbon
prices are often way too low to have a significant emissi-
on reduction effect. To be effective, the price needs to be
high—120 € per tonne or more.

In practice, carbon taxes are often levied on fossil fuel
products, sometimes as one element of several that to-
gether constitute the total tax rate. The CO» tax can be



explicit or implicit (i.e. used as an argument for the tax
in the first place). Therefore, it often not easy to distin-
guish between CO; taxes on fuel and other fuel taxes. Some-
times it might even give a better picture to consider the
two together (see Diagram 2).

For aviation, one kind of carbon tax could be on jet fuel,
if it distinguishes between the differing CO; emissions
resulting from the production and use of various kinds
of fuels—kerosene, several kinds of biofuels, and electro-
fuels. But as the impacts of flying are more than just the
emitted COy, a carbon tax for aviation would have to take
into account the impact of burning kerosene high up in
the air (see above). If not, the tax implemented through-
out all transport sectors could lead to an indirect subsi-
dising of planes in comparison to means of transport on
the ground. A carbon tax applied to tickets could also
include a share of the operational and surface passenger
transport CO emissions of the departure and atrival air-
ports.

Diagram 2:
Average Fuel Excise / Carbon Tax

Soutce: OECD (2019)

The figure shows tax rates as of 1 July 2018. The
numbers are emission-weighted averages cal-
culated across 44 OECD countries and Selected
Partner Economies. They include international
aviation. The effective carbon tax is the sum of
fuel excise taxes (of which the statutory rates are
usually expressed in common commercial units,
such as litres of gasoline) and explicit carbon
taxes (understood as taxes called carbon taxes
where statutory rates are typically also expressed
in common commercial units or per unit of CO;
emissions).

Diesel 73.76€
Gasoline 85.85€
Kerosene

Unit: EUR per tonne of CO,
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Pricing carbon cannot be the sole mechanism, replacing
other possible measures like cutting short haul flights or
frequent flyer levies. A properly implemented carbon tax
might, in principle, have advantages in comparison to a
kerosene tax, as it could also tackle the climate impact
from burning biofuels or synthetic fuels, which are by no
means carbon-neutral. However, even this is not straight-
forward: generally carbon taxes are not applied to biofuel
because carbon taxation schemes are set up mainly with
the purpose of facing out fossil fuels, and also because the
emissions from biofuels do not fall under the UNFCCC re-
porting rules (see chapter 8).

THE LIMITS OF TAXATION

The disadvantages of a tax-based approach fundamen-
tally tie in with the limits of market-based approaches
more generally. As airlines will likely pass the additional
cost on to passengers, wealthy frequent flyers can afford
to maintain their habits, while the mobility of others will
effectively be reduced. Given the general political un-
popularity of raising tax rates, expanding taxation in the
aviation sector represents a relatively one-off measure
with limited scope for successive increases to respond to
the increasing urgency of the climate crisis. At the low
rates that are currently discussed in Europe, a kerosene
tax, a carbon tax or VAT may do little more than cancel
out some of aviation’s subsidies. It is unknown how flyers
will react to such a modest price increase; that is, whether
demand will be notably reduced. Also, the price signal of
any tax can be counterbalanced by declining oil prices,
due to oil price fluctuations. Although aviation taxes are
not regressive as such, given that flying continues to be
more widespread among higher-income households, in-
dividual low-income households (e.g. migrant workers)
may still be adversely affected unless addressed through
balancing measures like full or partial redistribution.

From a strategic point of view, introducing taxation for
aviation falls short of offering a more profound critique
of current forms of mobility both in regards to environ-
mental sustainability and social justice, compared with,
for example, the idea of a frequent flyer levy (see chapter
8 on progressive ticket taxes). At the same time, the com-
plexity of national and international taxation regulations
make pursuing a kerosene tax a challenging target for
effective grassroots activism, and risks tying up activist
energy. There is also the risk that such taxes could exempt
biofuels, which produce similar high-altitude climate
impacts, potentially creating a dangerous incentive for
their increased use. The same argument can be made
for synthetic fuels (electro-fuels) that would continue to
generate other greenhouse gases and contrails when
used in aviation.



HOW TO ACHIEVE TAXATION OF AVIATION?

At this point in time, a consensus is emerging even
among more mainstream actors that the aviation sector
is undertaxed. Including a justice argument in campaigns
against aviation expansion can be an important and pro-
mising strategy. While the vast number of mechanisms
and models for taxation at national and international
levels may be overwhelming at the outset, it is important
to remember that currently there is no or very little tax-
ation on aviation, anywhere in the world. Therefore, any
form of new taxation is preferable to the status quo. With
profit margins in the sector becoming ever slimmer, even
modest tax rates can potentially cause a crisis and mar-
ket consolidation in the sector after decades of aggressive
expansion.

The undertaxation of aviation suggests merit in pursuing
whatever tax schemes may be within reach in a given
jurisdiction in order to create momentum. The situation
in Burope shows the potential for such momentum. After
aviation taxes became a key issue in recent European elec-
tion debates, a coalition of like-minded states (Finland,
Sweden, France, Netherlands, Luxembourg) is now advo-
cating aviation taxes at the European level, and a Euro-
pean Citizen Initiative is under way.” A promising strat-
egy could be to pursue ticket taxes at a national level,
while building coalitions for action at regional and global
levels. The advantage of ticket taxes is that they can be
introduced at the national level without significant legal
hurdles, and with freedom to design rates, distance bands,
and other features such as including a frequent flyer levy
or air miles levy. Networks between stakeholders or activ-
ists, like Stay Grounded, could play a role in this effort
by facilitating the exchange of knowledge, best practices
and key arguments.

This chapter illustrates that there is no silver bullet
among the taxation models currently discussed—all tax-
ation instruments are subject to trade-offs. This calls for
a pragmatic approach, where the overall aim should be
to pursue what is feasible and seek to create a mix of in-
struments. While a radical tax reform towards carbon
tax-ation has recently received increased attention as an
alternative to more widespread instruments, its effects
and side effects will equally depend on the concrete im-
plementation. Either way, it will be particularly impor-
tant to ensure the inclusion of non-CO, emissions caused
by aviation, as this factor is currently sidelined in the dis-
course. In a similar vein, any suggested tax exemptions
for biofuels or synthetic fuels must be challenged. Unless
these points are taken into account, a simple carbon tax
model will achieve far less than targeted measures to
address flying as a high-emission activity.

Overall, aviation taxes are an important opportunity to
connect the struggle against the expansion of the sector
with the broader movement for tax justice. Adjusting tax
systems to the reality of the climate crisis both at national
and global levels is vital for social justice and climate
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justice. The right framing is critical when discussing this
strategy, e.g. by speaking about ending unfair subsidies
and tax exemptions rather than discussing an additional
tax burden. The industry is addressing this question with
sudden concern for the mobility of less affluent segments
of the population, arguing that higher ticket prices would
amount to curtailing their mobility. While tax proposals
should take social justice into consideration as much as
possible (e.g. through a frequent flyer levy), it is advisable
to put negative side effects into perspective by under-
lining the social injustice of the climate crisis at large. The
‘social washing’ strategy deployed by the airline industry
can also be countered by unmasking the vast differences
in flying behaviour between a minority of frequent fly-
ers and a majority that hardly flies, which is conveniently
concealed behind average figures.
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3.

MAKING EXCESSIVE FLYERS
PAY: FREQUENT FLYER LEVY &

AIR MILES LEVY

“The jet-setting habits of Bill Gates and Paris Hilton mean that they

produce an astonishing 10,000 times more carbon emissions from fly-

ing than the average person’, finds a recent study.” 1 % of English

residents are responsible for nearly 20% of all flights abroad,
10% most frequent flyers took more than half of the flights abroad.”

Flying shows climate injustice in its most extreme form—a few

wealthy are most responsible for the harm, while large majorities

worldwide never or rarely fly. Two possible measures could tackle
this injustice: a Frequent Flyer Levy (FFL) or an Air Miles Levy (AML).

The taxes discussed in the previous chapter are meant to
reduce aviation industry’s unfair tax exemptions. The is-
sue is that these taxes remain the same across the board,
hardly affecting upper class frequent flyers. But why
should a businessman on his sixth flight to his Tuscan
villa in one year be taxed at the same rate as some-
one who flies to visit family on another continent every
second year? Could the taxes be combined with a levy tar-
geting the small, privileged minority responsible for most
flights and distances? Could such a levy constrain the de-
mand for multiple or long-distance flights?

The Frequent Flyer Levy (FFL) proposes to make each
flight taken within a given time period progressively
more expensive, thus incentivising fewer flights. The FFL
has been promoted for many years by the UK organisa-
tion, A Free Ride,” with a campaign for “a free flight a year’,
meaning a ‘levy free flight’. However, if every person on
Earth flew once a year, climate emissions would skyrock-
et. Therefore, a slightly different model is proposed in
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this chapter, progressively raising higher fees during a
longer time period, and also imposing higher levies. One
option could be to have one levy-free first flight every
three or four years, the second flight would have a levy
of e.g. 150 euro, and with each additional flight the levy
doubles. In the best case, the rates would be different for
economy than for business or first class tickets, because
first class seats produce up to seven times the emissions
of an economy ticket.*

The Air Miles Levy (AML) makes distance flown progres-
sively more expensive and arises from an October 2019
report * commissioned by the UK Committee on Climate
Change, which evaluated the FFL and other means for
reducing aviation. The AML becomes more expensive in
steps of cumulative distance flown during a 3 or 4 year
period, and would also impose higher rates for business
and first class, or very high ones for private jets. Car-
michael explains in his report: “By factoring-in distance,
the levy would be more closely linked to emissions [than



the FFL] and fall more heavily on those polluting more. It
would also more effectively discourage long-haul flights:
as most flying is for leisure, some shift from long-haul to
short-haul destinations would be expected, delivering
further emissions reductions.”

Because lower income groups fly the least, the FFL or
AML would mainly affect wealthier people. Depending on
the level of the levy, the FFL could considerably reduce
frequent flying. However, in and of themselves, these
levy schemes are probably not sufficient in addressing
the aviation sector’s environmental impact. They must be
combined with other measures discussed throughout this
report. In particular, they should be combined with poli-
cies aimed at ending aviation’s privileges (see chapter 2),
and at fostering alternative transport modes, both (night)
trains and climate-friendly ships for long-distance travel
(chapter 6). The revenues obtained through the FFL or
AML can be used to make climate-friendly mobility ac-
cessible for all, especially in the Global South. Also, a just
transition fund could be founded for those regions who
suffer from economic losses by a decreasing tourism sec-
tor (see Info Box 3). The levy could therefore contribute
to climate justice (see Info Box 2).

No FFL or AML measures are currently implemented, as the
few existing instruments tax every ticket/person equally.
However, in other sectors some examples of progres-
sively taxing environmentally damaging consumption
do exist. One is the UK’s Vehicle Excise Duty, which put
an escalating tax on cars according to their carbon emis-
sions. It was successful in encouraging car owners to buy
smaller, cleaner cars (until it was changed in 2017).

ADVANTAGES OF LEVIES OF EXCESSIVE FLYING

The goal of the FFL policy is to contribute to social and cli-
mate justice. The numbers are quite clear: even with low-
cost aviation on the rise, large disparities and inequalities
in aeromobility exist between and within nations, along
the lines of social classes, ethnicity and gender. Despite
the fall in relative prices, survey data indicate that the
vast majority of low-cost flights are taken by more pri-
vileged social classes.® Contrary to arguments from the
airlines, in relative terms, the distribution of flying has
not become more equitable across social class. Low-cost
air travel is therefore not ‘democratising aeromobility’.
Hence any tax on aviation would be relatively progressi-
ve, if one takes the entite population into account.® Glob-
ally, only 3 per cent of the population flew in 2017, and
some 90% of the global population has never flown.” In
Germany, only 8% of the entire population fly more than
twice a year.'” This means that very few frequent flyers
cause an enormous amount of climate impact. These
numbers demonstrate the importance of focusing on the
hypermobile elite' in the efforts to degrow the aviation
sector.

14

3. Making excessive flyers pay

The purpose of an FFL or AML is not to try to factor in the
social cost of carbon to the price of a ticket. Instead, the
levies are targeted to deliver a specific outcome: reduced
demand for air travel against unconstrained levels, to
help restrain aviation emissions within safe limits for the
climate, and to do so in a way that is just and potentially
politically feasible. FFL or AML are per design more pro-
gressive policy instruments than a kerosene tax, a ticket
tax or a carbon tax. One key advantage is that the levies
might be more socially acceptable than general increases
in taxes on aviation or kerosene, due to the dispropor-
tionate impact on wealthy frequent fliers, and thus po-
tentially politically more attractive. A survey on public
attitudes to the FFL in the UK found that a FFL is perceived
to be fairer than and preferable to any of the other op-
tions for reducing air travel—although it has to be kept in
mind that the FFL model in UK promotes a pretty low levy
and a ‘free flight a year’, instead of every couple of years.

The primary focus of the FFL on the number of flights can
be decisive for communication purposes. While in com-
bination with other policy measures flying will become
more expensive and restrictive for all, the FFL ensures
that this is particularly so for frequent flyers. Low income
passengers who want or need to take a long-distance
flight once every couple of years—such as migrants visit-
ing families in other continents—are not the primary tar-
get of this levy. Reducing the number of flights is also the
key demand of communities impacted by noise around
airports. However, the FFL falls more heavily on people
taking several short-haul flights than on those taking fe-
wer but much more damaging long-haul flights. A flight
from London to Melbourne Australia has approximately
15 times the impact of a London-to-Barcelona flight.'?

By targeting cummulative distance flown, the AML targets
those who pollute more, so it is closely linked to emis-
sions contributing to the climate crisis. It encourages
shortening one’s average travel distance, and discourages
more than one long-haul flight every few years, some-
thing a straight carbon tax or FFL does not do. In this re-
gard, the AML might be more fair in climate-terms than
the FFL. A disadvantage might be that the AML might
not inhibit people from taking short-haul flights which
could be easily shifted to trains or buses—while longer
trips that might be necessary for some who have family
in other continents cannot easily be replaced because of
the current lack of climate friendly and affordable ferries.
Carmichael points out that with an AML, people will avoid
shorter trips, in order to not rack up miles that will incre-
ase the levies charged on their longer trips. To what ove-
rall relative degree an FFL may inhibit short-haul more
than an AML has yet to be studied.



OBSTACLES AND CHALLENGES
TO IMPLEMENTING THE LEVY

As with all other policy proposals aimed at degrowing
aviation, there will be massive and coordinated oppo-
sition from the aviation industry and, in the beginning,
from politicians and the general public. Regarding the
FFL and AML, however, one should expect resistance
from the most powerful in society, the mobile elites that
do not want to give up their privileges, including many
lawmakers. This is supported by studies that have shown
that a large share of aviation emissions are caused by a
relatively small group of highly mobile and hypermobile
travellers that usually represent the political, economic
and cultural elites of society.” Thete is a crucial job of rai-
sing public awareness of the fact that climate targets can-
not be met without constraints on air travel, and to also
build opposition against the irresponsible and power-
ful frequent flyers. Meanwhile, more sustainable modes
of long-distance transportation must be made attractive
to support a change in public opinion.

One disadvantage is that for those wealthy enough to
be largely insensitive to price, neither FFL nor AML may
be sufficient to reduce their flying habits. Here, another
kind of regulation would be necessary, such as a general
ban on short haul flights that affects all flyers equally (see
chapter 3), or of course measures that tackle inequality
and wealth as such.

One issue concerns the framing of the levy: Campaigning
for ‘one free flight every 3 years’ might make the law
more popular; however, it suggests that one flight in this
period is a human right, while it is actually also too much
if planetary boundaries are to be respected. Thus, in com-
municating a levy proposal, it is important to clearly dis-
tinguish it from and communicate in combination with
the other taxes that are necessary to degrow aviation
in the face of the climate crisis in general; the FFL/AML
being an additional instrument aimed specifically at fre-
quent flyers.

There are a number of challenges that need to be
addressed if one wants to introduce a levy. The levy could
in principle be operated in every country, ideally as a glob-
ally uniform tax. However, due to a lack of strong in-
ternational institutions which could impose such a levy
(there are no global taxes/levies yet), it could first be im-
plemented in individual countries or regions, like on an
EU-level. In this case the levy would be determined at the
EU and collected nationally. The levy would apply to both
domestic and international flights.

Tracking unique passenger characteristics to calculate
the levy might require new systems. The introduction of
alevy could steer a critical debate regarding data protec-
tion, as flight data would have to be stored. An alias-based
system, that uses identity codes to secure comprehensive
protection of data security could possibly provide a solu-
tion. A levy scheme needs to ensure that airlines’ sharing
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of this data among themselves is restricted to levy pur-
poses only. This could be regulated by the standard avia-
tion authorities.

A levy might be more complex to administer than the
current or alternative aviation tax arrangements. This
was the pretext used by the Scottish Government when
refusing to consider an FFL as an alternative to the Air
Passenger Duty. Implementing a levy will entail changes
to the customer journey when purchasing plane tickets,
which the industry will try to resist. That is why it needs
to be made as simple as possible.
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4.

SETTING LIMITS ON FLIGHTS

Setting absolute limits on aviation is theoretically the easiest and

108t secure way to guarantee the industry’s contribution to climate

miitigation targets. Arguably, such measures are also preferable

[rom a fairness perspective, as bans do not differentiate between rich

and poor, but are mandatory for everyone. While absolute environ-

mental limits seem politically difficult, the idea of caps on short-haul

[flights has been gaining monentun:.

From an environmental and justice perspective it is clear
that the number of flights and cumulative air travel dis-
tances must be reduced to a necessary minimum as soon
as possible. The remaining flights will need to be alloca-
ted in the most equitable way possible or for the greatest
public good—as part of the total remaining carbon budget
and in line with climate justice. On a global level, this po-
licy could be implemented through a cap-and-share me-
chanism," although such a global scheme is unlikely to be
introduced soon. However, with the climate movement
gaining momentum lately, it is arguably realistic for some
limitations to be imposed on air travel, especially bans on
short-haul flights.

In 2001, the EU White Paper on Transport stated, “We can
no longer think of maintaining air links to destinations
for where there is a competitive high-speed rail alterna-
tive.“ ?Still, no caps or bans on flights exist. However, in
2019, politically relevant calls have been made for bans
from several quarters. In a May 2019 debate, two candi-
dates for president of the European Union addressed
short-haul flights. Frans Timmermans (now vice president
of the European Commission) called for a total ban on
them, and conservative Manfred Weber instead advoca-
ted for reducing their number.’ In March, members of
the Dutch parliament demanded a ban on flights between
Brussels and Amsterdam.* German climate expert Hans-
Joachim Schellnhuber argued that prohibiting domestic
flights within Germany should be one of the governm