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Part A - Highlands and Islands Exemption

A1 - Do you agree that the carriage of passengers from airports in the Highlands and Islands
to airports in tland and the rest of the UK should be exempt from ADT?

Agree

The extent of the Highland and Islands exemption is largely beyond the scope of our
organisation’s response. In principle the proposals seem reasonable, in particular the
removal of the international exemption. Limiting the exemptions to be specifically focused on
domestic connectivity is appropriate for a region that experiences transport challenges due
to remoteness and sparse population. We strongly agree with the statement that, ‘carrying
over the international aspect of the APD exemption into an ADT Highlands and Islands
exemption goes beyond the stated policy objective of the exemption’.

A2 - Do you agree that the carriage of passengers to airports in the Highlands and Islands

from all Scottish airports should be exempt from ADT?
Agree (see A1 answer)

A3 - Do you agree that direct and connecting international flights from airports in the
Highlan nd Islan hould not xempt from ADT?

Strongly agree - as stated in the consultation, the international exemption goes far beyond
the policy objective of protecting domestic connectivity.

A5 - What impact could the proposed Highlands and Islands exemption have on: customer
demand, route viability, regional economic development, and any other factors.

One point of caution to raise is that with these exemptions plus the possibility of UK
Emissions Trading Scheme (ETS) exemptions or direct funding for island routes following
the end of ETS aviation free allocation, island routes may end up entirely untaxed. Whilst
this could be appropriate given the evidence provided for the Highlands and Islands
exemption, an unintended consequence of these changes would be a removal of
decarbonisation incentives and tools. This is especially important for island routes which are
likely to be ideal candidates for the early adoption of zero emission aircraft (ZEA) due to
short journey distances and low passenger numbers. Whilst ADT as proposed does not
incentivise ZEA, providing an exemption removes the possibility of using ADT for this
purpose in the future e.g. by providing exemptions or discounts to early adopters of ZEA



https://www.gov.uk/government/consultations/uk-emissions-trading-scheme-regional-aviation-connectivity/uk-emissions-trading-scheme-impact-of-end-of-aviation-free-allocation-on-regional-connectivity-consultation-accessible-webpage#section-2-regional-air-connectivity
https://www.gov.uk/government/consultations/uk-emissions-trading-scheme-regional-aviation-connectivity/uk-emissions-trading-scheme-impact-of-end-of-aviation-free-allocation-on-regional-connectivity-consultation-accessible-webpage#section-2-regional-air-connectivity

A6 - Do you agree that the carriage of passengers on private jets should not be included
within the scope of the exemption?

Strongly agree, see our answers in section B that explain why private jet taxation should be
increased.

A7 - Will air carriers face any operational or administrative challenges in applying the
proposed Highlands and Islands exemption?

Unlikely as the exemption is just an alteration of existing rules and regulations rather than a
new element of taxation

Part B - Private jets

B1 - Who are the primary users of private jet flights departing from Scottish airports?
According to Wealth-X’s report ‘Spotlight on Private Jet Owners’, the median net worth of a
full and fractional private jet owner is $190m and $140m respectively. We would expect
private jet users departing from Scottish airports to mostly be wealthy individuals, possibly
looking to access the oil and energy sector or luxury holidays (e.g. 61 Jets).

B2 - What are the primary reasons for using private jets?
Evidence suggests that the primary reason for using private jets is increasingly focused on

short distance leisure trips. According to a report by T3, private jet flights to European
holiday destinations are concentrated during the summer vacation period, with 42.6% of
flights occurring between June 1st and September 20th in 2023. The same report also
demonstrated that the seasonality of private jet arrivals mirrors the patterns of standard
tourism. This pattern is echoed in reports from Possible (p18) and Transport and
Environment, with private jet departures reported to be 50% higher in July than January. A
2024 study reported similar findings: ‘seasonal and weekly arrival peaks in popular holiday
destinations show many flights are made for leisure purposes.’ The study also notes that
cultural, sporting and political events, such as the 2022 World Cup and the World Economic
Forum also contributed to peaks in private jet usage. In Scotland, events like COP26 and
The Open Championship have prompted surges in jet arrivals in the past.

It is likely that this increase in leisure usage has been mirrored by a decline in the business
market. Business travel for commercial aviation has been falling as a percentage of total
aviation activity since 2006 when measured by passenger numbers, proportion of
passengers and proportion of spend (NEF, 2023).

B3 - What evidence can you provide about demand. profitability and price sensitivity of the
private jet sector in Scotland?

Demand and profitability

We do not have direct access to industry data so cannot answer this question fully but there
is clear evidence that the sector is booming globally. Research from the Institute for Policy
Studies shows that the number of private jets globally has risen from 9,895 in 2000 to 23,133
in 2022, 133% increase in 22 years. From 2019 to 2023, growth trends have been observed
for jet numbers (6.45% per year), distance traveled (11.31% per year) and emissions (9.93%
per year). Various news articles also point to the sector being increasingly successful, for
example, see articles in Forbes and The Times.



https://sixtyonejets.com/aberdeen-scotland/
https://t3-forschung.de/wp-content/uploads/2024/10/PrivateJetsHolidayDestinations.pdf
https://docs.google.com/document/d/1WdGEPGb7W5QvomzJCmtSDwG_NdvtcU3zxzpQNIZ-mHo/edit?tab=t.0
https://www.transportenvironment.org/uploads/files/202209_private_jets_FINAL_with_addendum_2024-05-07-140647_xczq.pdf
https://www.transportenvironment.org/uploads/files/202209_private_jets_FINAL_with_addendum_2024-05-07-140647_xczq.pdf
https://www.nature.com/articles/s43247-024-01775-z
https://neweconomics.org/uploads/files/NEF_Losing-altitude.pdf
https://ips-dc.org/wp-content/uploads/2023/04/High-Flyers-2023-Report.pdf
https://www.nature.com/articles/s43247-024-01775-z#Tab2
https://www.forbes.com/sites/douggollan/2022/11/27/private-jet-ceos-navigate-new-challenges-as-demand-stays-strong/?sh=37abad2212a5
https://www.thetimes.com/business-money/companies/article/private-jet-europe-america-7707w53gw

Price sensitivity

We believe that the sector has low price sensitivity due to the wealth of a typical private jet
user being very high and tax rates being very low relative to total prices (e.g. see report from
Possible). Any change in taxation is likely to be affordable for a large proportion of jet users.
This was reinforced by industry comments in an article in the Einancial Times following the
announcement of APD rates in the 2024 Autumn Statement: ‘private jet executives said that
even at these higher levels, the duty would make up less than 2 per cent of the average cost
of a flight, and was likely to be easily absorbed by wealthy customers’. Although this is
referring to a different tax alteration to those being proposed in this consultation, it points to
an industry that can afford additional taxation.

B4 - What role could ADT play in supporting decarbonisation of the private jet sector?
We see tax changes as potentially impacting the following areas: changing behaviour by

reducing or shifting demand and demand growth, reducing the tailpipe emissions of private
jet flights and discouraging empty seats and empty flights. Taxation alongside other
complementary government policies is likely to be the most effective way of bringing about
private jet decarbonisation as evidence of decarbonisation from within the private jet sector
is limited.

Reduce demand/growth

The simplest way to reduce the emissions from the private jet sector is to manage
demand/demand growth, with taxation as the key driver. To do this and to better tie the
higher rate of ADT with emissions, we support raising the higher rate to a more proportionate
level to begin addressing the issues of undertaxation. While the exact level of a new higher
rate would need to be designed in more detail, Oxfam has proposed a charge of ‘at least ten
times the current higher band of APD’. We support a significant increase beyond the current
higher rate of APD due to the highly inelastic demand of the sector. This price inelasticity
necessitates large increases in taxation if any behaviour change is to be achieved.
Prompting a shift from private jet flights via taxation is feasible as typically private jet routes
have a viable commercial alternative. A 2018 study found that there is a viable commercial
alternative to a private jet flight in the US in 98.4.% of cases. We would expect this to be
similar in Scotland.

It is crucial that any future ADT higher rate is set at a high enough level to properly tax the
sector. Evidence from the implementation of APD shows that private jets are undertaxed
both as a proportion of ticket prices and when looking at total APD revenues compared to
the size and emissions of the industry. On a flight to Paris from London, the proportion of
ticket costs paid in tax for a private jet is below 2% versus 23% for a business class ticket
and up to 43% for an economy ticket. In 2022, UK private jet emissions were ~0.5Mt CO2,
roughly half that produced by all commercial domestic flights in the UK. APD revenues for
private jets are disproportionately small when compared to the emissions those flights create
relative to the rest of the sector.

Reduce tailpipe emissions

The private jet industry continues to grow quickly and emissions are rising accordingly,
following the pattern of commercial aviation, whereby any emissions savings from efficiency
improvements are outweighed by rises in demand. We have found no evidence of attempted
decarbonisation within the sector beyond commitments to questionable voluntary offsets


http://www.wearepossible.org/jetting-away-with-it
https://www.ft.com/content/ee08ab9e-7309-4e4d-9a7f-a479d36b4cf6
https://scotland.oxfam.org.uk/latest-news/private-jet-tax-must-be-tough-fast-and-fearless/
https://www.sciencedirect.com/science/article/abs/pii/S0929119917306958
https://docs.google.com/document/d/1WdGEPGb7W5QvomzJCmtSDwG_NdvtcU3zxzpQNIZ-mHo/edit?usp=sharing

and some interest in SAF. SAF volumes are currently limited and a majority of private jet
owners are not planning on using it in the near future (Gossling et al. 2024). Given low
production volumes, any commitment by the private jet market to use SAF is likely to divert
supply away from the decarbonisation of commercial air travel

As a separated section of the aviation industry, the private jet sector could present an
optimal industry to trial alternative or additional tax regimes. For example, ADT could be set
up in a way that would be favourable to the operation of zero emission aircraft (ZEA), e.g. by
discounting ADT for early adopters of ZEA. Additional policy, such as a mandate for ZEA
planes or a ban on fossil fuel private jets from a certain year, could complement any tax
incentives. More needs to be done to accelerate progress in pursuing this technology, and
private jet aircraft may be well suited to early ZEA aircraft that will have low passenger
capacity and flight ranges.

Empty seats and empty leg flights

Improving the low occupancy rates and frequent empty leg flights of private jets is important
to achieving decarbonisation goals as these currently represent huge inefficiencies. Average
occupancy has been estimated to be between 2.5 and 2.8 passengers per private jet. A
report commissioned by the European Business Aviation Association, estimated occupancy
at 4.7 passengers per jet, a figure often cited by the sector. This did not take into account the
~41% of private jet flights that are empty leg flights with an occupancy of 0. Including these
‘ghost flights’ drops the average occupancy from 4.7 to 2.8 passengers per jet.

Taxation could again be the most effective driver to address this issue, however this may
require additional proposals beyond a higher rate of ADT. To ensure that tax is better linked
to the actual emissions of a flight, further measures, such as a kerosene tax, could be
implemented. This would ensure that the 41% of private jet flights that are empty, and
therefore untaxed in APD/ADT terms, are making a fairer contribution to tax revenue.

We understand that there have been reservations amongst policy makers about
implementing a kerosene tax (or similar schemes)—if ADT is the only tax on private jet
flights, we would suggest that empty leg flights are properly accounted for in setting up ADT
rates. Essentially, the other 59% of flights should be taxed at a higher rate to compensate for
the lack of revenue from empty leg flights. A set ADT charge for empty seats, applying ADT
to every available seat (whether full or empty) or additional non-tax related policy could also
be implemented to tackle the empty leg/occupancy issue.

B5 - What additional factors should the Scottish Government consider in setting future ADT
rates for private jet flights?

APD thresholds

A key takeaway from the implementation of APD across the UK is that although the new
scope of the higher rate to be brought in from April 2027 (Maximum Takeoff Weight [MTOW]
lowered to 5.7 tonnes from 20 tonnes) is an improvement, it still leaves a significant number
of jets untaxed. A threshold lower than 5.7 tonnes is needed to ensure that the scope of the
higher rate covers all private jets. Evidence strongly suggests that the proportion of private
jet flights that currently fall under the 5.7 tonne MTOW threshold is significant, with Possible
estimating passengers on ~1 in 5 private jet flights are below the threshold and will continue
to pay no APD even under the new classification. Of the 50 most commonly used private jets



https://www.nature.com/articles/s43247-024-01775-z
https://docs.google.com/document/d/1WdGEPGb7W5QvomzJCmtSDwG_NdvtcU3zxzpQNIZ-mHo/edit?tab=t.0
https://nbaa.org/wp-content/uploads/aircraft-operations/international/region-v-europe/boozallenhamilton-bizav-impact-on-Europe.pdf
https://docs.google.com/document/d/1WdGEPGb7W5QvomzJCmtSDwG_NdvtcU3zxzpQNIZ-mHo/edit?usp=sharing

in Europe in 2022, 14 jets comprising 29% of flights (made by these 50 jet types) were
lighter than the 5.7 tonnes MTOW threshold (CE Delft, 2023). 2 of the 3 most popular private
jet aircraft globally (Pilatus PC-12 and Piper PA-46-500TP) have an MTOW below 5.7 tonnes
(Gossling et al. Supplementary material, 2024). Two of the 5 jet types (Beech 200 and
Pilatus PC12) with the most movements in the UK in 2022 were below the 5.7 tonne MTOW
threshold.

As the Scottish Government takes control over air passenger taxation, this is a good
opportunity to ensure that the higher rate MTOW threshold is set to include all jets. The CAA
uses 2.7 tonnes as a threshold in their definition (Annual airport data 2023, Foreword), which
would be more appropriate but would still leave some lighter jets untaxed. We do not think
the risk of bringing non-private jet flights into the higher rate is significant due to the
exemptions in place.

Popular policy

It is worth noting that research from More In Common has shown that taking action on
private jet emissions is highly popular in the UK. If the Scottish Government can successfully
implement a higher rate of ADT, this leadership will reinforce the popularity of taking action
on private jets and could prompt similar action across the rest of the UK and other countries.

Part C - Operational and Future Policy Considerations

C1 - Do you have any comments or suggestions regarding the leqgislative and operational
framework currently in place for ADT? Do you foresee any potential challenges under the

current framework?

We would not anticipate any particularly burdensome operational challenges. The structure
of APD, which ADT will initially follow, makes it one of the most efficient and simple taxes to
administer and collect in the UK. Additionally, airlines that will be operating under the new
ADT scheme will be used to the APD system.

Part D - Impact Assessments

D2 - Are you aware of any examples of particular current or future impacts, positive or
negative on young people. (children. pupils. and young adults up to the age of 26) of an
aspect of the proposals in this consultation?

Under APD, under 16s are exempt if travelling in economy class. A similar approach with
ADT would be one way of ensuring that young people and families are not overly burdened
by the tax.

D3 - Are you aware of any examples of potential impacts, either positive or negative, that

you consider any of the proposals in this consultation may have on the environment?
Positive impact, see answer to B4

D5 - Are you aware of any examples of potential impacts, either positive or negative that you

consider any of the proposals in this consultation may have on groups or areas at
socio-economic disadvantage (such as income, low wealth or area deprivation)?



https://docs.google.com/spreadsheets/d/1nNukf7LfhgBxzProVKfNQehwWctjw4t95WqlKZyyrrg/edit?gid=0#gid=0
https://static-content.springer.com/esm/art%3A10.1038%2Fs43247-024-01775-z/MediaObjects/43247_2024_1775_MOESM2_ESM.pdf
https://www.caa.co.uk/data-and-analysis/uk-aviation-market/airports/uk-airport-data/uk-airport-data-2023/annual-2023/
https://www.moreincommon.org.uk/media/vfrjyxga/europe-talks-flying-report-9th-april-2024.pdf

Those at a socio-economic disadvantage do not have access to private jets so will
experience no negative impacts from increasing the higher rate of ADT. There may be

indirect benefits of improved services supported by increased tax revenue from wealthier
individuals that do fly on these aircraft.
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