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Abstract

Air travel plays a vital role in today’s life becsriit makes remote destinations accessible and
short getaways possible. Despite its benefitstraimsportation contributes heavily to climate
change. Behavioral change is seen as a key drnvitigating the environmental impacts of air
travel. One way to encourage behavioral change isé eco-labels. This study explores how an
eco-label could be developed for the airline indugb function as a potential driver for
behavioral change. 12 interviews with airline inmyexperts were conducted and thematically
analyzed. Empirical results were then combined wpitior research and the following five
criteria essential for the development of an adrliaco-label were identified: credibility,
comparability, clarity, transparency and participat Out of these five criteria, participation
seemed to be the most challenging to realize. Basedhese criteria, this paper could be
understood as a first step towards the introduatioan industry-wide eco-labelling scheme for
the airline industry that could help reduce the immmental impacts of aviation through
behavioral change.
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1. Introduction

Since the transformation of air travel from a luxproduct into a mode of mass transportation,
long-distance travel and more frequent vacatiolss, i@ferred to as hypermobility, have become
a reality (Gossling and Peeters, 2007; Hares £2@1.0). However, although air travel opens up
new opportunities, it also heavily contributes limate change. It is estimated that for a vacation
including air transportation, 60% to 95% of the auofs on climate change are caused by the
flight itself (GoOssling and Peeters, 2007; Peetansl Schouten, 2006). Aviation currently
accounts for about 3.5% of worldwide €émissions (Penner et al., 1999). However, becésise
growth is projected to continue at a level of abisfidt annually and the industry itself is still not
facing any restrictions on its emissions growtlis iestimated that aviation’s share of worldwide
CO, emissions could reach a level between 15% and @Y#Z050 (Cohen and Higham, 2011;
Gossling and Peeters, 2007).

Under these circumstances, there is a possible thiak regulation might restrict air
transportation’s future growth (Géssling et al.02p) To avoid the possible risk of restrictions
and to put aviation on a sustainable growth pdtheeds to reduce its environmental impacts
(Adler and Gellman, 2012). According to Hares et(a010), the environmental impact of air
travel can be reduced through technological chgngesket-based changes and behavioral
changes. Gossling et al. (2007) identified behabiamhanges as the key to reducing the
environmental impacts of air transportation. Onpragch to encourage behavioral change is the
use of environmental labels as described by Andees@l. (2013), who studied the impact of a
newly released eco-label on the North American mooi@ach travel tour industry. Eco-labels are
tools that provide the buyer with information o #nvironmental impacts of products (Bratt et
al.,, 2011; Buckley, 2002), allowing them to compatiéferent products based on their
environmental performance. Eco-labels can help ghatonsumption patterns by stimulating
more sustainable purchases, and at the same tigectn also motivate producers or service
providers to raise their environmental standardsl&Stegui, 2002).

This study explores how an eco-label could be dmesl for aviation to function as a
potential driver for behavioral change, which so feasn’'t received much attention in the
literature. Previous studies by Gossling et al0@0Hagmann et al. (2015) as well as Lynes and
Dredge (2006) have outlined the importance of n@kiights environmentally comparable by

using environmental indicators. Gossling et al0@0found evidence for air travelers’ interest in



integrating environmental information into theirdking decision once the information would
become available. Araghi et al. (2014) confirmeeksthfindings in their study, based on a stated
choice experiment, demonstrating that an eco-lalael strongly influenced the participants’
airline choice. Nevertheless, none of the abovetiomed studies discussed the idea in more
depth by asking how an eco-label should be devdldpe the airline industry to potentially
support behavioral change. This study exploresvibes of airline industry experts regarding
the development of the eco-label to support bemalvichange. This research question was
addressed inductively based on interviews with itfha industry experts. The results of the
study suggest that an airline eco-label shouldéldped based on the following five criteria:

credibility, comparability, clarity, transparen@nd participation.

2. Eco-labd development and behavioral change
2.1 Eco-labels

Eco-labels are aimed at informing consumers aboarensustainable consumption decisions
without compromising their freedom of choice. Thaimfunction of eco-labels is to serve as a
component of consumer choice (Buckley, 2002), lwat-labels are supposed to also act as a
reminder to take environmental issues into accéBratt et al., 2011; Thggersen et al., 2010).
Based on the eco-label, consumers should be aldenpare different products regarding their
environmental impacts. Eco-labels help close thgmasetrical information gap between
consumers and producers over the question of iaea¢tivironmental attributes of products are
(De Boer, 2003; Rex and Baumann, 2007). The eoal-labeds to define, compile, test, and
summarize the environmental performance of eactiymtoand present it to the consumer in the

easiest way possible (Buckley, 2002; Gallastegu022.
2.2 Eco-labels and behavioral change

Although eco-labels can create environmental avem®nthis alone will not necessarily lead to
behavioral change (Pedersen and Neergaard, 2006@rder for an eco-label to lead to
behavioral change, it needs to provide informatbonan environmental concern that already
exists among the consumer, making him or her #terpurchase decision in favor of the eco-

labelled product (Teisl et al., 2002). Hahnel et(2015) found that under some circumstances



the presence of an eco-label might even overridergiroduct information. Behavioral change
among consumers selecting more eco-labelled predcan also lead to behavioral change
among producers, because the eco-label providesn@mtive for environmental product
differentiation (Bleda and Valente, 2009; Teishkt 2002). Teisl and Roe (2005) emphasize that
only a subset of consumers responding to an e@-labneeded in order to make producers
modify their existing products or develop new ongsange their marketing strategy or target
green consumers. A vast amount of studies, covemnigus fields and industries, revealed that
eco-labels can lead to behavioral change amonguomrs such as in purchasing washing
machines (Sammer and Wistenhagen, 2006), ecoddbsdlafood (Brécard et al., 2009), fair
trade coffee (Loureiro and Lotade, 2005), eco-labewines (Delmas and Lessem, 2014),
dolphin-safe tuna (Teisl et al., 2002) or even wiberying a new car (Noblet et al., 2006).
However, there also exist a fair amount of studeeg. Leire and Thidell, 2005; Rahbar and
Wahid, 2011; van Amstel et al., 2008; Young et 2010) that have questioned whether eco-
labels can really lead to behavioral change. Raeearch has identified three possible reasons
that might explain the lack of behavioral respotse@co-labels: the multiplicity of eco-labels
that leads to confusion (Budeanu, 2007; Font, 2002)lack of awareness among consumers of
the existence of eco-labels (Fairweather et aD52@uhakka and Siikamaki, 2012), and deficits
in the communication of what the eco-label starmig&0ssling and Buckley, 2016; Kozak and
Nield, 2004). Thus it seems that the lack of bebtr@liresponse to eco-labels can, to a large
extent, be explained by deficiencies in the desigd governance of eco-labels. Design and
governance need to be taken into account in theldpment of a new eco-label in order to

overcome the lack of behavioral response.

2.3 Design and gover nance of eco-labelsto support behavioral change

Prior research has identified multiple issues asdgoémportant for the development of eco-
labels. Those can be divided into design factod governance factors (Castka and Corbett,
2016; Marx, 2013). Firstthe design of an eco-label should be based ondtification of
need. Before introducing an eco-label into a nesustry or market, it is essential to determine
whether there is demand for such a label (Andeesal., 2013; Gallastegui, 2002). Second, the
eco-label should be designed so that it suppomsuwoers in their decision making when they

compare different products regarding their envirental impacts. The eco-label needs to define,
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compile, test, and summarize the environmentalopednce of each product and present it to
the consumer in the easiest way possible (Bucid692; Gallastegui, 2002). Third, in order to

make flights comparable the eco-label should be&gded in the form of an energy label. Energy
labels allow for both positive as well as negagwveduct labelling (Grankvist et al., 2004). Prior

research on energy labels has found that consumitrano or weak interest in environmental

issues do not respond to any eco-label; consumighsaw intermediate interest avoid products
with negative (red) labels; and consumers with rangt interest in environmental issues are
affected by negative and positive labels equallsathi et al., 2014; Grankuvist et al., 2004).

Furthermore, prior research has suggested that tsieould be a single label for the
market, because a proliferation of labels createsusion among customers. Prado (2013), for
example, described how many industries have malggeghemes and the firms have to choose
among those. This choice is eventually influencgdrultiple factors, such as self-regulation,
adoption of technological standards, and instingidorces. If there is more than one eco-label
in a specific market, this can lead to confusiod morance in the consumer (Bratt et al., 2011;
Buckley, 2002). In addition, an internationally goetitive industry — such as the airline industry
— needs a globally recognized eco-label (Buckl@p2.

Finally, the participation of multiple stakeholddras been understood as important for
the design process. Balzarova and Castka (2012)ionetne benefits of multiple stakeholder
participation during the standard development mscahich may help eliminate controversial
and undesirable issues, reinforce important issares consensus-seeking, and improve the
content of the standard. This can also help to datbe risk of consumers’ experiencing
information overload or suspecting greenwashingirtzelthe environmentally friendly claim
(Thggersen et al., 2010).

Concerning the governance of eco-labels, reseachawe especially stressed the
importance of third-party verification (Chkanikovand Lehner, 2015). Claims made by
manufacturers or service providers do not reallydbtnust on the consumer’s side and such a
label might fail (Anderson et al., 2013; D’Souzaakt 2007). This lack may explain why Testa
et al. (2013) found that consumers had the most inuthe so-called official eco-labels (i.e., the
EU eco-label and the FCS label). In addition, Casthd Corbett (2016) found that both media

and eco-label experts consider schemes with moterrat party involvement to be better



governed. Castka and Corbett (2016) further cldiat the specifics of the design of the eco-
label may be even less important than the presaineeternal parties in the assurance process.

In addition to these factors, the particular enwinental parameter or issue to which the
eco-label refers needs to be clearly stated (Byci@02) as well as communicated (Thggersen
et al., 2010), and there should be no languageebdrindering the understanding (Houe and
Grabot, 2009). The degree of consensus regardenghdaning and significance of terms used to
communicate about the eco-label indicates thataiminology needs to be clearly defined and
that the practices undertaken or outcomes of tbdahel are transparent and understandable to
all parties involved (Buckley, 2002). FurthermoBratt et al. (2011) and Gallastegui (2002)
added that the criteria for an eco-label need tostrategically developed, meaning that
objectives are clearly defined and the strategiesetich these objectives are clearly laid out.
Consumers must be informed of the eco-label’s nmggnts characteristics, requirements, and
guarantees in order to avoid unclear and confusiagsages (Testa et al., 2013), such as failure
to assure the buyer about the product’s ecologioghct, insufficient information about the
producer’s compliance, and the presence of recomatiems (van Amstel et al., 2008). Finally,
concerning the design of eco-labetshas been suggested that in order to use, likie @nergy
labels, positive as well as negative eco-labeks,stheme cannot be voluntarily, but needs to be

enforced by a policymaker and environmental regaiaiGrankvist et al., 2004; Buckley, 2002).

2.4 Eco-labelsin theairline industry

Since the introduction of the first aircraft ectsdéing scheme by the British low-cost carrier
Flybe (2015a) in June 2007, many discussions hagenraamong various groups of airline
stakeholders regarding the need for and importaficaich a labeling scheme. The eco-label
presented by Flybe provides simple information lue énvironmental performance of aircraft in
the form of an energy label similar to the one kndvom white goods (see Figure 1). Flybe has
integrated this eco-labelling scheme into its anlbooking system and placed the label on its
aircraft as well. The methodology is openly avd#adnd allows any airline to create their own

eco-label. So far not many have followed, ThomaskddK (2015) being one of the few.

[Figure 1 near here]



Based on the Flybe idea, the findings from the rStReview and after hearings with
representatives from the International Air Transpg@sociation (IATA), British Airways, Virgin
Atlantic, and EasyJet, the UK House of Commons Juga Committee (2008) recommended
that the airline industry join forces in developiagcommon eco-label scheme for the industry.
The committee saw that this scheme should indepgiydsate the environmental impacts of
each flight and the information should become abdd for passengers at the point of purchase.
While such a scheme would help passengers to make emvironmentally-conscious choices,
they argued, it would also encourage airlines tprovie their environmental performance, which
in turn could lead to more environmental compatitidlthough the airline representatives at the
hearing agreed to commit to establishing such areehno further steps have been taken by the
airlines, a lack of action that may have been dhisethe 2008 financial crisis and subsequent
economic downturn.

Aside from these efforts, two more players who hdseeloped an airline eco-label have
emerged. The first is the Dutch-based online traezl/ice company CheapTickets.nl, which
integrated an energy label called eco value irgdlight booking site in 2008 (PR Newswire,
2008). This energy label rated all flight optionspliayed according to their environmental
impacts on a scale from A to E by taking the flighstance and amount of stopovers into
account. This gave the users of CheapTickets.nlctience to easily compare and choose
different flight options by also taking environmahaspects into consideration. As the company
indicated on its website, there were plans to mategaircraft type and other factors into the
calculations. However, in the meantime, eco valae leen removed from the booking site and
is no longer used by CheapTickets.nl (2016). Theem@cent development comes from
Atmosfair, a German-based climate protection ogtion and aviation carbon offset provider.
Since 2011, Atmosfair (2016) has annually releabedAtmosfair Airline Index, which ranks
and compares almost 200 airlines according to taeuironmental efficiency. The results are
presented in an energy-label-like rating. Passeliogedrfactors and the aircraft type used by the
airline have the strongest impact on the calcutatidut seat and cargo capacity as well as the
engines installed on the aircraft are also takemaccount.

Even though the importance of an airline eco-ladleme has been understood and
several attempts have been made by various indydaiyers to develop such a label, no

industry-wide standard currently exists. Air trarsl are not able to make environmentally



conscious decisions because they are not ablenpare different flight options at the time of

booking in terms of environmental impacts.

3. Material and Methods

Because this study focuses on charting the viewadafstry experts on the novel topic of eco-
label construction for aviation, an empirical apario was chosen that was qualitative (Silverman
2006) and inductive (Eriksson and Kovalainen 20@8)y allowed to proceed without binding
assumptions arising from any prior theory. Thisrapph allows us to focus on the perspectives
that arise from the empirical data. This qualitatand inductive nature led us to approach the
topic by conducting in-depth interviews with exgethat have been actively involved in the
sustainable development of the airline industrye @ata collection took place in two steps. The
first step included informal interviews among papants at a professional conference and the
second step consisted of standardized interviews 1@ airline industry experts. This approach
was chosen in order to first gather an understandfra topic which has not, to date, received
much attention in the literature. The second reagas to build contacts with the industry in
order to find suitable experts for in-depth intemws.

The potential idea for an industry-wide eco-labathim the airline industry was first
discussed among the participants at the Air Tramsp@orld 5th Annual Eco-Aviation
Conference in Washington, D.C. in June 2012. Theiggaants, all CSR professionals,
represented major airlines from the United Stafesppe and Asia, all major airframe makers
and engine producers, international airports,rartrade associations as well as aviation industry
service providers. The discussions took place dubreaks and when there was time for
socializing. The discussions, with three to fivetiggpants each, were informal and unstructured
and took place in a focus-group setting. The paditts looked at samples of Flybe’s and
CheapTickets.nl’s eco-labels and commented ondba and whether they thought something
similar could be introduced industry-wide. Evenubb the conference participants were very
positive about the idea of using eco-labels indinkne industry, the question remained of how it
should be developed, something that could not baea discussed during these short discussion
rounds.

The interviewees were selected according to recardat®ns and contacts given by the
conference participants. At the beginning of theenview all interviewees were presented with

the eco-labelling scheme presented by Flybe ané¢besalue scheme used by CheapTickets.nl.
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After that, major themes identified during the @rehce were discussed. Standardized open-
ended interviews with 12 airline industry experded Table 1) were conducted between June
2012 and April 2013. The work of all 12 experts wiagctly related to environmental issues and
all of them hold positions responsible for sustbieadevelopment or CSR within the
organization they belonged to. The intervieweesesgnted major international and regional
airlines, air traffic and airport authorities, gidliransaction processors, IT solutions providers,
airline management consultant companies, interatibusiness travel agencies, aviation fuel

suppliers as well as facility maintenance and wassgment service providers.

[Table 1 near here]

Most of the interviews were conducted face-to-facthe experts’ workplaces in three European
countries: Germany, Finland and Spain. Two intevgievere conducted over the phone. The
length of each interview varied between 40 and rhitutes. Although all 12 experts were based
in Europe, the focus of the interviews was keptaoglobal scale, meaning only experts who
worked for large international corporations weresd#n. All of the experts were capable of
answering the questions from a global perspecthMb.12 interviews were transcribed and
thematically analyzed based on the three themesamerged from the discussions at the
conference and provided then the bases for rejggattie results.

The interview data were first analyzed inductivalyd thematically (Bryman and Bell,
2007; Tuomi and Sarajarvi, 2009) and the empirresults were then connected with prior
research in order to respond to the research guedthis means that the data was first analyzed
based on its contents, without binding rules confiiog theory. The analysis was conducted in
four phases:

1. The first author read through the data multipilees and coded the key aspects that
arose from the industry experts’ views on the idéaleveloping the eco-label to potentially
support behavioral change.

2. Based on those codes, he then wrote summdrezh interview and the key aspects
identified in them concerning the development a-&bels. During this phase, different aspects
related to the question of developing the eco-lab@otentially support behavioral change were

grouped in each summary.



3. Summaries were compared to each other, bast#twrsimilarities and differences. In
this phase, both researchers participated in theegs. Similarities and differences between the
interviews were identified. Based on the similasti original themes were then formed. The
themes were named based on their content. Severesheere identified: identification of the
need for an eco-label, simple message at the tigiat, using an energy label, flight specific,
only one eco-label, creating an industry standand, key actors.

4. After working inductively with the empirical dat prior research results were
integrated. The aforementioned themes were, theretategorized as those that deal with the
design of eco-labels and those that deal with tweignance of eco-labels. Finally, the results of
the empirical data and prior research were integr&t identify the criteria that different themes
would support in the development process. Thusraitfor the development of an airline eco-
label (Table 2) were created. Based on the prieradiure and the empirical results, five criteria
for eco-label development were identified: crediijjilcomparability, clarity, transparency, and

participation.

4. Reaults

4.1 Development of an eco-label based on expert views

This section presents the empirical results oftleenatically analyzed interviews with 12 airline

industry experts. The results have been dividea tiwb different themes, focusing on the design

and the governance of an airline eco-label sedgrate

4.1.1 Design of airline eco-label

Identification of the need for an airline eco-label

All of the interviewed industry experts agreed ththere is a difference between the
environmental performance of airlines, and choositiiight according to environmental aspects

can make a real difference.
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“When | have given some examples based on our emssseports most of the people
just [couldn’t] believe that there can be so biffedences even these days and even with
so-called modern airlines. [...] | have noticed ibhdz almost doubled, those emissions,
on some routes.” Communication manager, internatiobusiness travel agency
(December 4, 2012)

The industry experts saw possibilities in makinghfls environmentally comparable through an
eco-label. They believed that it could lead to mooenpetition between airlines. The industry
experts do not currently see that much competigrists between airlines on environmental
issues. It is more the case that airlines are gatipg in this field through, for example,
collective lobbying or by sharing best practicesosil airlines just follow the minimum
environmental legislation, and only a few go beyonthpliance. However, these differences are
hardly noticed by the average air traveler. thesrefore still difficult for airlines that go beyd
compliance to differentiate themselves from thempetitors. Nevertheless, if the environmental
performance of each and every airline were to becuisible to the air traveler, the situation

might change. This change would reward airlinescivimave been going beyond compliance.

“...in five years’ time | think it is more common [..that you look not only [at the] price
[...] and the total flying time [...] you also [will] e the third parameter which is how
eco is it to travel. [...] one day [it] will be asmmnon as you go to the store and you look
for those apples and you take the best apples #igrmeugh it is a bit more expensive.”

Managing director, global transaction processobf&ary 27, 2013)

At the same time, a label would also push thodmes that have only followed the minimum

legislation to become more active because they thoigiierwise be driven out of business.
Simple message at theright time

The industry experts felt that these environmerdapects continue to be difficult to
communicate for airlines. Several airlines had, fact, been harshly criticized for their
environmental communication. It was also found thia@ general public has a negative
environmental image of airlines and that environtaercommunication might easily be
perceived as greenwashing. Therefore industry éxmaw a clear need to communicate the

environmental responsibility of airlines with coat# figures, meaning the message should be
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simple and easy to understand for everyone. It & as important that the message is
integrated into the booking process so that thbt rigformation is available at the right time
when the booking decision is made.
“Now the indicators [...] are price, route, how maies you need to change and what
time you are [at the] destination [...] but if theweuld be one more issue [like a] green
factor [...] then it would start to become [part]air decision making.” Senior manager,
aviation fuels/biofuels (July 4, 2012)

“It might be that you favor only the fastest flight.] it might be that you favor the
cheapest flight, but it can also be that you wantémpare [...] how strongly it is
polluting [...]. So again therefore | think it is gelevant that there is this standard.”

Managing director, global transaction processob(&ary 27, 2013)

Using energy label
Most interviewees recognized that the informatioovied by using an energy label would be
sufficient. The information an energy label pro@deas seen as easy to understand, visible and
available while choosing between different flighptions. Some participants, however,
demanded more detailed information for those usen® want to learn more about the
methodology in order to ensure transparency andtwiarthiness. Nevertheless, several
participants warned that if the information prowdde too complex, it might result in disinterest.
The following extracts exemplify how the interviesgeexpressed their support for the energy
label.
“l see, this is a splendid idea, very interestihgou go to a shop and try to buy a
refrigerator [...] you have the [same kind of] lab®jl for energy efficiency.”

Environmental manager, air traffic and airport awitty (June 29, 2012)

“...it already feels familiar because we have [...]digkese kinds [...] of symbols in
those household machines and it is very illusteatand [...] easy to understand.”

Communication manager, international business ti@yency (December 4, 2012)

Flight specific
The industry experts emphasized an airline eco-stiieuld not be granted to a particular airline

and should, instead, be flight specific. Whichiaglis the best choice depends on many factors
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and might vary from route to route. The air travetdould be provided with easy-to-read
information on which airline and flight is the best the particular route and day she wants to
travel.
“I think it is good [...] this format of having thoggreen A’s and red E’s [...] it is easy to
understand and easy to see which options are gaad] jwhich options are not so
good...” Communication manager, international bessntravel agency (December 4,
2012)

“I think this would be the easiest way for passesde quickly check.” Vice-president,
sustainable development, major network carrierddan30, 2013)
In terms of flight specific environmental aspedtattshould be considered, the industry experts
had many suggestions. However, all acknowledged #haleast the aircraft type and its
configuration (engines, seat layout, cargo capauwipglets/sharklets), the average load factor
and the route (amount of stopovers, capacity @oais, local noise issues) should be considered.
There was also strong agreement to calculate dgt@D2 emissions but to take all greenhouse

gases into account.

Only one eco-label
The industry experts underlined that an industapgard is inevitable. If every airline were to
create their own measurements, the whole discussarid lose credibility and air travelers
would not be able to compare “apples with apples.”
“...if we don’t have [a] common approach, we losetaof credibility and it takes ages to
regain that credibility.” Group environmental officglobal transaction processor (April
24, 2013)

As much as the participants appreciated the ideanahdustry-wide environmental label, the
major concern they shared was if and how thereavidr be an agreement on the methodology.
The experts definitely concurred that there shdoddonly one eco-label that covers all flights,
but such a label would also require an agreemeatllwf the parties involved.
“So, | indeed don't see this [environmental] ratpagssible as an initiative that could be
agreed inside the industry. It would need to cofr@{] outside the industry and need to
be [...] built up without full [industry] consensusEnvironmental manager, air traffic
and airport authority (June 29, 2012)

13



Several participants mentioned the problems with #missions calculator IATA tried to
develop. Because airlines were not able to agreenercommon methodology, in the end every
airline developed their own calculator. The onlylapendent emissions calculator currently
existing was developed by the International Ciwiation Organization (ICAO).

4.1.2 Governance of airline eco-label

Creating an industry standard

Creating an industry standard in the form of aryg¢asunderstand environmental indicator (e.g.
an eco-label) was seen by many interviewees aduiabie. Such an indicator would make
flights environmentally comparable and, if they desire, give air travelers the possibility to

actively choose the environmentally more preferéligats.

“I think it will be a matter of combining effortf...] to raise awareness and also
eventually to promote rather than penalize enviremialy friendly [flight] options. [...]

It will be, of course, something very valuable fordividuals [...] to have this
information. Whether they use it [in] one way oe thther, | don’t know, but at least it
would be good to have that information.” Group eonmental office, global transaction
processor (April 24, 2013)

According to the interviewees, environmental inthea are already used in corporate purchasing
and reporting and many travel agents have beendangvtheir corporate customers with carbon
footprints or CQ figures of their flights for years. To date, howegwo industry standard exists
and travel agents use various methodologies touleaéc emissions. Even though the
environmental indicators have mainly been usedrégorting purposes, corporate customers

have begun asking for environmental informationulflights already at the booking stage.

“...more and more [of our corporate] customers wdiklel to know the emissions of their
flights beforehand...” Communication manager, intdomeal business travel agency
(December 4, 2012)

The interviewees therefore appreciated the idenadco-label as industry wide standard. Under

such circumstances, an airline not participatinthalabelling scheme would lose its “license to
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operate,” because not using the industry-wide lalmild look suspicious to air travelers. The

standard should also be on an international levehsure that all flights are comparable

Key actors
As for the introduction of an airline eco-labeletimdustry experts named two potential actors
that could facilitate the introduction. Becausenight be difficult to find common agreement
between airlines and because it might not lookitwraghy when airlines release their own eco-
label, several participants discussed the ideaioiguravel agents to introduce an industry-wide
eco-label. As mentioned earlier, many travel agémtge developed and are using their own
environmental indicators. The figures used thengdcceasily be translated into symbols rating
flights on a scale from A to E.
“But of course | don’t see why can’t there be oo saying emissions in numbers there.
[...] considering consumers, it is a very good idease these symbols because they are
so much easier to understand.” Communication managgernational business travel
agency (December 4, 2012)
Another advantage is also that travel agents hasy access to the information needed to
evaluate flights individually, such as aircraft ¢yabin layout or load factors. Although travel
agents currently use various methodologies to Gkuenvironmental impacts, the industry
experts did not see a major problem in finding camnagreement among them. However,
industry experts recognized that the best solutoran industry-wide eco-label would be to go
through an independent authority. Different possilsluthorities were discussed, but all
participants ultimately agreed that ICAO represéimésmost suitable option.
“...out of the many possibilities | believe ICAO iset best option.” Group environmental
office, global transaction processor (personal comoation, April 24, 2013)

“...basically ICAO is the only organization who cdorihg this up] internationally...”
CEOQO, regional airline (November 23, 2012)

The advantage of this approach is that problemis fiviling agreement or trustworthiness could
be overcome. The experts shared the opinion tietafiproach is the only one that could lead to
an industry standard all players would comply wkmally, Figure 2 provides an overview of

the content and themes the interviewees ident#gedritical for the development of an eco-label

scheme for the airline industry.
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[Figure 2 near here]

4.2. Criteriafor airline eco-label development
Based on theory and our empirical results, fivéeda for the development of an airline eco-
label have been identified, as displayed in Figure

[Figure 3 near here]

These five criteria are: credibility, comparabilitglarity, transparency, and participation.
Credibility in terms of eco-labeling refers to truw positive reputation built through quality
assurance (Nilsson et al., 2004). Based on theatyeapirical results presented in this study the
credibility of an airline eco-label can be estdidid through global recognition, third-party
verification, enforcement by policymakers, a comiyagreed methodology, and the inclusion
of all greenhouse gas emissions. The second oritedomparability, refers, in terms of eco-
labeling, to making the environmental performandepmducts comparable. Based on the
findings of our literature review and the resulté aur industry expert interviews, the
comparability of an airline eco-label can be enduheough the use of energy labels, by making
the label flight-specific and designing it in a winat makes information available easily and at
the right time, supporting the air traveler in Hiscision making. The third criterion is clarity,
which refers in terms of eco-labels to a clear ustd@ding of what the eco-label stands for
(Delmas et al., 2013). The relevant theories as agelour results show that the clarity of an
airline eco-label depends on the clear definitiod atrategic development of objectives as well
as on the existence of a single airline eco-labehe market. The fourth criterion, transparency,
refers to the open communication and detailed gesmn of the eco-label’s criteria to the
consumer (Font and Buckley, 2001). The transpareheay airline eco-label thus depends on the
communication of objectives as well as on identifiythe need for an eco-label. Finally, the fifth
criterion, participation, refers to the stakehotdivat are involved in the development process of
an eco-label. For an airline eco-label, it was sageressential to have multiple stakeholders,
common industry agreement, and a key actor to dheeidea forward. Table 2 provides an
overview of all five criteria based on findings fincheory and empirical results.
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[Table 2 near here]

5. Discussion and conclusion
This study set out to explore how an eco-label ¢dé¢ developed for the airline industry to
function as a potential driver for behavioral cheango gain a deeper understanding, 12
interviews with airline industry experts were coothd and the results were thematically
analyzed. The identified themes were divided irgeigh factors (identification of need, simple
message at the right time, using energy labelhtfligpecific, and only one eco-label) and
governance factors (creating an industry standaddkay actors). The study further identified
five criteria that are essential for the developtr@nan airline eco-label to support behavioral
change. These criteria were developed based ornthéwmretical foundations and empirical
findings of the study: credibility, comparabilitglarity, transparency and participation.

The findings revealed a clear need for an eco-lab#ie airline industry due to the fact
that air travelers are currently unable to comghgéats environmentally. Determining such a
need has been identified as crucial for the intetidn of an eco-label into a new industry or
market (Anderson et al., 2013; Gallastegui, 2002erms of the five criteria essential for the
development of an airline eco-label, the resultggsested that the first four criteria (credibility,
comparability, clarity, and transparency) seemessiide to implement, despite a few minor
unresolved issues, such as how to find industrgeagent on the eco-label methodology or
which greenhouse gas emissions should be incluHesever, in regards to participation,
namely about who should develop the eco-label ahthwstakeholders should be involved,
many questions remained open. Nevertheless, iy stas able to identify the participation of
certain stakeholders as a necessity for the denadnpof an eco-label and not just beneficial for
the process, as claimed by Balzarova and Castk2]28Ithough the industry experts provided
some ideas on who the key actors could be, no cl@@ensus emerged. Finding the right actor
to drive such a labeling scheme forward has alrgmdyen difficult in the past. For example, in
2008 the UK House of Commons Treasury Committe@masended the development of a
common eco-label scheme for the industry, buthhis not led to any further action. This paper
lacks the ability to answer the question of whoultigarticipate in the development of such an

eco-labeling scheme, but there is certainly roonfddher research.

17



In addition, the empirical findings supported pri@search concerning the focus on energy
labelling (Araghi et al., 2014; Grankvist et alQ02) and the need for a single eco-label in an
industry to create comparability (Bratt et al., 20Buckley, 2002). The findings also supported
Araghi et al.’s (2014) view that energy labellingshthe possibility to reach not only green
consumers but also the remaining ones. On the bédige current study, it can be concluded
that while traditional eco-labels designate only #nvironmentally most preferable choices, an
energy label provides more room to choose not trdygreenest flight but also some option in
between. At the same time, it clearly provides ¢hance to avoid the environmentally least
preferable option. In line with Teisl et al. (2002)ho have argued that eco-label development
should be based on existing environmental concersiag an energy label would provide an
opportunity to answer the concerns of the greerswmer as well as those of the remaining
consumers. However, whether an energy label woeddlyr lead to behavioral change in air
travelers’ booking decisions and make them avodilabelled flights could not be answered
with this study. To address this issue, the usarofexperimental study design seems more
appropriate, which could be subject for furtheeeesh.

Finally, if the airline eco-label were to be an mgyelabel, then enforcement by a
policymaker would be inevitable, as discussed eally Grankvist et al. (2004). Otherwise,
without enforcement, some airlines would probalgtfuse to participate in the scheme and the
opportunity to make flights equally comparable cbulot be realized. Who the enforcing
policymaker could be again refers to the critemdiparticipation, which has not been solved in
this paper and therefore provides an additionatcsofor further research.

This study is the first to discuss the idea of ahna eco-label in more depth through
industry expert interviews. The findings increaselerstanding of the role that design and
governance factors play in the development of almaieco-label. Furthermore, the findings
open up new avenues for scientific discussionsyasy new factors relevant to the development
of an airline eco-label arose. The major contrimutihowever, lays in the identification of five
criteria essential for the development of an aleco-label. Nevertheless, even though this
study focused exclusively on the airline industhgse five criteria could certainly be applied in
the development of eco-labels in other sectorsitgApractical contribution, this study identified
a clear need for an airline eco-label, and coutdetfore be understood as a first step towards the

introduction of an industry-wide eco-labelling soiee
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Table 1.Industry experts who participated in the interviews

Position Industry sector

Senior sales manager Aviation fuels

Environmental manager Air traffic and airport autho
Senior manager Maintenance and waste treatment
Senior manager Aviation fuels / biofuels

Client director Airline management consultancy
Environmental manager Major network carrier

VP environmental issues Major network carrier

CEO Regional airline

Communication manager International business tragehcy
VP sustainable development Major network carrier
Managing director Global transaction processor
Group environmental officer Global transaction @ssor

Design of eco-label

A clear need for an airline eco-label is identified due to the difference in the
environmental performance of airlines

eSupport air travelers in decision making by providing easy to access information at
the right time

*Energy label provides easy-to-understand information at the right time. A possibility
to get more detailed information might be necessary

*Flight specific to offer comparability of environmental performance of flights instead
of airlines, since the best choice varies. All greenhouse gases should be included

*There should be only one airline eco-label in order to avoid confusion and create
credibility. However, finding a common industry approach might be difficult

Governance of eco-label

e|Industry wide standard offers one methodology instead of multiple methodologies
to calculate emissions

eTravel agents or ICAO were discussed as key actors to implement an airline eco-label

Figure 2. Critical factors for the development ofarline eco-label.
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Table 2. Five criteria based on theory and emgiresults.

Credibility Comparability Clarity Transparency | Participation
Design Ecc-label Ecc-label Multiple Identification Multiple
should be | should support eco-label of need for stakeholder
globally consumer in schemes eco-label participation
recognized decision should be should be
making avoided encouraged
Eco-label
should be
- energy label
o | Governance Ecc-label Ecc-label Ecc-label
2 should be third objectives objectives
= party verified should be should be
clearly transparently
defined communicated
Eco-label Eco-label
should be objectives
enforced should be
through strategically
policymaker developed
Design All greenhoust Ecc-label Energy labe | Clear need fo Finding a
gases should| supports air provides airline eco- common
be included traveler easy-to- label industry
through easily| understand identified approach migh
accessible | information be difficult
information at
the right time
" There should
5 Eco-label be only one
9 should be airline eco-
= flight specific | label in order,
3 and not to avoid
S granted to confusion
E individual and
airlines ignorance
Governance Industry Travel agent:
standard or ICAO could
should be become key
created actors in
utilizing one implementation
common
methodology
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Highlights

* This article explores the idea of introducing an eco-label for the airline industry
* Twelve interviews with aviation industry experts have been conducted

* Aclear need for an airline eco-label could be detected

*  Five criteria essential for the development of an airline eco-label are presented



