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summary

This report presents a chain analysis for KPMG Netherlands (KPMG N.V.) as part of our commitment to
reducing overall emissions by 50% by 2029/2030 compared to 2018/2019. It focuses on understanding the
internal and external factors that influence air travel within business travel, supporting our goal of achieving a
26% reduction in air travel emissions by 2030, in line with the requirements of the CO, Performance Ladder.

Recognizing climate change as both a risk and an opportunity, KPMG N.V. is dedicated to reducing its
greenhouse gas (GHG) emissions and supporting the transition to a low-carbon economy. The analysis
focuses on Scope 3, Category 6 emissions—specifically, those arising from the air travel component of
business travel, which is identified as the most material emission source after the purchased goods and
services category.

KPMG N.V. operates within a global network, delivering assurance and advisory services that often require
collaboration with other member firms and international travel. While the organization’s direct emissions are
relatively low, business travel remains a significant contributor to its overall carbon footprint. The report
outlines the methodology for identifying relevant emission categories, mapping the value chain, and
quantifying emissions using up-to-date data and recognized standards such as the GHG Protocol and DEFRA
emission factors.

This analysis clarifies which internal and external factors most influence CO, emissions from business air
travel, and which concrete interventions offer the greatest reduction potential. This insight enables KPMG and
its value chain partners to focus on the most effective measures.

Key partners in the chain include travel management companies, airlines, accommodation providers, clients,
and internal departments. The analysis emphasizes the importance of collaborating with these partners, as
well as others within our sector, to obtain accurate emissions data and implement effective reduction
measures; hence interventions are grouped into internal and collaborative categories. Strategic interventions
proposed include carbon budgeting research, internal carbon pricing, travel consolidation, investment in
virtual collaboration infrastructure, behavioral change program and preferred supplier agreements with
sustainable travel providers.

KPMG N.V.’s approach combines technical solutions, policy measures, and behavioral change initiatives to
achieve its reduction targets. Progress will be monitored using a number of (new) KPI's (see Chapter 7) and
reported internally on a quarterly basis and externally semi-annually, ensuring transparency and continuous
improvement. By embedding sustainability into its business travel practices, KPMG N.V. aims not only to
meet regulatory requirements but also to drive broader change within its sector and value chain.



1. Introduction

We believe that climate change is both a business risk and an opportunity for innovation. No single
organization or country can solve climate challenges on its own, making collaboration and engagement
critical. At KPMG we recognize that in our role as auditors and as advisors to organizations around the world,
we have an important responsibility, with regard to how we drive the change needed to deliver on a low
carbon economy. This is why KPMG participates in the CO, Performance Ladder, designed to help
organizations reduce their carbon footprint and drive continuous improvement in climate performance.

KPMG operates as a global network of independent member firms affiliated with KPMG International Limited.
Each member firm is a legally distinct entity responsible for its own management, operations, and profit and
loss (P&L). KPMG International itself does not provide services to clients but acts as a coordinating entity to
ensure consistency in service quality and adherence to shared values across the network. KPMG N.V. also
utilizes expertise from other member firms. These firms act as suppliers of specialized knowledge and are
financially compensated for their contributions.

Within the KPMG network, services are typically divided into two primary functions: assurance and advisory.
Assurance services encompass audit and related activities aimed at providing independent verification of
financial and non-financial information. Advisory services cover a broad range of consulting solutions—such
as strategy, management, risk, transactions, and technology. This distinction is important when considering
the procurement of external expertise, as the nature and intensity of resource use, as well as associated
emissions, can vary significantly between assurance and advisory engagements.

Although our activities are not characterized by high emission intensity, the issue of greenhouse gas (GHG)
emissions in the context of climate change mitigation is a material negative impact which we are actively
addressing. We want to fully play our part in the transition to societal net zero and help address the existential
challenges of climate change.

1.1 Reason for Chain Analysis

In January 2025, we obtained the CO, Performance Ladder certificate Level 3 (Handbook 3.1). We are now
aiming to step up to Level 5, which requires us to identify CO, reduction opportunities within our value chain
in relation to a product or service via a set of chain analyses. Our goal is to do so through obtaining clarity
regarding internal and external factors that influence the air travel component of business travel and to share
this knowledge with sector-peers.

1.2 Target audience and relevance

This chain analysis is made to obtain knowledge/clarity regarding our material scope 3 CO, emissions, to
then reduce them and contribute to that clarity in the value chain and broader in our sector (accountancy
and/or advisory services).

The Dutch government has set a CO,e reduction goal of 55% in 2030, and KPMG N.V. aims to reduce CO,e
emissions by 50% in 2030. Furthermore, we want to comply with the CO, Performance Ladder and have
pledged CO, reduction to the Anders Reizen coalition. And, although CSRD has not yet been anchored in
Dutch legislation, we will soon be required to report on our sustainability performance according to CSRD,
which is something we already do voluntarily.

Through collaboration and knowledge sharing, we aim to identify where emissions occur in our value chain
and uncover practical reduction opportunities. This chain analysis provides insights that help our partners
make informed decisions, improve transparency, and enable joint initiatives—creating impact not only within
our network but across the professional services sector for a cleaner future within planetary boundaries.
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1.3 Structure of the Report
This report outlines our value chain analysis. To identify the relevant emission streams within Scope 3, we
adhered to the GHG Protocol’, which involves four key steps:

» Describing the value chain

» Determining the relevant Scope 3 emission categories
+ ldentifying partners in the value chain

* Quantifying the emissions

These steps, as illustrated above, have been woven into chapters in this report:

Chapter 1 introduces the chain analysis

Chapter 2 determines the qualitative categorization and quantification

Chapter 3 determines the relevant/material emission sources and focal point

Chapter 4 quantifies the air travel emissions, explaining the data used and calculation methods
Chapter 5 describes the Air Travel process and identifies & describes the chain partners

Chapter 6 presents proposed interventions to reduce Air Travel CO, emissions

Chapter 7 provides the intended qualitative and quantitative outcomes and how these will be measured

Chapter 8 provides the conclusion and discussion about potential improvements and further research

1 ghg-protocol-revised
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2.3cope 3 emissions qualitative
categorization and quantification

To identify relevant Scope 3 emission sources, we applied the GHG Protocol’s category framework, selecting
those deemed material to our operations. We then qualitatively prioritized these categories using five criteria
—outlined as column headers in the accompanying table—to guide where we should focus our reduction
efforts.

L Potential
PMC’s Relative importance of influence Rankin
. Activity causing CO, emissions CO, impact of the \King
sector/activities g on the CO, | (1=highest)
sector/activity .
emission
#1 #2 | #3 Sector #4 Activities #5 | #6
KPMG Advisory Scope 3, category 1: Purchased Goods and Services High High High 1
Scope 3, category 3:Fuel and Energy-Related Activities Medium Medium Medium 4
Scope 3, category 5: Waste generated in operations Low Low Low 5
Scope 3, category 6: Business Travel Medium High High 2
Scope 3, category 7: Employee Commuting Medium Medium Medium 3
KPMG Accountancy Scope 3, category 1: Purchased Goods and Services High High High 1
Scope 3, category 3:Fuel and Energy-Related Activities Medium Medium Medium 4
Scope 3, category 5: Waste generated in operations Low Low Low 5
Scope 3, category 6: Business Travel Medium High High 2
Scope 3, category 7: Employee Commuting Medium Medium Medium 3

Table 1: Qualitative emissions categorization Scope 3 emissions



When comparing the qualitative list (see table above) with the quantitative disclosure of our CO, emissions
(see table on next page) the listing order matches accurately:

24/2025)1
Emission catego year 202312024 202912030
9o 2018/2019 {IMEHZUZII]
Scope 1 GHG emissions -9B8.5%
Gross Scope 1 GHG emissions (tCO.e) 8,532 2,110 1,333 -84%

Scope 2 GHG emissions

Gross location-based Scope 2 GHG emissions ({CO.e) 1,888 3,071 3,827 103% YA

Gross market-based Scope 2 GHG emissions (tC0.e) 2828 2,884 0 -100% -100%

Scope 3 GHG emissions

Total gross indirect (Scope 3) GHG emissions (tCO.e) 22990 29431 28,585 26% -26%1
Purchased goods and services 14,318 21,345 22,069 54%
- End-uzser IT dexlri_ces ) 161 1,325 G824 412% NiA
- Other commedities and services 14,157 20,020 21,245 0%
Fuel and energy-related activities (notindluded in Scopes 1 and 2) 2,237 1,688 1,220 -48%
Waste generated in operations 4 3 3 -25%
Business travel 6,228 6,191 49412 -32% A
Employee commuting 203 204 1,340° S60% [ETEY
Total GHG emissions (location-based) (tCOze) 33,410 34,613 34,045 2% MiA
Total GHG emissions (market-based) (tCO.e) 34,351 34,426 30,218 2% -50%

"The disclosed Scope 3 emission reduction target is provisional and aligned with our commitment to achieving a 50% gross emissions
reduction.

2 As of January 2025, new Defra emission factors are considered, resulting in lower emissions per km of air travel

3 Due to data quality improvements, we are now better able to distinguish business travel emissions from employee commuting
emissions. This resulted in a shift of emissions previously allocated to business travel to employee commuting. The disclosed emissions
for business travel are different from those presented in the Integrated Report. This is because the figure above includes full lifecycle
emissions of fuels from air travel (WtW), whereas in our integrated report we report exhaust pipe emissions of air travel (TtW).

Table 2: Emissions inventory

This table presents emissions data calculated in accordance with the CO, Performance Ladder Handbook
3.1. This has slight differences with the requirements for emissions accounting according to the GHG Protocol
as followed in our Integrated Report. Most notably, the Performance Ladder requires full lifecycle (WtW)
emissions accounting in Scope 3, resulting in higher air travel emissions in the business travel category, as
we add the upstream emissions of fuel consumption in airplanes (WtT) to the inventory.



J.Emission Source Choice and Focal Point

The chain analysis is based on the most material Scope 3 emission categories. Below is a summary of the
analysis for the selection of the subject of the current chain analysis.

3.1 Determination of Relevant Emission Categories

As outlined in the previous chapter, we have coupled a qualitative analysis - ranking the various activities)
with a quantitative disclosure. This validated our initial qualitative assessment. Both the consultancy and
accountancy sectors are characterized by low direct CO, emissions, as it primarily involves knowledge-based
services. Based on this, the consultancy and accountancy sectors are classified as low in CO, burden but
with high organizational influence. Emissions mainly stem from Purchased Goods & Services (included in a
separate chain analysis) and Business Travel.

For 2024/2025 KPMG reports 34,045 tCO, (location-based), with a significant portion linked to business
travel: 4,941 tCO,. This accounts for 15% of all our emissions, ranking in second place after emissions of
purchased goods and services emissions (65%).

Although the organization has little control over the means of business travel (hence it is classified under
KPMG N.V.’s Scope 3) the organization has some influence on the CO, emissions resulting from business
travel, especially those resulting from the air travel component (which amounts to 96% of emissions within
this emission category) through policy measures. Therefore, this chain analysis will specifically focus on the
air travel component.

Analyses show that these (policy) measures can collectively lead to a reduction. The actual impact depends
on the extent of behavioral change, the availability of alternatives, and the extent to which policies are
enforced. New emission factors (DENSZ, formerly Defra?), which reflect recent technological improvements in
the aviation sector may further affect the calculated impact. This assessment is substantiated using data from
the ESG dashboard, sector benchmarks, and project experience. Further details about interventions and
outcome can be found in chapter 6 and 7.

3.2 Our Focal Point: Air Travel

As noted earlier, this chain analysis focuses on air travel within Scope 3, Category 6: Business Travel. To
evaluate its environmental impact, we apply a chain approach that quantifies the associated CO, emissions.
This analysis is a key component of our broader strategy to improve sustainability performance in line with the
CO, Performance Ladder.

Strateqic Focus Areas

« Air travel is consistently identified as the largest source of emissions in our business travel footprint.
Reducing flights and choosing more sustainable service level options are both impactful and challenging.

« Data collaboration with TMCs and airlines is essential for tracking emissions, informing people and
enforcing policies like “no flights under 700 km” or carbon budgets.

* Behavioral change among employees and managers is a recurring theme—ensuring that policy is not
just written but also followed in practice.

In the context of our business travel, this means we must prioritize collaboration with our TMC and key travel
suppliers to obtain accurate CO, data—especially for air travel, which constitutes the largest share of our
travel-related emissions. Engaging these partners is essential for setting reduction targets, monitoring
progress, informing people of the CO,-emissions associated with flights, and ensuring transparency in our
sustainability reporting.

2 DENSZ/DEFRA GHG conversion factors

EHZE ;)



https://assets.publishing.service.gov.uk/media/6846a4f55e92539572806125/ghg-conversion-factors-2025-full-set.xlsx

4. Quantifying air travel emissions

Air travel emissions amount to 4,741 tCO,, which represents approximately 96% of total business travel
emissions (4,941 tCO,). This significant share underscores the need for focused action and a thorough chain
analysis. While overall emissions have decreased due to updated emission factors and a shift toward lower
service-level flights (fewer business-class seats and more premium economy and economy), we observe an
increase in total kilometers traveled. Combined with ongoing business growth, this trend requires careful
monitoring to prevent a rebound in emissions.

4.1 Data collection methodology

This value chain analysis maps the emissions from the air travel component of Scope 3, Category 6:
Business Travel according to the principles of the CO, Performance Ladder and the Greenhouse Gas
Protocol.

4.2 Scope

The analysis compares emissions per kilometer traveled for air travel and for various trip types (short,
medium, long distance) and service level (Economy, Premium Economy and Business Class). Several
scenarios are considered, combining policy measures (such as traveling less or choosing more sustainable
modes) and technical measures (such as sustainable aviation fuel). The emission data of KPMG International
colleagues are excluded since they are not within the organizational boundaries of the CO, Performance
Ladder.

4.3 Emissions Calculation of Air Travel

Emissions are calculated based on the Schiphol emissions dashboard. The emissions concern those from the
combustion (well-to-wheel) of the fuel used per aircraft kilometer and service level. The CO, emission factors
applied are the emissions factors set by the UK’s Department for Energy Security and Net Zero (DESNZ,
formally known as DEFRA).



b. Air Travel, Chain and Partners

Identifying the chain and partners in that chain is a part of the analysis. This clarifies links in the chain as well
as the role of our partners, from whom the necessary information should be requested and where or in
cooperation with whom possible CO, emission reduction gains could be realized.

The chain analysis covers the air travel journey of employees from start to finish, including transport, travel
distance, frequency, and purpose included in the travel policy. Environmental impact is expressed in CO,

equivalents per passenger kilometer, using up-to-date emission factors and, where possible, specific data
from travel providers.

The following diagram shows the air travel chain: Air Travel
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5.1 Chain Partners in Air Travel
Chain partners are entities both upstream and downstream in the business travel chain with whom the
organization collaborates. These may include travel management companies (TMCs), airlines, booking
platforms, and clients or project partners who influence travel behavior.

When identifying chain partners, it is important to distinguish between direct and indirect partners. Direct
chain partners are those with whom we have a contractual relationship. Indirect chain partners are those
without a direct contractual link.

Direct Chain Partners

We strive to obtain specific emissions data from these chain partners that are critical to the execution of the

Scope 3 strategy.

Partner Type

Role

Impact

Example Activities

Travel Management
Companies (TMCs) &
Booking Platforms

Airlines

Internal Departments (e.g.,
Procurement, HR,
Sustainability, Management)

Indirect Chain Partners

Provide booking infrastructure,
travel data, and access to
sustainable travel options.

Deliver travel service and
determine the carbon intensity
of each trip.

Set strategic direction,
approve travel policies, and
drive cultural change.

Enable emissions tracking,
offer low-carbon travel
alternatives, and support
policy enforcement (e.g.,
blocking short-haul flights).

Fleet choices, fuel types, and
operational practices directly
affect emissions.

Leadership commitment is
essential for embedding
sustainability into travel
behavior and policy.

Integrating carbon calculators
into booking tools, flagging
trips that violate internal travel
guidelines.

Preferential agreements with
airlines offering SAF and an
efficient fleet.

Implementing internal CO,
pricing, setting travel reduction
targets, integrating
sustainability into performance
metrics.

Where feasible, we also aim to gather emissions data from indirect chain partners, which this is often more
challenging due to the lack of a direct relationship or non-supplier-relationship.

Partner Type

Role

Impact

Example Activities

Clients & Subcontractors

Suppliers of Sustainable
Fuels and Mobility Solutions

Airplane and engine
Manufacturers

Government and Regulatory
Bodies

Sector Initiatives (e.g.,
Anders Reizen Coalition)

KPMG

Influence travel demand
through project requirements,
meeting formats, and location
preferences.

Provide technologies and
products that enable low-
carbon travel.

Provide means by which air
travel is possible.

Set legal frameworks,
incentives, and reporting
standards for sustainable
travel.

Facilitate collaboration and
knowledge sharing across
organizations.

Collaboration can lead to
more sustainable engagement
models, such as hybrid
delivery or consolidated travel
schedules.

Their innovation and
scalability determine how
quickly KPMG can transition
to greener travel modes.

Their innovation determines
the transition towards greener
travel

National and EU-level policies
shape the feasibility and cost
of low-emission travel.

Sector-wide reduction and
innovation, shared learning,
and policy influence.

Co-developing virtual
collaboration protocols,
limiting in-person meetings to
essential milestones.

SAF producers, electric
vehicle charging networks,
mobility-as-a-service
platforms.

Airbus, Boeing, Rolls Royce,
etc.

Monitoring developments in
EU Fit for 55, Dutch SAF
mandates, public transport
infrastructure investments.

Joint pilots to test virtual
collaboration tools or SAF
procurement models.

|11



Employees as Internal Actors

Our own employees who travel are part of the air travel chain, but they are typically not classified as ‘chain
partners’. They are internal stakeholders whose travel behavior is the source of demand for travel and the
target of interventions (e.g., travel policies, awareness campaigns and potential carbon budgets). Their
compliance and engagement are essential for achieving reduction goals.

5.2 Chain partner interests and needs

Direct Chain Partners

Partner Type

Interests and/or needs

Travel Management
Companies (TMCs) &
Booking Platforms

Airlines

Internal Departments
(e.g., Procurement, HR,
Sustainability,
Management)

Indirect Chain Partners

To TMC’s & Booking Platforms CO, emission reduction targets can be perceived as a threat.?
However, to those taking the lead and innovating it could be a competitive advantage; ultimately,
they are also required to reduce emissions. They would need assurance of continued operation and
certainty throughout the collaboration to reduce CO, emissions.

For the Airline sector CO, emission reduction targets can be perceived as a threat®. However, to
those taking the lead and innovating it could be a competitive advantage; ultimately, they are also
required to reduce emissions. They would need assurance of continued operation and certainty
throughout the collaboration to reduce CO, emissions.

For internal departments the CO, emission reduction targets can impact their workload as well as
their spend (both positively and negatively). Their interests often lie in ensuring that the operation
runs smoothly; interruptions and new elements are often difficult and might lead to some resistance.
They would need close interaction, explanation as to the necessity, and possibly further incentives to
make the required changes.

Partner Type

Interests and/or needs

Clients & Subcontractors

Suppliers of Sustainable
Fuels and Mobility
Solutions

Airplane and engine
Manufacturers

Government and
Regulatory Bodies

Sector Initiatives (e.g.,
Anders Reizen Coalition)

Clients and subcontractors have a split interest. On the one hand, their interest usually lies in solving
a problem. From this perspective, they could perceive CO, emission reduction targets as a threat to
connectivity, which would need to be managed. On the other hand, they often also have their own
sustainability goals or regulatory requirements to reduce CO, emissions and are actively seeking
ways to achieve these objectives

Suppliers of SAF have a strong interest in reducing CO, emissions as their product generally cannot
compete with ‘normal’ fuels on price. However, their reason for existence is to reduce the CO,
emissions of their clients (aviation companies), which are often obligated to do so or have a need to
do so because their clients require or demand it.

For the Airline sector the CO, emission reduction targets can be perceived as a threat.® However, to
those taking the lead and innovating, it could be a competitive advantage; ultimately, they are also
required to reduce emissions. They would need assurance of continued operation and certainty
throughout the collaboration to reduce CO, emissions.

To (local) governments and regulatory bodies achieving CO, emission reduction targets is a
necessity; their view (underpinned by science) is that CO, emissions will lead to devastating results
for their citizens. Therefore, they are often willing to facilitate CO, emission reduction and have set
laws to work towards that goal

Sector initiatives are generally cooperations between multiple private and/or public entities that
collaborate to achieve a CO, emission reduction. Their interest would be to help achieve reduction
where possible.

3 Net zero and the aviation sector - Environmental Audit Committee

KPMG
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6.IntendedInterventions

Sustainable business travel is a critical issue for the professional services sector. Organizations operating
internationally often rely on air travel to maintain client relationships and deliver services across borders.
However, the sector faces growing pressure to address the environmental impact of travel, particularly
greenhouse gas (GHG) emissions. In the internationally oriented services sector, air travel typically
represents the largest share of travel-related emissions, making it a key area for action. In line with global
climate commitments and industry-wide sustainability goals, reducing emissions from business travel is
essential to ensure long-term resilience and alignment with stakeholder expectations.

The use of (more) sustainable alternatives can significantly reduce CO, emissions from air travel but is most
effective when combined with policy measures. Therefore, to achieve sustainability targets, KPMG will
implement a combination of travel reduction and the adoption of sustainable options. Measures may include
internal CO,, pricing, monitoring travel data, and regular policy evaluation in combination with a behavioral
change approach, incorporating insights from research by Hogeschool van Amsterdam.

When implementing these interventions, one must realize the maximum achievable reduction through
technical solutions or behavioral change alone is also limited by practical, economic, and regulatory factors,
such as the legally mandatory sign off by our Assurance department.

Internal interventions to reduce air travel emissions:

Intervention

Description

Impact

Example

Additional policy
measures to reduce
business class travel
emissions

Internal Carbon
Pricing (on P&L)

Research Carbon
Budget based on
revenue (may be
combined with client
engagement)

Behavioral change
and communications
program

A number of additional policy
measures that will reduce business
class travel emissions through
narrowing of options available
(location- or timebound)

For every tCO, emitted a specific,
pre-set price will have to be paid
which will be allocated to the
department P&L, creating more
awareness and a greater necessity
for effective steering.

Research into the feasibility of
introducing a shared carbon
budget, possibly per project or
client engagement, agreed upon
with internal teams; implementation
of KPMGI tooling when available.

Implementation of Behavioral
Change and Communications
program to increase awareness of
our carbon reduction ambition, the
impact of our travel behavior and
how to make more sustainable
travel choices.

Lower emissions per person
due to lower-classed seats
taking up less space and
weight than business class.

This incentivizes the emitter to
cause as little emission as
possible as it will be charged
to their P&L and any
emissions will fund other
sustainable action.

Decreased emissions due to a
managed decline in available
carbon budget throughout the
years.

Changed travel behaviors lead
to lower emissions due to a
mixture of structural reduction
in demand as well as
conscious travel decisions.

A pilot to shift more flights
towards premium economy class
will start in the beginning of
2026.

Someone traveling 10 hours has
the ability to book a business
class flight, however due to the
internal carbon pricing
mechanism the person in charge
decides to go (premium)
economy, saving a lot of
emissions as well as in the
process.

Each year the available budget
decreases, meaning each year
departments and people using
air travel as a means of
transportation will have to
become more efficient and find
ways to reduce their emissions.

Periodic updates to all
colleagues on our travel impact
and our progress in achieving
our targets.




Collaborative interventions to reduce air travel emissions:

Intervention

Description

Impact

Example

Shared Travel planning

and Consolidation

Preferred supplier

agreements with more

sustainable travel
providers

Implement or adapt
tooling for more

sustainable bookings

Client Co-Investment in
Virtual Collaboration

Infrastructure

Transparency increase
through data availability

Participation in Sector

Initiatives

Coordinate travel with clients
and partners to reduce the
number of trips and optimize
itineraries.

Establish co-developed
contracts with airlines that
prioritize sustainability and
that actively invest in
sustainability—such as those
offering Sustainable Aviation
Fuel (SAF), modern fuel-
efficient fleets, and
transparent carbon reporting.

Tooling is implemented or
adapted to include elements
important for reducing air
travel emissions.

Co-develop digital
collaboration environments
that reduce the need for
physical presence.

Create more thorough and
well-substantiated insight
(both internally as well as
externally) into flight
(emission) data enabling
transparency.

Engage in coalitions like
Anders Reizen to share best
practices and influence policy

Fewer flights, better
use of time and
resources.

Shifts travel
behavior toward
lower-emission
options, increased
demand for
sustainable aviation
practices; direct
reduction in CO,
emissions per flight

Conscious travel
decisions due to
information
availability and
transparency.

Structural reduction
in travel demand.

Allows for data-
driven strategy and
shifts travel to
(more) sustainable
alternatives

Sector-wide
reduction and
innovation

Combine multiple meetings into one trip
or use hybrid formats to reduce the need
for travel

1 Partner with airlines that offer SAF-
blended flights and prioritize them in
booking platforms.

2 Include sustainability criteria (e.g. SAF
share, fleet age, carbon offset
programs) in RFPs for travel services.

3 Collaborate with clients to co-finance
SAF upgrades for shared flights.

Tooling is implemented or adapted to
include a CO,-emission figure and/or
categorization, allowing for active
steering on how much is emitted by the
person booking the flight.

Joint investment in secure virtual audit
platforms or immersive client workshops.

STl dashboard changes allowing for
more insight and overview (like CO,
emissions per flight) to enable
transparency and negotiate carbon
reporting integration with travel
providers.

We are conducting behavioral research
in collaboration with the Hogeschool van
Amsterdam to better understand the
motivations behind business air travel
and to develop and evaluate the
effectiveness of interventions aimed at
traveling less and promoting more
sustainable travel choices. The insights
gained will not only inform our internal
behavioral change strategies but will
also be shared within the Anders Reizen
coalition, contributing to sector-wide
learning and innovation with a societal
impact.




1.Intended Qualitative and Quantitative
Outcomes

KPMG N.V. has set a reduction target of —26% CO, emissions from air travel by 2030, compared to the
baseline year 2019. To achieve this target, KPMG NL will explore a combination of internal and collaborative
interventions to reduce CO, emissions from air travel. These interventions include researching whether
implementation of carbon budgeting with clients and project teams is feasible and will lead to lower emissions
while keeping satisfaction at a high level, co-investing in virtual collaboration infrastructure, establishing
preferred supplier agreements with sustainable airlines, and participating as well as pioneering in sector
initiatives that also foster sector-wide and societal gain. Additionally, we will continuously monitor and report
on our progress to ensure accountability and drive continuous improvement.

7.1 Expected qualitative outcomes

» Stronger collaboration across the value chain
Enhanced cooperation and co-creation between KPMG NL, clients, travel providers, and sector peers to
jointly reduce air travel emissions.

» Increased awareness and accountability
Employees and clients become more conscious of the climate impact of air travel and actively participate
in reduction strategies.

» Market stimulation for sustainable aviation
Preferred supplier agreements and SAF co-investment increase demand for low-emission aviation,
encouraging innovation and scaling.

» Sector-wide influence and learning
Participation in initiatives like Anders Reizen fosters shared learning, policy influence, and collective
progress.

7.2 Expected quantitative outcomes

While the interventions outlined above are expected to contribute significantly to achieving the -26% reduction
target in air travel emissions by 2029/2030, these outcomes are currently based on indicative modeling,
internal assumptions, and sector benchmarks. To ensure robustness and auditability, further investigation is
required. This includes allowing for some time for the interventions to come into effect and properly impact
operations, validating the estimated impact of each intervention, refining data sources (e.g. supplier
reporting), and engaging with chain partners to confirm feasibility and implementation timelines. These steps
form the core of our analysis phase and will be documented in the next iteration of our decarbonization
strategy. Until then, the estimated quantitative outcomes are as stated below.



Internal interventions
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Value chain (collaborative) interventions
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* Although not qualified by the CO,-Performace Ladder as a valid intervention, it can be expected to have a positive impact.
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The expected impact is supported by various publications. Research shows evidence that behavioral change
and communication programs are effective in promoting sustainable travel practices. Studies by White et al.
(2019), and Steg et al. (2015) demonstrate that targeted communication and the use of social norms
significantly influence individual choices, creating awareness and behavioral shifts.

Similarly, tools for sustainable booking, such as dashboards and feedback systems, have proven to be
powerful enablers of change. Johnson & Goldstein (2003) and Kreemers et al. (2021) highlight how choice
architecture and real-time feedback increase awareness and nudge employees toward more sustainable
travel options. Another intervention with strong empirical support is internal carbon pricing. Research by
Stenqvist & Nilsson (2012) and corporate reports from CDP (2020) confirm that financial incentives and
accountability mechanisms effectively integrate emission reduction into organizational decision-making
processes.

In addition, shared travel planning and preferred supplier policies are recognized as impactful strategies.
Gossling & Cohen (2014) and the Anders Reizen Toolkit (2023) emphasize that these measures not only
reduce CO, emissions but also leverage social influence and structural changes to reinforce sustainable
norms within organizations. Finally, transparency through data and reporting plays a critical role in sustaining
progress. Thaler & Sunstein (2008) and IPCC Guidelines (2021) demonstrate that regular reporting and
benchmarking increase engagement, create feedback loops, and strengthen compliance with sustainability
goals.

7.3 Monitoring & Evaluation

The progress on these interventions will be tracked, on a quarterly basis internally and semi-annually
externally4, as required by the CO,-Performance Ladder/ Emissions will be calculated using actual flight data,
not market averages, where possible. Results will be communicated internally and externally, with
transparency on gaps and improvements.

The quantitative outcomes are measurable and can be tracked over time:

* Reduction in Scope 3 Category 6 emissions (air travel)
Measurable decrease in CO, emissions from business flights through fewer trips and increased SAF
usage.

* % reduction in flight frequency per project
Monitor how travel consolidation and virtual collaboration reduce the number of flights.

* % of flights booked with SAF blending
Measure uptake of SAF-enabled flights via preferred airline agreements.

* % of supplier contracts with sustainability clauses
Track how many travel providers meet sustainability criteria (e.g. SAF, fleet efficiency, carbon reporting).

* % of client engagements using virtual collaboration platforms
Quantify adoption of co-developed digital tools that replace physical travel.

* Number of joint pilots or initiatives with sector peers
Track participation in collaborative pilots (e.g., Anders Reizen) and shared learning efforts.

4 CO, Performance ladder Monitoring - KPMG Netherlands
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8. Conclusion

This value chain analysis was performed to gain clarity and insight into internal and external factors that
influence the air travel component of business travel CO, emissions and to be able to act upon them to
reduce our air travel-related CO, emissions by 26% in 2030.

Research into the interventions that could be useful and who we would have to perform those interventions
with, was performed through desk research and internal expertise through our sustainability advisory- as well
as reporting departments. Outcomes are currently based on indicative modeling, internal assumptions, and
sector benchmarks.

The intended outcomes, split into internal and collaborative/value chain interventions, conclude that by
performing the proposed interventions we can (1) reduce our CO, emissions by 26% in 2030 (we will
measure this through an overarching reduction KPI as well as multiple underlying KPI’s), (2) reduce value
chain partners’ CO, emissions and help them become industry leaders, (3) help reduce CO, emissions in our
broader sector (those delivering accountancy and/or advisory services) by sharing our knowledge and the
experience we have gained through, among others, this analysis.

8.1 Discussion

The CO, emission reduction intervention outcomes are currently based on indicative modeling, internal
assumptions, and sector benchmarks as little specific information regarding gained CO, reductions is
available. This could mean that there are under- or over estimations/expectations in regard to the figures
given in this report. In future reports these will have to be validated, updated and steered upon while allowing
for some time for the interventions to come into effect and properly impact operations, refining data sources
(e.g. supplier reporting), and engaging with chain partners to confirm feasibility and implementation timelines.
Incidentally, these steps form the core of our analysis phase, will be documented in the next iteration of our
decarbonization strategy and reported upon.

Further research into reduction incentives (at both the departmental as well as employee level) could be
performed in future. People respond to both the stick as well as the carrot and both could (should) be
employed to thread the needle and reduce CO, emissions. An example of this could be how and when cash
incentives influence employees (including those in management) to avoid flights or book one with fewer
emissions.

Another element that could warrant further research is the effectiveness of an annually reducing internal
overall carbon budget for air travel and the impact of such an intervention on the competitiveness aspect of
our business. A carbon budget in this form would lead to a CO, emission maximum being established,
allocated to departments and responsibility for those in governance/management. Every year this maximum
would decrease to meet the 2030 CO, emissions reduction target.



9.References

10.

White, K., Habib, R., & Hardisty, D. J. (2019). How to SHIFT consumer behaviors to be more sustainable:
A literature review and guiding framework. Journal of Marketing.

Steg, L., van den Berg, A. E., & de Groot, J. I. M. (2015). Environmental psychology: An introduction.
Wiley.

Johnson, E. J., & Goldstein, D. (2003). Do defaults save lives? Science.

Kreemers, L., et al. (2021). Feedback mechanisms for sustainable mobility choices. Transportation
Research.

Stenquist, C., & Nilsson, L. J. (2012). Internal carbon pricing in companies: A driver for change?. Energy
Policy.

CDP (2020). Carbon pricing in the corporate sector: Global trends and practices. CDP Report.

Gossling, S., & Cohen, S. (2014). Why sustainable business travel is hard to achieve. Journal of
Sustainable Tourism.

Anders Reizen Coalition (2023). Toolkit for sustainable business travel. Anders Reizen.

Thaler, R. H., & Sunstein, C. R. (2008). Nudge: Improving decisions about health, wealth, and happiness.
Yale University Press.

IPCC (2021). Guidelines for National Greenhouse Gas Inventories. Intergovernmental Panel on Climate
Change.






	KPMG Chain Analysis��Business Travel: Air Travel
	Contents
	Summary
	1. Introduction
	Slide Number 5
	2. Scope 3 emissions qualitative categorization and quantification
	Slide Number 7
	3. Emission Source Choice and Focal Point
	4. Quantifying air travel emissions
	5. Air Travel, Chain and Partners
	Slide Number 11
	Slide Number 12
	6. Intended Interventions
	Slide Number 14
	7. Intended Qualitative and Quantitative Outcomes
	Slide Number 16
	Slide Number 17
	8. Conclusion
	9. References
	Slide Number 20

