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To ECSA - Committee Safety & Environment
ECSA - National Associations
ECSA - Secretariat

 
Ref. ECSA C-13911 10-10-24

 
For information – EU ETS: Preliminary findings on the monitoring of
risks of evasion

 
Dear Members,
 
On 3 October, DG CLIMA presented its preliminary findings on the monitoring of
risks of evasion following the implementation of the EU ETS in maritime
transport to the EU MRV/ETS expert group (see enclosed presentation). The
monitoring covered the first half of 2024.
 
In summary, the Commission did not find clear evidence of evasive behaviour
due to EU ETS extension to maritime transport so far. While some significant
changes in traffic have been observed, they seem mainly related to impacts of
the Red Sea crisis. The main findings are the following.
 
Risk of relocation of transshipment:

No reduction in port calls, container movements, or transshipment activity
at EU ports that could be directly attributed to EU ETS.
East Mediterranean EU and non-EU ports, except some Turkish ports, have
experienced a decline in activity since the Red Sea attacks, while West
Mediterranean ports are seeing increased traffic.
Route changes show more calls to non-EU ports, but no replacement of EU
transshipment port calls.
Several non-EU ports have started to invest for greater capacity well
before 2024.

 
Evasive port calls & changes in order of port calls risk:

No significant increase in port calls at non-EU ports (UK, North Africa,
Turkey) by vessels calling in EU ports.
Longer voyage distances detected, likely due to operational changes
related to the Red Sea situation.
Changes to routes were announced some operators mainly to increase the
number of destinations served (including EU ports) or to mitigate delays
arising from the situation in the Red Sea.

 
Shifting demand to other transport modes with higher environmental
impacts:

No evidence of modal shift for goods entering the EU was found.
 
Use of ships below size threshold to avoid EU ETS:

No overall increase in the use of ships below the 5,000 GT threshold on
intra-EU or extra-EU voyages.

 
Assigning best performing vessels to EU routes:

There is a very similar technical efficiency distribution for vessels used on
voyages to EEA ports, so there is no evidence that shipowners assign the
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Presentation content


• State of play of ETS maritime implementation


• Main evasion risks identified & analysed


• Monitoring approach (incl. lists of ports & data sources used) 


• Review of main findings on evasion so far, risk by risk


• Exchange of views [chaired by CLIMA]







State of play: where we come from & future milestones


Inclusion of maritime transport in the EU ETS


2023 2024


Phase-in: 40%


2025


Phase-in: 70%


2026


Phase-in: 100%


2027


Phase-in: 100%


Enforcement of the agreed anti-evasion measure


Continuous monitoring (biennially reporting from end 2024)Entry into force of:


- Amended ETS Directive


- Amended MRV rules


Entry into force of 


Implementing and Delegated


Acts, including list of non-EEA 


neighbouring container 


transhipment ports
Update of the list of non-


EEA neighbouring


transhipment ports


Update of the list of non-


EEA neighbouring


transhipment ports


First surrendering


deadline: 30 Sept 2025


First MRV-ETS monitoring 


report (Art 3gg(3) - ETS)
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Main evasion risks identified & analysed


Evasion mechanism Description


Relocation of transhipment 


operations


Using a nearby non-EEA port for transhipment operations that were previously taking place at an 


EEA transhipment port 


Evasive port calls & 


reordering of port calls 


Adding a call at a non-EEA port (e.g. just outside the EEA) to pick up or drop off at least one piece of 


cargo before proceeding to the original EEA destination port (or right after leaving the last EEA port 


of the route). 


When a route sailing from a distant port first calls at an EEA port and afterwards a nearby non-EEA 


port, changing the order of the schedule so that the nearby non-EEA port is called first.


Modal shift to other transport 


modes


Shifting demand to another form of travel, mostly road based


Switch to smaller vessels Increasing the use of ships (just) below the threshold defined in the EU maritime MRV regulation 


(5,000 GT)


Assigning best performing 


vessels to EU routes


Assigning the most efficient vessels from non-EU to EU routes/voyages


Ship-to-ship transfers Transfer cargo from ship to ship to avoid port calls in EEA ports







Monitoring approach


Source: EU maritime atlas, vessel density 2021 


➢ The decision to change routes is complex and involves numerous factors in the decision-


making process (time, traffic, operational costs, reliability, connectivity, …)







Monitoring approach


➢ Impacts on traffic of the Red Sea crisis


December 23


September 24
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Monitoring approach: Using groups of ports to identify trends and 
allow comparisons


To analyse the risk of evasion, key EU and non-EU ports were grouped by main regions to monitor 


overall trends, and control groups were used to facilitate the causal analysis.


Based on exchanges held with Member States, the following groups were created:


• EU transshipment ports at risk (West / Central / East Mediterranean ports / Black Sea basin / 


Others)


• Non-EU relevant ports (West / Central / East Mediterranean transshipment ports + ports 


relevant for evasive port calls risk)


• EU mixed ports (i.e. ‘control groups’, both North & South)


This analysis was complemented by specific port analysis as well as broader EU traffic analysis.
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Monitoring approach: Map showing the groups of ports
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Monitoring approach: Methodology and data sources used


Data sources used


• Publicly available sources


• Eurostat


• UNCTAD


• THETIS-MRV


• Official national and ports statistics


• Other sources


• MARINFO database


• SafeSeaNet database


• Information gathered via ports questionnaires during summer 2024 (distributed via Member States)


• Commercial databases and reports (econdb, Drewry)


Methodology


• Literature review


• Statistical analyses


• Dedicated tracking and visualisation tool developed by EMSA (see next slide)
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EMSA Voyage tracking tool


Main features


• SafeSeaNet and Marinfo port call data


• Voyage identification to and from EEA 


ports, including any stop at an intermediate 


neighbouring non-EEA port


• In-bound and out-bound voyage 


identification


• Ship type class (Feeder up to Ultra Large 


Container Vessel)


• Estimated shortest route distance


• Filter options by Departure, Intermediate, 


Arrival port
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Review of main findings (1/5):
Risk of relocation of transhipment


Preliminary findings


• Overall, we do not see reductions in port calls or container movements at EU transhipment ports, 


neither reductions in container transhipment activity, that could be directly attributed to EU ETS (i.e. that 


cannot be observed at corresponding non-EU ports).
• East Med ports (both EU and non-EU – with the exception of some Turkish ports) have experienced a 


decrease of activity since the Red Sea attacks. By contrast, several West Med ports (both EU and non-EU) 


experience additional traffic as a result.


• Dwell times at EU ports have been stable or slightly increasing since late 2023. Port liner shipping 


connectivity index (PLSCI) data do not indicate any significant reduction in connectivity at EU ports in 


2024.


• Route changes by shipping operators show some increases in routes calling neighbouring non-EU 


ports, but they do not show any replacement of calls at EU transhipment ports.


• There are ongoing investments for greater capacity at several non-EU neighbouring ports, although 


most were already started well before 2024.
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Risk of relocation of transhipment – East Mediterranean


Numbers of port calls by container ships at EU and non-EU ports of relevance to the East 


Mediterranean, indexed to a value of 100 in Q1 2022


Container imports for transhipment at EU and non-EU ports relevant to the East 


Mediterranean from Q1 2023 to Q2 2024, indexed to a value of 100 in Q1 2023
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Risk of relocation of transhipment – East Mediterranean


Container vessels calling at EU ports – East Mediterranean, Q1 2022 to Q2 2024, indexed 


to a value of 100 in Q1 2022


Port liner shipping connectivity index evolution for EU transhipment ports in the East 


Mediterranean, indexed to Q1 2023
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Risk of relocation of transhipment – East Mediterranean


Case study


Inbound and Outbound voyages


Port of Origin: All


HUB port: Piraeus


Destination: All
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Risk of relocation of transhipment – Central Mediterranean


Numbers of port calls by container ships at EU and non-EU ports of relevance to the 


Central Mediterranean, indexed to a value of 100 in Q1 2022


Container imports for transhipment at EU and non-EU ports relevant to the Central 


Mediterranean from Q1 2023 to Q2 2024, indexed to a value of 100 in Q1 2023
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Risk of relocation of transhipment – Central Mediterranean


Container vessels calling at EU ports – Central Mediterranean, Q1 2022 to Q2 2024, 


indexed to a value of 100 in Q1 2022


Port liner shipping connectivity index evolution for EU transhipment ports in the Central 


Mediterranean, indexed to Q1 2023
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Risk of relocation of transhipment – Central Mediterranean


Case study


Port of Origin: All


HUB port: Malta Marsaxlokk


Destination: All
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Risk of relocation of transhipment – West Mediterranean


Numbers of port calls by container ships at EU and non-EU ports of relevance to the West 


Mediterranean, indexed to a value of 100 in Q1 2022
Container imports for transhipment at EU and non-EU ports relevant to the West 


Mediterranean from Q1 2023 to Q2 2024, indexed to a value of 100 in Q1 2023
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Risk of relocation of transhipment – West Mediterranean


Container vessels calling at EU ports – West Mediterranean, Q1 2022 to Q2 2024, indexed 


to a value of 100 in Q1 2022


Port liner shipping connectivity index evolution for EU transhipment ports in the West 


Mediterranean, indexed to Q1 2023
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Risk of relocation of transhipment – West Mediterranean


Case study


Inbound and Outbound voyages


Port of Origin: All


HUB ports: 


• Algeciras


• Valencia


• Barcelona


Destination: All
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Risk of relocation of transhipment – Main ongoing capacity investments at 
non-EU neighbouring ports


Port Investment type Planned capacity increase Size of investment Year to be completed


Nador (Morocco)
New Transhipment Nador West 


Deepwater Port


3.4 million TEU, with potential further 


extension adding another 2 million TEU.
€200 million


First phase to be commissioned 


in 2027


Tanger Med (Morocco) Capacity increase 1 million TEU


$714 million with backing from 


World Bank; aiming to raise 


€350 million in debt financing. 


2025


Djen-Djen (Algeria)
Container terminal at the Djen Djen 


Port


Increase from 9.7 million tonnes to 12 million 


tonnes
- 2025


Damietta (Egypt) Damietta Terminals increased capacity


Increase capacity to 3.6 million TEU (from 


1.2 million TEU) $450,000,000 2025


Qasr Ahmed/Misurata


(Libya)
8 berths (2000 m long,  12 m draft). 5 million TEU - -


Alexandria (Egypt) New container terminal (B100)
$700 million (also including 


Sokhna)
-


Sokhna (Egypt) New terminal Increase capacity to 1.7 million TEU As above 2026


London Gateway (UK) Fourth berth 1 million TEU £350 million End  2024


Felixstowe (UK)
Investment in handling equipment 


(cranes, etc)
- - Mid 2024
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Review of main findings (2/5):
Evasive port calls & changes in order of port calls risk


Preliminary findings


• There is no overall increase in port calls at relevant neighbouring non-EU ports (UK, North 


Africa, Turkey) by vessels bound for, or departing from, EU ports.


• There is no overall reduction in distance travelled on voyages arriving at, or departing from, EU 


ports. Conversely, voyage distances appear to be greater in first half of 2024 than in preceding 


years, probably related to changes in operations as a result of the situation in the Red Sea.


• Several operators have announced changes to routes; however, 2024 changes seem mainly to 


increase the number of destinations served (including EU ports) or to mitigate delays arising 


from the situation in the Red Sea. New changes in routes recently announced (for 2025) are 


being further analysed.
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Evasive port calls & changes in order of port calls risk
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Evasive port calls & changes in order of port calls risk – UK


Case study


Inbound indirect voyages


Port of Origin: All


Intermediate port: 


• UK


Destination: EAA
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Evasive port calls & changes in order of port calls risk – UK


Case study


Outbound indirect voyages


Port of Origin: EEA


Intermediate port: 


• UK


Destination: All
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Evasive port calls & changes in order of port calls risk – North America


Case study


Inbound direct voyages


Port of Origin: North America


Intermediate port: 


•BE, FR, NL, DE, DK


Destination: All
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Evasive port calls & changes in order of port calls risk – Turkey & Egypt


Case study


Inbound indirect voyages


Port of Origin: All


Intermediate port: 


•Turkey


• Egypt


Destination: EAA
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Review of main findings (3/5):
Shifting demand to other transport modes with higher environmental 
impacts


Preliminary findings


• Overall, we did not identify shifting demand to other transport modes with higher 


environmental impacts. Nothing has been identified to suggest that increased road 


traffic carrying goods entering the EU is taking place for evasive purposes so far.


• Case study with the port of Burgas (Bulgaria): no sign of any significant reduction in 


maritime traffic from neighbouring ports that would indicate an increased use of other 


transport modes to deliver the goods
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Review of main findings (4/5):
Use of ships below size threshold


Preliminary findings


• There is no overall increased use of ships (just) below the 5,000 GT size threshold on intra-EU 


or extra-EU voyages in Q1 2024.







Preliminary findings


There is a very similar technical 


efficiency distribution for vessels used 


on voyages to EEA ports in 2024 


compared to previous years.
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Review of main findings (5/5):
Assigning best performing vessels to EU routes
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Preliminary findings: main conclusions


• There is no clear evidence of evasive behaviour due to EU ETS extension to maritime 


transport so far (only first half of 2024 being considered).


• While some significant changes in traffic may be observed, those seem mainly related to 


impacts of the Red Sea crisis.


• Monitoring of evasive behaviour will continue, in particular considering:


• EU ETS phase-in approach and FuelEU implementation;


• ongoing investments at neigbouring non-EU ports;


• recent announcements of routes changes;
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Exchange of views


Any comments, questions, and/or suggestions regarding the 


monitoring exercise and preliminary findings ?


MOVE-ESSF@ec.europa.eu



mailto:MOVE-ESSF@ec.europa.eu





Thank you


© European Union 2020


Unless otherwise noted the reuse of this presentation is authorised under the CC BY 4.0 license. For any use or reproduction of elements that are 
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best performing vessels to intra-EU voyages.
 

Next steps
Monitoring of evasive behaviour will continue, in particular considering the EU
ETS phase-in approach and FuelEU implementation, ongoing investments at
neighbouring non-EU ports and recent announcements of routes changes for
2025.
 
The Commission will produce a report based on the data and findings from the
ongoing monitoring, which will be published by the end of the year.
 
Background
In accordance with article 3gg of the ETS Directive, the Commission has to
monitor the implementation of the ETS in relation to maritime transport, and
more specifically the possible risk of evasion and the impacts of the EU ETS on
the overall competitiveness of the maritime sector in the Member States. If
appropriate, the Commission could propose measures to ensure the effective
implementation.
 
The data sources used for this monitoring include publicly available sources
(Eurostat, UNCTAD, THETIS-MRV and Official national and ports statistics) as
well as MARINFO database, SafeSeaNet database and commercial databases
and reports. A dedicated tracking and visualisation tool was developed by EMSA
(see slide 10). The ECSA Secretariat was not consulted in this process.
 
I remain at your disposal if you have any questions.
 
Best regards,
 
Fanny
 
Fanny Lossy
Director
Climate, Environment & Maritime Safety
 
Bd. du Régent 43-44
1000 Brussels, Belgium

 
+32 2 510 61 30
fanny.lossy@ecsa.eu
www.ecsa.eu 

  

 
 

Transparency Register: 59004966537-01 
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