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Introduction.

Since 1 January2024, merchant ships of 5,000 gross tonnage
(GT)and above have fallen within the scope of the European
Union EmissionsTradingSystem(EUETS).
For large container vessels operating between Europe and
Asiavia the Capeof Good Hope, the legislation is estimated to
increase the cost of a voyage by between қ400,000 and
қ500,000.
The scale of this additional cost creates a clear economic
incentive for shipping companies to reorganise, or even
segment, their maritime services around hub ports located in
neighbouring non-EU countries, thereby avoiding or reducing
their exposureto the EUETS.
Such a scenario is considered plausible for the following
reasons:
Á Market competition . The container shipping market is

highly price-competitive, encouragingshipping companies
to pursue cost-optimisation strategies on a continuous
basis.

Á Mobility of transhipment traffic . Transhipmentflows have
only limited links to local import and export activity.

Theycan therefore be transferred relatively easily from one
port to another, depending on operating costs and
comparative efficiency.

Á Limited availability of alternative fuels . Although low-
carbon fuels may partially mitigate the costs arising from
the EU ETS,their limited availability and the uncertainty
surrounding their economic competitiveness on deep-sea
routes encourageoperators to seek alternative operational
solutions to reduce the emissions coveredby the scheme.

Á Port capacity in neighbouring third countries .
Investment in ports located in countries neighbouring the
EU,whether through the development of new terminals or
the upgrading of existing facilities, has enabled the
emergence of transhipment hubs around the EU that are
connected to the principal deep-sea shipping corridors.

There are also indications that the inclusion of maritime
transport in the EU ETS, in the absence of an equivalent
measure for road freight transport, may be contributing to a
reversemodal shift from short-sea shippingуparticularly roll-
on/roll -off trafficуto road transport.
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Introduction.

Thereconfiguration of maritime transport networks to reduce
the impact of the EUETSgiverise to severaladverseeffects:
Á Environmental effectiveness . Therelocation of port calls

and traffic reduces the effectiveness of the EU ETSas an
emissions-mitigation instrument by shifting emissions
outside its scope.

Á Economic competitiveness . The gradual loss of direct
connectivity with the main deep-sea shipping routes could
increase logistics costs and delivery times, thereby
undermining the competitiveness of the EUeconomy.

Á Economic security . Greater dependence on port hubs
located outside the EU weakens EƨƖŸƓĲќƚeconomic
security by reducing direct control over critical segments
of the supply chains servingthe EUmarket.

Á External transport costs . A potential shift of freight from
short-sea shipping to road transport could increase the
external costs associated with transport, including
emissions, road congestion, accidents and the
deterioration of land-based infrastructure.

Against this background, the §ĤƚĲƖƻċƣŸƖǃќƚsecond report
introduces the following developments:

Á Extended timeframe . The period under review has been
expanded to cover the years from 2023 to the first quarter
of 2026.

Á Broader geographical scope . Additional EU ports in the
East-Med have been included, and traffic developments in
the West-Medare also examined.

Á Inclusion of new datasets . A container tracking data-set
has been incorporated, allowing container flows to be
analysed.

Á Analysis of ro-ro traffic . The report examines
developments in ro-ro traffic between Spainand Italy.

Á Recalibration of the route -choice model : the model
parameters updated in order to improve its explanatory
capacity.

Á Proposed measures . The report puts forward measures
aimed at reducing the risk of maritime routes being altered
or segmentedfor the purpose of avoidingthe EUETS.
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Impact of EU-ETS on vessels operational cost.

End of the 
CBER

Red Sea 
Crisis

On 25 April 2024, the EuropeanCommission stopped renewingthe CBER(Consortia Block ExemptionRegulation),
which allowed shipping companies to establish cooperation agreements that, under certain conditions, were
exempt from the antitrust rules applicable within the EU.

At the end of 2023, in response to attacks on maritime traffic in the Red Sea, shipping companies
stopped using the SuezCanal and switched to the Capeof GoodHope route

Since 1 January2024, merchant vessels with a gross tonnage of 5,000 GTor above have been brought within the
scope of the EUEmissionsTradingSystem(EUETS).

For large container vessels operating on transoceanic routes , the full implementation of this regulation is
expected to increase navigation costs by around 28 per cent . For instance, for a 20,000 TEUcontainer vessel
sailing between Singaporeand Rotterdam via the Suez Canal, fuel costs would amount to approximatelyқ1.1
million , with a further қ335,000 arising from the application of the EU ETS. On the same voyageundertaken via
the Cape of Good Hope, fuel costs would rise to around қ1.6 million , with an additional қ476,000 due to the
application of the EUETS.

EU-ETS

Other causes of changes in maritime traffic.

Around the time maritime transport was included in the EU ETS,a number of regulatory and geostrategic developments also
affected maritime traffic, making it more difficult to determine the individual contribution of each of theseљĬŔƚƖƨƓƣŔŸŰƚњto the
observedchangesin shipping routes.
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Route Transformation : Port calls at neighbouring-country ports
when entering or exiting the EUmaritime area. Thisstrategydo not
break the continuity of the service, as the same vesselcovers both
the transoceanic legand the EUaccess or exit leg.

Route splitting : Thestrategyconsists of splitting the original route
into two distinct legs. Transoceanic vessels call at hub ports in
neighbouringcountries. From these locations, cargo is distributed
to or consolidated from neighbouringcountries via feeder routes.

EU ETS avoidance strategies.

Modal backshift from sea to road: freight previously carried by
sea through roll-on/roll -off maritime services returns to a fully
road-based transport model
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Data monitoring System: Vessel tracking.

The§ĤƚĲƖƻċƣŸƖǃќƚdata platform includes a vessel-tracking dataset based on AISdata, which makes it possible to reconstruct the
routes of maritime servicesand how they evolveover time. Alongsidethese data, the EMSAdatabase enables the estimation and
calibration of the emissions associated with each voyagemade by vesselsoperating across the different maritime services.
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Data monitoring System: Container tracking.

TheObservatory'sData Platform incorporates a Container TrackingDataset from EconDB that reconstructs the journey of each
container from port-call events: at everycall, the system records which cargo is loaded onto and which cargo is discharged from
the vessel.

Thedataset tracks only a sample of one million containers, so it does not provide absolute container traffic figures. However, it
allows to examine how transshipment and import/export activities at ports evolve over time. It also supports the assessment of
the direct connectivity ratio, defined as the proportion of containers arrivingat a port without havingpreviously been transhipped
through a port in a EUROMEDport (seeEuromeddefinition ahead).

The chart on the left shows how this
dataset makes it possible to identify
the way several maritime services are
integrated at the same port, thereby
revealing the connections between
deep-sea shipping lines or feeder
services.
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Data Monitoring System: The TEU-mile indicator.

o TEU-miles of a vessel = Vessel TEU capacity Ҏ(distance to the origin port + distance to the destination port)

o TEU-miles of a port = Sum of the TEU-miles of all vessels calling at the port.

o Share_TEU-mile = Percentage of total EUROMED TEU-miles attributable to a port.

Advantages of the TEU_mileshare_TEU_mile

Á 9§ЋШĲůŔƚƚŔŸŰƚаШÉƣƖŸŰŊũǃШĦŸƖƖĲũċƣĲĬШƽŔƣőШƣőĲШ9§ЋШ
emissions reported by vessels.

Á Connectivity: Enables the identification of 
changes in port connectivity.

Á Fast: Fast computation and automated data 
exploration capability.

Á Robust: The TEU-mile share makes it possible to 
identify changes in the traffic balance between 
the EU and its neighboring countries (EEA ports vs 
EEA+ ports) , even in situations involving 
structural changes such as those introduced by 
the Red Sea crisis.
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Data Monitoring System: Regional scope. 

EEA
Ports in EU Member States  

EEA+ 
Ports in EU neighboring countries 
located within 300 nautical miles.

EUROMED
Ports in the EEA and EEA+ regions

EUROMED Gateway Calls
Calls at EUROMED ports by 
vessels operating on transoceanic 
(deep-sea) routes.TEU miles of  
gateway port considers only the 
deep-sea leg
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Where is the TEU-mile balance changing?

Main EEA and EEA+ GATEWAY ports
TEU variance vs miles variance. Bubble size = k TEU mile

[April 2025 ðMarch 2026   vs   2023]

NORTH SEA

EAST MED
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NORTH SEA. 

EEA   Ports of EEA countries

EEA+  Ports of neighbouring countries. All neighbouring ports are within 300 miles.
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ALL CONTAINER SHIPPING ROUTES             DEEP-SEA CONTAINER SHIPPING ROUTE   

Non - EU

NUMBER OF 
PORT CALLS

EUROMED GATEWAY

EU

NUMBER OF 
PORT CALLS

EUROMED

NORTH SEA. Evolution over time in the number of container vessel port -calls.

The analysis of the number of container
ship calls at ports in the United Kingdom
and at ports in Northern European EU
countries shows no significant changes
since 2023.

However, when the analysis focuses on
container ship calls on transoceanic
routes, UK ports show sustained growth
from late 2023 through the first quarter of
2026.

Thishighlights the importance of focusing
the analysis on the study of entry and exit
routes to the EUROMEDregion; that is, on
the study of deep-sea container shipping
routes
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NORTH SEA. Evolution over time of the TEU_Mileindicator.

The evolution of the kTEU_mileindicator shows a sharp increase at the end of 2023 in response to the Red Sea crisis. From that point onward,
sustained growth is observed in the United Kingdom, with no signs of deceleration. This increase is also recorded in ports in Northern Europe,
although at a slower growth rate

Percentage growth of the TEU-mile
indicator relative to Q1 2023. This
chart shows, first, a faster and
sustained growth of the TEU-mile
indicator in UK ports, and second, a
flattening of the ŔŰĬŔĦċƣŸƖќƚgrowth in
Northern European EU ports at the
end of the period.

The evolution of the share kTEUm
show these findings as a consistent
and sustained expansion of the UK
ports' share relative to Northern
EuropeanEUcounterparts.

DEEP-SEA CONTAINER SHIPPING ROUTE   
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Evolution of kTEU-mile share over time. The area chart
illustrates a clear reallocation of kTEU-miles: the United
uŔŰŊĬŸůќƚincrease of around 15 percentagepoints in TEU-mile
share is almost symmetrically reflected in the combined
decreaseof the Netherlands and Germany.

NORTH SEA. Evolution over time of the share_TEU_Mileindicator, by country

DEEP-SEA CONTAINER SHIPPING ROUTE   

Thelight circles show the status of each country in 2023.
The dark circles show the status in apr.2025-mar.2026.
The UK surpasses the northern European countries in
both the total vessel capacity calling at its ports and the
nautical miles sailed by ships arriving at or departing
from them.
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NORTH SEA. Evolution over time of the share_TEU_Mileindicator by port.

DEEP-SEA CONTAINER SHIPPING ROUTE   

TheTEUmile share of British ports has grown from 16% in 2022 to 34% in 2026. As a result, the UKhas become the leading port
area in Northern Europein terms of TEUmile share.
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NORTH SEA. Evolution over time of transhipment and direct connectivity

Transhipment and Direct Connectivity based on cargo flow analysis using container tracking dataset *

Despite the sustained rise in UK deep-sea calls identified
previously, container-tracking data indicate that transhipment
activity remains broadly stable around 13-14% of total UK
throughput.

Thedirect connectivity ratio of EUports havebeen reduced from
88% to 83%. This reduction of the direct connectivity ratio is
compatible with EU-ETSevasive strategies based on service
transformation o fragmentation so must be carefully monitored.

* Source: EconDB
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NORTH SEA. Maritime service transformation

Asia-North Europe2023

Calls in Northern Europe are arranged
with Rotterdam serving as the
principal gateway, both on entry and
departure, with intermediate calls at
Hamburg and Felixstowe.
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NORTH SEA. Maritime service transformation.

Asia-North Europe2025

Calls remain at the same Northern European
ports, but now enters via Rotterdam and departs
from Felixstowe
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 §ÅÑcШÉE ЮШìőċƣШĦŸƨũĬШĤĲШƣőĲШĦċƨƚĲƚШŸŉШƣőĲШŔŰĦƖĲċƚĲШŔŰШƣőĲШÖuќƚШĦŸŰŰĲĦƣŔƻŔƣǃе

cċƚШƣőĲƖĲШĤĲĲŰШċШƚŔŊŰŔŉŔĦċŰƣШŔůƓƖŸƻĲůĲŰƣШŔŰШƣőĲШÖuќƚШ
economic activity?

Has there been a reduction in operating costs at UK 
ports?

Are there structural congestion problems at Northern 
European ports?

Do UK ports have better infrastructure or greater 
capacity?

Could the closure of the Suez Canal have given any 
advantage to UK ports?

Could the expiration of the CBER have given any 
advantage to UK ports?

The United Kingdom has not experienced economic growth that would 
explain higher importтexport traffic

In the current inflationary environment, there are no signs that 
operating costs have decreased.

Is there any other factor that could increase the 
profitability of a transoceanic service if it makes an 
intermediate call at UK ports?

There have been congestion problems at Northern European ports, but 
due to short-term factors such as strikes.

Investments are being made in dredging and cranes, which indicates 
that the ports were not previously adapted for ULCVs.

The increase in distance implied by routing via the Cape of Good Hope 
affects all ports equally.

The expiration of the CBER coincided with the simultaneous end of the 
ÖuќƚШĲƕƨŔƻċũĲŰƣШĦŸůƓĲƣŔƣŔŸŰШĲǂĲůƓƣŔŸŰЮ.

Diverting a ULCV coming from Asia to a UK port can represent an 
ċƓƓƖŸǂŔůċƣĲШƚċƻŔŰŊШŸŉШқΝШůŔũũŔŸŰШŔŰШEÑÉШĦŸƚƣƚШƓĲƖШƻŸǃċŊĲЮ
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NORTH SEA. Investments on container terminals in EU ports vs non-EU ports

Ctry. Port Terminal fŰƻЮШқ~Expected 
Date

Inc. Throughput  
M TEU per year

UK London 
Gateway Berth 4 350 2024 1,0

UK London 
Gateway Berths 5+6 1.150 2027т29 1,8  

Total EEA+ 1.500 2,8

FR Le Havre Port 2000 
berths 11т12 154 2024 1,0

PL Gdansk Baltic Hub T3 470 2025 1,5

NL Rotterdam APMT MVII 800 2027 2,0

NL Rotterdam RWG MVII 500 2026 1,8

Total EEA 1.924 6,3
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EAST - MED. 

EEA   Ports of EEA countries

EEA+  Ports of neighbouring countries. 
All neighbouring ports are within 300 miles.
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