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Introduction.

Since 1 January2024, ships above 5,000 GT are within
the scope of the EU-ETS.

For large container vessels operating on transoceanic
routes, the scheme entails a significant additional cost,
which may create an incentive for shipping companies
to reorganise their services around hub ports located in
neighbouringnon-EUcountries.

The reconfiguration of maritime networks to reduce
exposure to the EU ETS may have several adverse
effects:

Á Environmental effectiveness . Therelocation of port
calls and traffic outside the EEAmay shift emissions
beyond the scope of the EU ETS and reduce its
environmental effectiveness.

Á Economic competitiveness . Reduced direct
connectivity with major deep-sea routes may
increase logistics costs and delivery times, thereby
undermining the competitiveness of the EUeconomy.
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Á Economic security . Greater reliance on hubs
outside the EU may reduce European control over
critical segmentsof supply chains.

Á External transport costs . A shift of freight from
short-sea shipping to road transport may increase
emissions, congestion, accidents and pressure on
land-based infrastructure.

In this context, Puertos del Estado has established an
observatory to identify potential reorganisations of
maritime traffic flows aimed at avoiding or reducing
shipping ĦŸůƓċŰŔĲƚќexposure to the EU ETS. The
observatory will also contribute to identifying and,
where appropriate, proposing targeted measures to
safeguard the environmental effectiveness of the
system, while preserving the competitiveness and
economic security of the Union.



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 Exemption
Regulation), 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

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 furtherқ335,000 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.

*VLSFOқ435/t ($500 @1.15 USD/EUR)· ETSқ80/tCO2



Route Transformation : Port calls at neighbouring-country
ports when entering or exiting the EU maritime area. This
strategydoes not break the continuity of the service, as the
same vessel covers both the transoceanic leg and the EU
access or exit leg.

Route splitting : The strategy consists of splitting the
original route into two distinct legs. Transoceanic vessels
call at hub ports in neighbouring countries. From these
locations, cargo is distributed to or consolidated from EEA
countries 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



Observatory Data monitoring System: Vessel and container tracking data sets. 

ÑőĲШ§ĤƚĲƖƻċƣŸƖǃќƚШĬċƣċШƓũċƣŉŸƖůШŔŰĦũƨĬĲƚа

Á A vessel-tracking dataset based on AIS data, which makes it possible to reconstruct maritime service routes 
and analyse how they evolve over time.

Á A container -tracking dataset which makes it possible to estimate the evolution of transshipment activity and 
direct connectivity. The latter is defined in this study as the percentage of containers that arrive at a port without 
having been transshipped outside EUROMED*.

*Defined later in this document



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_mile& share_TEU_mile

Á9§Ћemissions : Stronglycorrelated with the
9§Ћemissions reported by vessels.

Á Connectivity : Enables the identification of
changesin 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 EUand its neighboring
countries (EEAports vs EEA+ports) , even in
situations involving structural changes such
as those introduced by the RedSeacrisis.



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



Data Monitoring System: Regional scope. Regions analyzed 
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EEA   Ports of EEA countries

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

NORTH SEA. EAST MED. WEST MED. 



NORTH SEA. 

EEA   Ports of EEA countries

EEA+  Ports of neighbouring countries. All neighbouring ports are within 300 miles.
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EU PORTSUK (NON-EU PORTS) 

NORTH SEA. Evolution over time in the number of deep-sea container vessel port -calls and TEU_miles.

Port calls of deep-sea container vessels

Following the closure of the Suez Canal, UK
show a sustained growth, while EU ports
show no significant change.

TEU-miles of deep-sea container vessels

Following the closure of the Suez Canal, UK
show a rapid increase followed by sustained
growth, while EU ports show rapid increase
followed by a subsequent levelling-off.

Following the closure of the Suez Canal, both indicators showed clearly diverging trends in EU ports and UK ports.



NORTH SEA. Evolution over time of transhipment and direct connectivity *

Despite the sustained increase in deep-sea vessels
calls in non-UEports, transhipment activity remains
broadly stable at around 0,1 millions TEUper monht.
Thesefindings are consistent with a reconfiguration of
maritime servicesaimed at reducingEU-ETScosts.

The direct connectivity ratio of EU ports have been
reduced from 88% to 81%. This trend warrants close
monitoring, as, if it persists, it could indicate the
emergence of potential EU ETS avoidance strategies
based on the fragmentationof shippingroutes.

* Estimated by container tracking - Source: EconDB



NORTH SEA. Maritime service transformation (case study)

Asia-North Europe2023 Asia-North Europe2025

In Northern Europe, Rotterdam served as both the
main entry and exit gateway,with intermediate calls at
Hamburgand Felixstowe

Calls continue to be made at the same Northern
European ports, but the rotation has changed
significantly. Services still enters Northern Europe via
Rotterdam, but now departs through Felixstowe,
indicating a clear reconfiguration of the port -call
sequence .



 §ÅÑcШÉE ЮШìőċƣШĦŸƨũĬШĤĲШƣőĲШĦċƨƚĲƚШŸŉШƣőĲШŔŰĦƖĲċƚĲШŔŰШƣőĲШÖuќƚШĦŸŰŰĲĦƣŔƻŔƣǃе

Has there been a significant improvement in the
Öuќƚeconomic activity?

Has there been a reduction in operating costs at
UKports?

Are there structural congestion problems at
Northern Europeanports?

Did UK ports have better infrastructure or large
available capacity?

Could the closure of the Suez Canal have given
anyadvantageto UKports?

Could the expiration of the CBERhave given any
advantageto UKports?

The United Kingdom has not experienced economic growth
that would explain higherimportтexport traffic.

In the current inflationary environment, there are no signs that
operatingcosts havedecreased.

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

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

Investments are being made to upgrade and develop new
infrastructure, indicating that the ports were not previously
adequately equipped.

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

The expiration of the CBERcoincided with the simultaneous
end of theÖuќƚequivalent competition exemption.

Diverting an Ultra Large Container Vessel (ULCV) coming
from Asia to a UK port can represent an approximate saving
ofҡ1 million in ETScosts per rotation .
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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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EU PORTSNON-EU PORTS

EAST - MED. Evolution over time in the number of container vessel port -calls and TEU_miles.
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Port calls of deep-sea container vessels

Following the closure of the SuezCanal, non-
EUports show a sharp initial decline followed
by a gradual recovery, while EU ports
experience a similarly sharp decline but no
subsequent recovery.

TEU-miles of deep-sea container vessels

Following the closure of the SuezCanal, non-
EU ports show a sharp initial increase
followed by sustained growth, while EUports
experience a sharp initial decline with no
significant subsequent recovery.

Following the closure of the Suez Canal, both indicators showed clearly diverging trends in EU ports and non-EU ports.



EGYPT

GREECE

ITALY

MALTA ISRAEL

TURKEY

EAST-MED. Evolution over time of transhipment and direct connectivity .

Between 2023 and 2025, transhipment activity
increased substantially at non-EU ports, while
remaining broadly stable at EU ports. As a result, EU
ports have lost relative share of the ƖĲŊŔŸŰќƚtotal
transhipment traffic . This divergence is consistent
with strategies aimed at avoiding or reducing EU ETS-
related costs.

Since early 2024, the direct connectivity ratio of EU
ports has declined from 68% to 50%. Some deep-sea
services that previously called directly at EU ports have
been replaced by feeder services routed through non-EU
neighbouring ports. This reconfiguration is consistent
with EU-ETS evasive strategies based on service
transformation or fragmentation.

* Estimated by container tracking - Source: EconDB



EAST - MED. Maritime service transformation and splitting (case study) 

1. 2023 Piraeus is the first Mediterranean hub

2. 2024 Piraeus remains as the first Mediterranean hub

3. 2025 Port Said becomes the new HUB of the Eastern Mediterranean

4. 2025Route splitting: Piraeus now connects indirectly to the original 
deep-sea service via a feeder service through Port Said.

2023 ς Deep sea service 2024ςDeep sea service 2025ςDeep sea service

2025ςRoute splitting
(deep sea service + feeder services)

1 2 3
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EAST т~E?ЮШìőċƣШĦŸƨũĬШĤĲШƣőĲШĦċƨƚĲƚШŸŉШƣőĲШŔŰĦƖĲċƚĲШŔŰШEŊǃƓƣќƚШċĦƣŔƻŔƣǃе

Has there been a significant improvement in
EŊǃƓƣќƚeconomic activity?

Has there been a reduction in operating costs at
Egyptianports?

Are there structural congestion problems in EU
ports in the EasternMediterranean?

Do Egyptian ports have better infrastructure or
greatercapacity?

Could the closure of the Suez Canal have given
Egyptianports anyadvantage?

Could the expiration of the CBER have given
Egyptianports anyadvantage?

In the current inflationary environment, there is no evidence that
operatingcosts havefallen.

Can the ETS explain EŊǃƓƣќƚhigher activity
compared to Greece, considering Port Said is a
љƣƖċŰƚƚőŔƓůĲŰƣport of a neighbouringĦŸƨŰƣƖǃње

EU ports in this region have not shown congestion problems;
Piraeushas available capacity.

The Port of Piraeus has available capacity. Egyptian ports have
undergoneinvestment and upgrades.

ThePort of Piraeus is now on the shortest route from Asia to the
central Mediterranean.

In Egypt there are laws and authorities aimed at protecting
competition and prohibiting monopolistic practices.

This measure is not effective in the case of a route disruption
such as that occurring in a Hub-and-Spoke system . Moreover,
ports such as Abu Qir, Alexandria and Damietta operate
without this constraint .

Egypthas not experienced economic growth that would explain
higherimportтexport traffic.


