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<RepeatBlock-Amend><Amend>Amendment		<NumAm>86</NumAm>
<RepeatBlock-By><Members>Silvia Sardone, Mathilde Androuët, Roman Haider, Antonín Staněk, Marie-Luce Brasier-Clain, Susanna Ceccardi, Barbara Bonte</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Title 1</Article>
	

	Text proposed by the Commission
	Amendment

	Proposal for a
	Proposal for a

	DIRECTIVE OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL
	DIRECTIVE OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL

	amending Directive 2003/87/EC and Decision (EU) 2015/1814 as regards driving competitiveness and cost-effective decarbonisation
	repealing Directive 2003/87/EC and Decision (EU) 2015/1814

	(Text with EEA relevance)
	(Text with EEA relevance)


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>87</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Title 1</Article>
	

	Text proposed by the Commission
	Amendment

	Proposal for a
	Proposal for a

	DIRECTIVE OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL
	DIRECTIVE OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL

	amending Directive 2003/87/EC and Decision (EU) 2015/1814 as regards driving competitiveness and cost-effective decarbonisation
	repealing Directive 2003/87/EC and Decision (EU) 2015/1814

	(Text with EEA relevance)
	(Text with EEA relevance)


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>88</NumAm>
<RepeatBlock-By><Members>Alexandr Vondra</Members>
<AuNomDe>{ECR}on behalf of the ECR Group</AuNomDe>
<Members>Ondřej Krutílek, Anna Zalewska, Aurelijus Veryga, Laurence Trochu, Adrian-George Axinia</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Citation 1</Article>
	

	Text proposed by the Commission
	Amendment

	Having regard to the Treaty on the Functioning of the European Union, and in particular Article 192(1) thereof,
	Having regard to the Treaty on the Functioning of the European Union, and in particular Article 192(1) and Article 192(2) thereof,


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
Given that the EU ETS are "measures significantly affecting a Member State's choice between different energy sources and the general structure of its energy supply", Article 192(2c) shall be applied.
</Amend>
<Amend>Amendment		<NumAm>89</NumAm>
<RepeatBlock-By><Members>Sérgio Humberto, Paulo do Nascimento Cabral, Paulo Cunha, Lídia Pereira</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Citation 1</Article>
	

	Text proposed by the Commission
	Amendment

	Having regard to the Treaty on the Functioning of the European Union, and in particular Article 192(1) thereof,
	Having regard to the Treaty on the Functioning of the European Union, and in particular Article 192(1) and Article 349 thereof,


Or. <Original>{PT}pt</Original>
</Amend>
<Amend>Amendment		<NumAm>90</NumAm>
<RepeatBlock-By><Members>Emmanouil Fragkos</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Citation 3 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	Having regard to the European Parliament resolution of 7 June 2022 on EU islands and cohesion policy underlining that insularity creates a structural dependence on maritime and air transport, which are public services on which the daily lives of European citizens living on islands depend, and entails additional costs for the transportation of passengers and goods,


Or. <Original>{EL}el</Original>
</Amend>
<Amend>Amendment		<NumAm>91</NumAm>
<RepeatBlock-By><Members>Silvia Sardone, Mathilde Androuët, Roman Haider, Antonín Staněk, Marie-Luce Brasier-Clain, Susanna Ceccardi, Barbara Bonte</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1</Article>
	

	Text proposed by the Commission
	Amendment

	(1)	The Paris Agreement3 , adopted on 12 December 2015 under the United Nations Framework Convention on Climate Change (UNFCCC) (the ‘Paris Agreement’), entered into force on 4 November 2016. The Parties to the Paris Agreement have agreed to hold the increase in the global average temperature well below 2 °C above pre-industrial levels and to pursue efforts to limit the temperature increase to 1,5 °C above pre-industrial levels.
	deleted

	__________________
	

	3 OJ L 282, 19.10.2016, p. 4.
	


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>92</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1</Article>
	

	Text proposed by the Commission
	Amendment

	(1)	The Paris Agreement3, adopted on 12 December 2015 under the United Nations Framework Convention on Climate Change (UNFCCC) (the ‘Paris Agreement’), entered into force on 4 November 2016. The Parties to the Paris Agreement have agreed to hold the increase in the global average temperature well below 2 °C above pre-industrial levels and to pursue efforts to limit the temperature increase to 1,5 °C above pre-industrial levels.
	(1)	The Paris Agreement3, adopted on 12 December 2015 under the United Nations Framework Convention on Climate Change (UNFCCC) (the ‘Paris Agreement’), entered into force on 4 November 2016. The Parties to the Paris Agreement have agreed to hold the increase in the global average temperature well below 2 °C above pre-industrial levels and to pursue efforts to limit the temperature increase to 1,5 °C above pre-industrial levels. It is considered that following the withdrawal of the United States of America from the agreement, the objectives laid down therein cannot be met and further reductions in greenhouse gases are pointless.

	__________________
	__________________

	3 OJ L 282, 19.10.2016, p. 4.
	3 OJ L 282, 19.10.2016, p. 4.


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>93</NumAm>
<RepeatBlock-By><Members>Jorge Buxadé Villalba, Roman Haider, Silvia Sardone, Marie-Luce Brasier-Clain, Mathilde Androuët, Anne-Sophie Frigout</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(1a)	The EU ETS, established in Directive 2003/87/EC, has seen modification after modification, each promising to solve all the issues that it caused: the introduction of the Market Stability reserve, the Carbon Border Adjustment Mechanism (CBAM) and its reviews, modifications to the Directive itself, and so on. However, the fundamental issue of the EU ETS is its very premise: paying incrementally rising taxes for producing vital products. The EU cannot continue to impose this obligation to our industrial sectors under the false banner of "global climate leadership", because if it does, we will instead become leaders in de-industrialisation. As such, it is of utmost urgency to suspend and repeal Directive 2003/87/EC as soon as possible.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>94</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(1a)	Energy prices in the European Union are significantly higher than in most third countries in the world including those with the most competitive markets.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>95</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1 b (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(1b)	Persistently high energy prices in the European Union carry the risk of linear deindustrialisation, which could lead to a loss of prosperity, jobs, stability and sovereignty.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>96</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1 c (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(1c)	The existing EU ETS, as the so-called flagship of the Union's climate policy to date, has played a significant part in these high energy prices.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>97</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1 d (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(1d)	For this reason, it is necessary to repeal the EU ETS.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>98</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1 e (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(1e)	For this reason, it is necessary to soften EU ETS as much as possible, in order to give citizens and industry some breathing space, to make possible lower energy prices and to ensure a level playing field with markets in third countries.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
This amendment is tabled as a fallback, in case there is no political majority at present to repeal the EU ETS.
</Amend>
<Amend>Amendment		<NumAm>99</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 1 f (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(1f)	Critical chemical products and intermediates constitute essential inputs for strategic industrial value chains within the Union, including value chains relevant to food safety, defence, pharmaceuticals, batteries, semiconductors, renewable energy technologies and the hydrogen economy. The loss of production capacity for such goods within the Union may have consequences extending beyond the individual installation concerned and may lead to disruptions in downstream industrial value chains, increased import dependency and reduced economic resilience of the Union. Taking into account the critical chemical molecules, it is therefore appropriate, for a limited category of installations significantly involved in the production of goods belonging to critical chemical value chains, to provide specific treatment in respect of the updating of benchmark values applicable to free allocation.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>100</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 2</Article>
	

	Text proposed by the Commission
	Amendment

	(2)	The urgency to maintain the efforts to achieve the Paris Agreement goal of 1,5 °C has become more significant following the findings of the Intergovernmental Panel on Climate Change in its Sixth Assessment Report that global warming can only be limited to 1,5 °C if strong and sustained reductions in global greenhouse gas emissions within this decade are immediately undertaken.
	deleted


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>101</NumAm>
<RepeatBlock-By><Members>Silvia Sardone, Mathilde Androuët, Roman Haider, Antonín Staněk, Marie-Luce Brasier-Clain, Susanna Ceccardi, Barbara Bonte</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 2</Article>
	

	Text proposed by the Commission
	Amendment

	(2)	The urgency to maintain the efforts to achieve the Paris Agreement goal of 1,5 °C has become more significant following the findings of the Intergovernmental Panel on Climate Change in its Sixth Assessment Report that global warming can only be limited to 1,5 °C if strong and sustained reductions in global greenhouse gas emissions within this decade are immediately undertaken.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>102</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 2</Article>
	

	Text proposed by the Commission
	Amendment

	(2)	The urgency to maintain the efforts to achieve the Paris Agreement goal of 1,5 °C has become more significant following the findings of the Intergovernmental Panel on Climate Change in its Sixth Assessment Report that global warming can only be limited to 1,5 °C if strong and sustained reductions in global greenhouse gas emissions within this decade are immediately undertaken.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>103</NumAm>
<RepeatBlock-By><Members>Alexandr Vondra</Members>
<AuNomDe>{ECR}on behalf of the ECR Group</AuNomDe>
<Members>Ondřej Krutílek, Anna Zalewska, Aurelijus Veryga, Laurence Trochu, Adrian-George Axinia</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 2</Article>
	

	Text proposed by the Commission
	Amendment

	(2)	The urgency to maintain the efforts to achieve the Paris Agreement goal of 1,5 °C has become more significant following the findings of the Intergovernmental Panel on Climate Change in its Sixth Assessment Report that global warming can only be limited to 1,5 °C if strong and sustained reductions in global greenhouse gas emissions within this decade are immediately undertaken.
	(2)	The efforts to achieve the Paris Agreement goal of 1,5 °C should reflect global greenhouse gas emission reduction efforts, as well as global challenges, dependencies on critical raw materials and/or rare earth materials needed for the transition, supply chain disruptions and the financial and social aspect of carbon pricing.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>104</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 3</Article>
	

	Text proposed by the Commission
	Amendment

	(3)	On 5 November 2025, the Union submitted its nationally determined contribution (NDC) to the UNFCCC, following its approval by the Council. The NDC indicates that, following the setting of the target for 2040 climate target of the Union, and in line with the foreseen reviews, the Commission will prepare a climate policy architecture for beyond 2030, and prepare the proposals for this policy framework that will be needed to deliver the 2040 target in a fair and cost-efficient manner.
	deleted


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>105</NumAm>
<RepeatBlock-By><Members>Silvia Sardone, Mathilde Androuët, Roman Haider, Antonín Staněk, Marie-Luce Brasier-Clain, Susanna Ceccardi, Barbara Bonte</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 3</Article>
	

	Text proposed by the Commission
	Amendment

	(3)	On 5 November 2025, the Union submitted its nationally determined contribution (NDC) to the UNFCCC, following its approval by the Council. The NDC indicates that, following the setting of the target for 2040 climate target of the Union, and in line with the foreseen reviews, the Commission will prepare a climate policy architecture for beyond 2030, and prepare the proposals for this policy framework that will be needed to deliver the 2040 target in a fair and cost-efficient manner.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>106</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 4</Article>
	

	Text proposed by the Commission
	Amendment

	(4)	The NDC was prepared on the basis of the outcome of the political debate launched by the Commission Communication of 6 February 2024 on “Securing our future Europe’s 2040 climate target and path to climate neutrality by 2050 building a sustainable, just and prosperous society”4 which was based on an extensive impact assessment, as well as stakeholder input, collected via public consultation. That impact assessment underlies the impact assessment supporting this Directive.
	deleted

	__________________
	

	4 COM(2024) 63 final.
	


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>107</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 5</Article>
	

	Text proposed by the Commission
	Amendment

	(5)	The Competitiveness Compass5 and the Clean Industrial Deal6 have identified continued decarbonisation and accelerated circularity as essential elements to further reduce Europe’s dependencies on fossil fuels and strengthen economic competitiveness and resilience, while setting out the direction for adapting the EU Emissions Trading System (ETS) to a changing geoeconomic context while maintaining the fundamentals.
	deleted

	__________________
	

	5 Communication from the Commission to the European Parliament, the European Council, the Council, the European Economic and Social Committee and the Committee of the Regions, A Competitiveness Compass for the EU, 29 January 2025 (COM(2025) 30 final).
	

	6 Communication from the Commission to the European Parliament, the Council, the European Economic and Social Committee and the Committee of the Regions The Clean Industrial Deal: A joint roadmap for competitiveness and decarbonisation, 26 February 2025 (COM(2025) 85 final).
	


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>108</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 5</Article>
	

	Text proposed by the Commission
	Amendment

	(5)	The Competitiveness Compass5 and the Clean Industrial Deal6 have identified continued decarbonisation and accelerated circularity as essential elements to further reduce Europe’s dependencies on fossil fuels and strengthen economic competitiveness and resilience, while setting out the direction for adapting the EU Emissions Trading System (ETS) to a changing geoeconomic context while maintaining the fundamentals.
	(5)	The Competitiveness Compass5 and the Clean Industrial Deal6 have identified continued decarbonisation and accelerated circularity as essential elements to further reduce Europe’s dependencies on fossil fuels and strengthen economic competitiveness and resilience.

	__________________
	__________________

	5 Communication from the Commission to the European Parliament, the European Council, the Council, the European Economic and Social Committee and the Committee of the Regions, A Competitiveness Compass for the EU, 29 January 2025 (COM(2025) 30 final).
	5 Communication from the Commission to the European Parliament, the European Council, the Council, the European Economic and Social Committee and the Committee of the Regions, A Competitiveness Compass for the EU, 29 January 2025 (COM(2025) 30 final).

	6 Communication from the Commission to the European Parliament, the Council, the European Economic and Social Committee and the Committee of the Regions, The Clean Industrial Deal: A joint roadmap for competitiveness and decarbonisation, 26 February 2025 (COM(2025) 85 final).
	6 Communication from the Commission to the European Parliament, the Council, the European Economic and Social Committee and the Committee of the Regions, The Clean Industrial Deal: A joint roadmap for competitiveness and decarbonisation, 26 February 2025 (COM(2025) 85 final).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>109</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 5 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(5a)	A robust and predictable EU ETS is essential to drive cost-effective industrial decarbonisation and provide long-term investment certainty. Maintaining a credible carbon price signal and a clear emissions reduction trajectory is key to ensuring regulatory certainty. It should continue to reward early investment in clean technologies, avoid fossil fuel lock-in, and strengthen the competitiveness and resilience of European industry. Revenues generated by the EU ETS should support industrial transformation and a just transition - through effective social conditionality, social dialogue, and opportunities for workers to acquire new skills - while safeguarding and creating quality jobs in the Union.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>110</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 6</Article>
	

	Text proposed by the Commission
	Amendment

	(6)	The rapidly changing geopolitical context further emphasised the importance of delivering on the Clean Industrial Deal to enhance resource security and address Europe’s dependence on imported fossil fuels, which is the main cause of higher, and more volatile, energy prices. Conflicts in Ukraine and the Middle East confront the Union once again with volatile and rising energy prices driven by Europe’s dependence on imported fossil fuels, which damage the competitiveness of European industry. The EU ETS should continue to be a robust, predictable and fit for purpose driver of decarbonisation, thereby lowering the EU’s dependence on fossil fuel imports and strengthening its resilience, while fostering investments in the clean energy transition in homegrown renewables and other zero- and low-carbon energy sources.
	(6)	The rapidly changing geopolitical context has made it further apparent that the ETS system is not currently working and is driving up the costs of energy production in EU countries and increasing the indebtedness of businesses and households. The emissions trading system is the main barrier to Europe’s economic development and the main cause for the loss of competitiveness among EU countries.


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>111</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 6</Article>
	

	Text proposed by the Commission
	Amendment

	(6)	The rapidly changing geopolitical context further emphasised the importance of delivering on the Clean Industrial Deal to enhance resource security and address Europe’s dependence on imported fossil fuels, which is the main cause of higher, and more volatile, energy prices. Conflicts in Ukraine and the Middle East confront the Union once again with volatile and rising energy prices driven by Europe’s dependence on imported fossil fuels, which damage the competitiveness of European industry. The EU ETS should continue to be a robust, predictable and fit for purpose driver of decarbonisation, thereby lowering the EU’s dependence on fossil fuel imports and strengthening its resilience, while fostering investments in the clean energy transition in homegrown renewables and other zero- and low-carbon energy sources.
	(6)	The rapidly changing geopolitical context further emphasised the importance of delivering on the Clean Industrial Deal to enhance resource security and address Europe’s dependence on imported fossil fuels. Conflicts in Ukraine and the Middle East confront the Union once again with volatile and rising energy prices driven by Europe’s dependence on imported fossil fuels, which damage the competitiveness of European industry.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>112</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 6</Article>
	

	Text proposed by the Commission
	Amendment

	(6)	The rapidly changing geopolitical context further emphasised the importance of delivering on the Clean Industrial Deal to enhance resource security and address Europe’s dependence on imported fossil fuels, which is the main cause of higher, and more volatile, energy prices. Conflicts in Ukraine and the Middle East confront the Union once again with volatile and rising energy prices driven by Europe’s dependence on imported fossil fuels, which damage the competitiveness of European industry. The EU ETS should continue to be a robust, predictable and fit for purpose driver of decarbonisation, thereby lowering the EU’s dependence on fossil fuel imports and strengthening its resilience, while fostering investments in the clean energy transition in homegrown renewables and other zero- and low-carbon energy sources.
	(6)	The rapidly changing geopolitical context further emphasised the importance of delivering on the Clean Industrial Deal to enhance resource security and address Europe’s dependence on imported fossil fuels, which is the main cause of higher, and more volatile, energy prices. Conflicts in Ukraine and the Middle East confront the Union once again with volatile and rising energy prices driven by Europe’s dependence on fossil fuels, which damage the competitiveness of European industry. The EU ETS should continue to be a robust, predictable and fit for purpose driver of decarbonisation, thereby lowering the EU’s dependence on fossil fuel imports and strengthening its resilience, while fostering investments in the clean energy transition in homegrown renewables and other zero- and low-carbon energy sources.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>113</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 6 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(6a)	The Electrification Action Plan1a aims at speeding up the shift from fossil fuels to electricity in Europe across industry, transport and buildings. It sets the goal of making Europe the world’s first electro-powered continent by increasing electrification of energy use to at least 46% by 2040. Maintaining a robust EU ETS will play a key role in reaching this objective. The EU ETS should also provide dedicated investments for electrification wherever possible, including in the deployment of the ETS Investment Booster, the Industrial Electrification and Decarbonisation Bank, the Innovation and Modernisation Funds, and through the use of Member States’ national ETS revenues.

	
	__________________

	
	1a Electrification Action Plan, COM(2026) 595 final.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>114</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 7</Article>
	

	Text proposed by the Commission
	Amendment

	(7)	In its conclusions of 19 March 20267 the Council invited the Commission to present a review of the EU ETS by July 2026 at the latest, to reduce the volatility of the carbon price and mitigate its impact on electricity prices, including related supply chain costs, and on diversion of activities, while preserving the essential role of the ETS in the climate and energy transition through a market-based price signal for carbon emissions that drives investment and innovation. The Parliament, the Council and the Commission, signed the ‘One Europe, One Market’ roadmap setting Q1 2027 as target for agreement for the review of the EU ETS.8
	(7)	In its conclusions of 19 March 20267 the Council invited the Commission to present a review of the EU ETS by July 2026 at the latest, to reduce the volatility of the carbon price and mitigate its impact on electricity prices, including related supply chain costs, and on diversion of activities. The Parliament, the Council and the Commission, signed the ‘One Europe, One Market’ roadmap setting Q1 2027 as target for agreement for the review of the EU ETS.8

	__________________
	__________________

	7 European Council Conclusions 19 March 2026 EUCO 1/26 CO EUR 1 CONCL 1.
	7 European Council Conclusions 19 March 2026 EUCO 1/26 CO EUR 1 CONCL 1.

	8 One Europe, One Market Roadmap of the European Parliament, the Council of the European Union and the European Commission.
	8 One Europe, One Market Roadmap of the European Parliament, the Council of the European Union and the European Commission.


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>115</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 8</Article>
	

	Text proposed by the Commission
	Amendment

	(8)	By Regulation (EU) 2021/1119 of the European Parliament and of the Council9, the Union has laid down the objective of economy-wide climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter. That Regulation also provides that the Commission is to endeavour to align all future draft measures or legislative proposals, including budgetary proposals, with the objectives of that Regulation and, in any case of non-alignment, provide the reasons for such non-alignment as part of the impact assessment accompanying those proposals.
	deleted

	__________________
	

	9 Regulation (EU) 2021/1119 of the European Parliament and of the Council of 30 June 2021 establishing the framework for achieving climate neutrality and amending Regulations (EC) No 401/2009 and (EU) 2018/1999 (‘European Climate Law’) (OJ L 243, 9.7.2021, p. 1, ELI: http://data.europa.eu/eli/reg/2021/1119/oj).
	


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>116</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 8</Article>
	

	Text proposed by the Commission
	Amendment

	(8)	By Regulation (EU) 2021/1119 of the European Parliament and of the Council9 , the Union has laid down the objective of economy-wide climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter. That Regulation also provides that the Commission is to endeavour to align all future draft measures or legislative proposals, including budgetary proposals, with the objectives of that Regulation and, in any case of non-alignment, provide the reasons for such non-alignment as part of the impact assessment accompanying those proposals.
	(8)	By Regulation (EU) 2021/1119 of the European Parliament and of the Council9 , the Union has laid down the objective of economy-wide climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter. That Regulation also provides that the Commission is to endeavour to align all future draft measures or legislative proposals, including budgetary proposals, with the objectives of that Regulation and, in any case of non-alignment, provide the reasons for such non-alignment as part of the impact assessment accompanying those proposals. Regulation (EU) 2021/1119 is the cornerstone of Union climate policy, and puts into law the binding legal decarbonisation objectives of the Union.

	__________________
	__________________

	9 Regulation (EU) 2021/1119 of the European Parliament and of the Council of 30 June 2021 establishing the framework for achieving climate neutrality and amending Regulations (EC) No 401/2009 and (EU) 2018/1999 (‘European Climate Law’) (OJ L 243, 9.7.2021, p. 1, ELI: http://data.europa.eu/eli/reg/2021/1119/oj).
	9 Regulation (EU) 2021/1119 of the European Parliament and of the Council of 30 June 2021 establishing the framework for achieving climate neutrality and amending Regulations (EC) No 401/2009 and (EU) 2018/1999 (‘European Climate Law’) (OJ L 243, 9.7.2021, p. 1, ELI: http://data.europa.eu/eli/reg/2021/1119/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>117</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 9</Article>
	

	Text proposed by the Commission
	Amendment

	(9)	Regulation (EU) 2021/1119, as amended Regulation (EU) 2026/667 of the European Parliament and of the Council10, establishes a binding Union reduction target for net greenhouse gas emissions (emissions after deduction of removals) of 90 % compared to 1990 levels by 2040. This target includes a possibility to use a limited quantity of high-quality international credits to make an ‘adequate contribution’ towards the 2040 target, starting in 2036. This amount can be up to 5% of 1990 EU net GHG emissions, corresponding to a domestic reduction of net GHG emissions of at least by 85% compared to 1990 levels by 2040. In accordance with Article 4(5)(a) of Regulation (EU) 2021/1119, a pilot period in 2031-2035 may be considered.
	(9)	Regulation (EU) 2021/1119, as amended Regulation (EU) 2026/667 of the European Parliament and of the Council10, establishes a binding Union reduction target for net greenhouse gas emissions (emissions after deduction of removals) of 90 % compared to 1990 levels by 2040. This target includes a possibility to use a limited quantity of high-quality international credits to make an ‘adequate contribution’ towards the 2040 target, starting in 2036. This amount can be up to 5% of 1990 EU net GHG emissions, corresponding to a domestic reduction of net GHG emissions of at least by 85% compared to 1990 levels by 2040. In accordance with Article 4(5)(a) of Regulation (EU) 2021/1119, a pilot period in 2031-2035 may be considered. It is acknowledged that these targets belonged to an ideological vision that had nothing in common with real economic indicators. They are impossible to achieve, and further reductions will only widen the gulf between EU national economies and their competitors on the global market.

	__________________
	__________________

	10 Regulation (EU) 2026/667 of the European Parliament and of the Council of 11 March 2026 amending Regulation (EU) 2021/1119 as regards the setting of a Union intermediate climate target for 2040 (OJ L, 2026/667, ELI: http://data.europa.eu/eli/reg/2026/667/oj).
	10 Regulation (EU) 2026/667 of the European Parliament and of the Council of 11 March 2026 amending Regulation (EU) 2021/1119 as regards the setting of a Union intermediate climate target for 2040 (OJ L, 2026/667, ELI: http://data.europa.eu/eli/reg/2026/667/oj).


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>118</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 9</Article>
	

	Text proposed by the Commission
	Amendment

	(9)	Regulation (EU) 2021/1119, as amended Regulation (EU) 2026/667 of the European Parliament and of the Council10 , establishes a binding Union reduction target for net greenhouse gas emissions (emissions after deduction of removals) of 90 % compared to 1990 levels by 2040. This target includes a possibility to use a limited quantity of high-quality international credits to make an ‘adequate contribution’ towards the 2040 target, starting in 2036. This amount can be up to 5% of 1990 EU net GHG emissions, corresponding to a domestic reduction of net GHG emissions of at least by 85% compared to 1990 levels by 2040. In accordance with Article 4(5)(a) of Regulation (EU) 2021/1119, a pilot period in 2031-2035 may be considered.
	(9)	Regulation (EU) 2021/1119, as amended Regulation (EU) 2026/667 of the European Parliament and of the Council10 , establishes a binding Union reduction target for net greenhouse gas emissions (emissions after deduction of removals) of 90 % compared to 1990 levels by 2040. This target includes a possibility to use a limited quantity of high-quality international credits to make an ‘adequate contribution’ towards the 2040 target, starting in 2036. This amount can be up to 5% of 1990 EU net GHG emissions, corresponding to at the very least domestic reduction of net GHG emissions of at least by 85% compared to 1990 levels by 2040 in the case that the full 5% carbon credit flexibility is used. In accordance with Article 4(5)(a) of Regulation (EU) 2021/1119, a pilot period in 2031-2035 may be considered.

	__________________
	__________________

	10 Regulation (EU) 2026/667 of the European Parliament and of the Council of 11 March 2026 amending Regulation (EU) 2021/1119 as regards the setting of a Union intermediate climate target for 2040 (OJ L, 2026/667, ELI: http://data.europa.eu/eli/reg/2026/667/oj).
	10 Regulation (EU) 2026/667 of the European Parliament and of the Council of 11 March 2026 amending Regulation (EU) 2021/1119 as regards the setting of a Union intermediate climate target for 2040 (OJ L, 2026/667, ELI: http://data.europa.eu/eli/reg/2026/667/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>119</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 9 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(9a)	The European Scientific Advisory Board on Climate Change (the ‘Advisory Board’), established under Regulation (EC) No 401/2009 of the European Parliament and of the Council10a, recommends a 90-95% net domestic greenhouse gas emissions reduction by 2040 to support Union’s long-term interests and reach climate neutrality by 2050. The Advisory Board advises against using international carbon credits to meet the 2040 target, as they risk diverting resources from domestic investments and could undermine environmental integrity.

	
	__________________

	
	10a Regulation (EC) No 401/2009 of the European Parliament and of the Council of 23 April 2009 on the European Environment Agency and the European Environment Information and Observation Network (OJ L 126, 21.5.2009, p. 13, ELI: http://data.europa.eu/eli/reg/2009/401/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>120</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 10</Article>
	

	Text proposed by the Commission
	Amendment

	(10)	All sectors of the economy need to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119. Therefore, the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119.
	deleted


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>121</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 10</Article>
	

	Text proposed by the Commission
	Amendment

	(10)	All sectors of the economy need to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119. Therefore, the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119.
	(10)	According to current Union legislation, all sectors of the economy need to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119. However, it is necessary to take into consideration the competitiveness of industry in the Union notwithstanding the fact that according to current Union legislation the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>122</NumAm>
<RepeatBlock-By><Members>Kateřina Konečná</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 10</Article>
	

	Text proposed by the Commission
	Amendment

	(10)	All sectors of the economy need to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119. Therefore, the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119.
	(10)	All sectors of the economy need to contribute in a cost-effective to achieving the emission reductions established by Regulation (EU) 2021/1119. Therefore, the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119. The EU ETS trajectory should provide a credible and predictable long-term signal for investments in industrial decarbonisation and low-carbon solutions.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>123</NumAm>
<RepeatBlock-By><Members>Alexandr Vondra</Members>
<AuNomDe>{ECR}on behalf of the ECR Group</AuNomDe>
<Members>Ondřej Krutílek, Anna Zalewska, Aurelijus Veryga, Laurence Trochu, Adrian-George Axinia</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 10</Article>
	

	Text proposed by the Commission
	Amendment

	(10)	All sectors of the economy need to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119. Therefore, the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119.
	(10)	All sectors of the economy need to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, where technically and economically feasible. Therefore, the ambition of the EU ETS should be adjusted to be in line with the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions, based on the principle of technology neutrality.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>124</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 10</Article>
	

	Text proposed by the Commission
	Amendment

	(10)	All sectors of the economy need to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119. Therefore, the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119.
	(10)	All sectors of the economy need to adequately contribute to achieving the emission reductions established by Regulation (EU) 2021/1119. Therefore, the ambition of the EU ETS should be adjusted to be in line with the economy-wide net greenhouse gas emission reduction legal target for 2040, the objective of achieving climate neutrality by 2050 at the latest and the aim of achieving negative emissions thereafter, as laid down in Regulation (EU) 2021/1119.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>125</NumAm>
<RepeatBlock-By><Members>Alexandr Vondra, Ondřej Krutílek, Anna Zalewska, Aurelijus Veryga, Laurence Trochu, Adrian-George Axinia</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 11 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(11a)	Through the European Energy Exchange (EEX) around 80% of EUAs were purchased by entities without direct compliance obligations under the EU ETS, with financial sector firms accounting for a growing share (49%) in the primary market. Moreover, secondary markets trading activities in EUAs increased by 35% in 2024.11a It is evident that the absence of standardised identifiers for ETS account holders exists, and that it is important to improve transparency and monitoring of the EU carbon market.

	
	__________________

	
	11a ESMA Market Report, EU carbon markets 2025, 22 October 2025 ESMA50-481369926-30552 


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>126</NumAm>
<RepeatBlock-By><Members>Matteo Ricci</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 11 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(11a)	The limited geographical extension provided for in this Directive leaves a substantial share of emissions from flights departing from the EEA without an effective carbon price. Such a limitation is justifiable only on a transitional basis and only where CORSIA delivers verifiable and equivalent results. In the absence of such results, the application of the system to all departing flights should constitute the default outcome.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>127</NumAm>
<RepeatBlock-By><Members>Alexandr Vondra</Members>
<AuNomDe>{ECR}on behalf of the ECR Group</AuNomDe>
<Members>Ondřej Krutílek, Anna Zalewska, Aurelijus Veryga, Laurence Trochu, Adrian-George Axinia</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 11 b (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(11b)	In order to prevent market distortions and excessive price volatility, and to ensure predictability and affordability for businesses, the EU ETS needs to include an effective price-stabilisation mechanism ensuring that the carbon price does not exceed EUR 45 per tone of CO2. Such mechanism is to be complemented by an adequately strengthened market stability reserve (MSR) and country-specific benchmarks reflecting national economic conditions, purchasing power and energy market specificities.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>128</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Pascal Canfin, Yvan Verougstraete, Jan-Christoph Oetjen, Anna Stürgkh</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 12</Article>
	

	Text proposed by the Commission
	Amendment

	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12 , notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels.
	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12 , notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels. Following an evaluation of the functioning of the reserve of 110 million allowances, the Commission may decide to submit a legislative act to allocate an additional capped and time-limited amount of allowances. A potential increase of SAF allowances should not be conditioned by another extension of the ETS scope.

	__________________
	__________________

	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).
	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>129</NumAm>
<RepeatBlock-By><Members>Katri Kulmuni</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 12</Article>
	

	Text proposed by the Commission
	Amendment

	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12 , notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels.
	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council, notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. Comparable support levels should be provided to the maritime and aviation sectors, covering the same proportion of the price differential, in order to ensure a level playing field between the two transport modes. There should also be equal treatment of all forms of propulsion, including electrification.

	__________________
	__________________

	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).
	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
The Commission proposes extending the support scheme for sustainable aviation fuels (SAF) and other non-fossil aviation fuels until 2040, with up to 110 allowances. It would lower support levels for different fuels to extend the mechanism’s duration and make the extension conditional on expanding the EU ETS geographical scope for aviation.
</Amend>
<Amend>Amendment		<NumAm>130</NumAm>
<RepeatBlock-By><Members>Thomas Pellerin-Carlin</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 12</Article>
	

	Text proposed by the Commission
	Amendment

	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12 , notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels.
	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12 , notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. To further support sustainable aviation fuels, 80% of those allowances should be reserved for renewable fuels of non-biological origin (RFNBOs) and synthetic low-carbon aviation fuels. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels.

	__________________
	__________________

	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).
	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>131</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 12</Article>
	

	Text proposed by the Commission
	Amendment

	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12, notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels.
	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12, notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until after 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. It is also acknowledged that the extension of the ETS to aviation has led to a significant increase in the price of plane tickets in the EU.

	__________________
	__________________

	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).
	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>132</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 12</Article>
	

	Text proposed by the Commission
	Amendment

	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside binding legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12 , notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels.
	(12)	There should be further support from the EU ETS for the use of sustainable aviation fuels alongside indicative legislative mandates pursuant to Regulation (EU) 2023/2405 of the European Parliament and of the Council12 , notwithstanding that these mandates are in place even without support from the EU ETS. Therefore, the availability of reserved allowances for the use of sustainable aviation fuels and other aviation fuels that are not derived from fossil fuels under Article 3c(6) of Directive 2003/87/EC should be extended until 2040. A lower proportion of the price difference should be covered, in order to enable a longer period of time for the mechanism being in place. There should also be equal treatment of all forms of propulsion, including electrification. The extension of the geographic scope of the EU ETS for aviation, in combination with the corresponding increase of the total amount of allowances to be allocated in respect of aircraft operators, enables an increased number of allowances for supporting alternative propulsion technologies and fuels.

	__________________
	__________________

	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).
	12 Regulation (EU) 2023/2405 of the European Parliament and of the Council of 18 October 2023 on ensuring a level playing field for sustainable air transport (ReFuelEU Aviation) (OJ L, 2023/2405, 31.10.2023, ELI: http://data.europa.eu/eli/reg/2023/2405/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>133</NumAm>
<RepeatBlock-By><Members>François-Xavier Bellamy, Isabelle Le Callennec</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 12 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(12a)	The geographical extension of EU aviation ETS will not, in itself, ensure fair and equivalent conditions of competition between Union and third-country air carriers.The geographical extension of the EU ETS should therefore be accompanied by complementary measures addressing the differences in regulatory costs and obligations between Union and third-country air carriers. Such measures could include a sustainable aviation fuel border adjustment mechanism (SAF-BAM) under Regulation (EU) 2023/2405 (ReFuelEU Aviation), or an equivalent mechanism, while avoiding double counting and ensuring compliance with Union and international law.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>134</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 13</Article>
	

	Text proposed by the Commission
	Amendment

	(13)	Notwithstanding that the scope of carbon pricing is only extended partially from January 2029, the ETS support for alternative propulsion technologies and fuels should nonetheless be extended to all departing flights from that date. This maintains equal treatment on all routes departing from any aerodrome in the European Economic Area, and incentivises their rapid deployment.
	deleted


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>135</NumAm>
<RepeatBlock-By><Members>Katri Kulmuni</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 13</Article>
	

	Text proposed by the Commission
	Amendment

	(13)	Notwithstanding that the scope of carbon pricing is only extended partially from January 2029, the ETS support for alternative propulsion technologies and fuels should nonetheless be extended to all departing flights from that date. This maintains equal treatment on all routes departing from any aerodrome in the European Economic Area, and incentivises their rapid deployment.
	(13)	The ETS support for alternative propulsion technologies and fuels should be extended. This maintains equal treatment on all routes departing from any aerodrome in the European Economic Area,and incentivises their rapid deployment.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
The reference to the extension of the scope should be removed from the recital.
</Amend>
<Amend>Amendment		<NumAm>136</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 13 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(13a)	In view of the magnitude of the climate impact of contrails, which is at least as big as the impact of aviation’s CO₂ emissions, and given that the cost of contrail avoidance is remarkably low, ranging between 5 and 25€/t CO2, the obligation for operators to surrender allowances should be extended to climate impacts from contrails by 1 January 2029 pursuant to Article 12(3)(bb) of Directive 2003/87/EC. Less than 3% of flights worldwide generated 80% of contrail warming in 2019, and avoiding contrails by making small adjustments to flight paths is a cost-effective mitigation strategy that would increase ticket prices by 1% or less.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>137</NumAm>
<RepeatBlock-By><Members>Andreas Glück, Jan-Christoph Oetjen, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 13 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(13a)	Extending the scope of the EU ETS alone does not fully address the competitive disadvantages faced by Union airlines and hubs due to the additional costs resulting from the ReFuelEU Aviation mandates. The Commission should therefore continue to assess and develop appropriate measures to ensure a level playing field between Union and non-Union airlines and hubs, taking particular account of differences in SAF obligations and the associated costs.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>138</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Pascal Canfin, Yvan Verougstraete, Jan-Christoph Oetjen, Anna Stürgkh, Katri Kulmuni, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 13 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(13a)	Extending the scope of the EU ETS alone does not fully address the costs faced by Union airlines and hubs due to obligations resulting from the ReFuelEU Aviation. The Commission should therefore continue to assess and develop appropriate measures to ensure a level playing field between Union and non-Union airlines and hubs.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>139</NumAm>
<RepeatBlock-By><Members>Andreas Glück, Jan-Christoph Oetjen, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 13 b (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(13b)	Large-scale trials are needed to advance scientific knowledge about contrail avoidance and ultimately mitigate the climate impact of aviation. Such trials allow to transition from isolated single-flight tests to an airspace-wide approach based on hundreds of flights simultaneously. They also make it possible to improve the model’s accuracy, align fragmented methodologies and assess operational feasibility without compromising safety, while taking account of the congested European airspace.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>140</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 14</Article>
	

	Text proposed by the Commission
	Amendment

	(14)	To reduce aviation’s total climate impacts, the support mechanism referred to in Article 3c(6) of Directive 2003/87/EC should also support cost-effective approaches. The use of contrail forecasting models to support cost-effective mitigation of contrails (also known as condensation trails) offers a low-cost complement to other approaches supported by this mechanism. It should rely on a limited share of the number of allowances reserved for the purposes provided for in Article 3c(6). The mechanism should be complementary to the monitoring, reporting and verification framework for non-CO₂ aviation effects pursuant to Article 14(5) of that Directive.
	(14)	To reduce aviation’s total climate impacts, the support mechanism referred to in Article 3c(6) of Directive 2003/87/EC should also support cost-effective approaches. The use of contrail forecasting models to support cost-effective mitigation of contrails (also known as condensation trails) offers a low-cost complement to other approaches supported by this mechanism. It should rely on a limited share of the number of allowances reserved for the purposes provided for in Article 3c(6). The mechanism should be complementary to the obligation for operators to surrender allowances for the climate impacts from contrails starting on 1 January 2029 pursuant to Article 12(3)(bb) of that Directive and to the monitoring, reporting and verification framework for non-CO₂ aviation effects pursuant to Article 14(5) of that Directive.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>141</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 14</Article>
	

	Text proposed by the Commission
	Amendment

	(14)	To reduce aviation’s total climate impacts, the support mechanism referred to in Article 3c(6) of Directive 2003/87/EC should also support cost-effective approaches. The use of contrail forecasting models to support cost-effective mitigation of contrails (also known as condensation trails) offers a low-cost complement to other approaches supported by this mechanism. It should rely on a limited share of the number of allowances reserved for the purposes provided for in Article 3c(6). The mechanism should be complementary to the monitoring, reporting and verification framework for non-CO₂ aviation effects pursuant to Article 14(5) of that Directive.
	(14)	Aviation is a source of non-CO2 climate impacts at least as significant as those of CO2. To reduce aviation’s total climate impacts, the support mechanism referred to in Article 3c(6) of Directive 2003/87/EC should also support cost-effective approaches. The use of contrail forecasting models to support cost-effective mitigation of contrails (also known as condensation trails) offers a low-cost complement to other approaches supported by this mechanism. It should rely on a limited share of the number of allowances reserved for the purposes provided for in Article 3c(6). The mechanism should be complementary to the monitoring, reporting and verification framework for non-CO₂ aviation effects pursuant to Article 14(5) of that Directive.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>142</NumAm>
<RepeatBlock-By><Members>Nora Mebarek, Christophe Clergeau</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 14 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(14a)	In the absence of any alternative, the air links between the outermost regions and the Member State in which they are situated, including links within and between those regions, underpin territorial continuity and the access of the populations of those regions to employment, education and healthcare, and bear directly on the cost of living there. In view of their structural situation recognised in Article 349 TFEU and of the time needed for the deployment of sustainable aviation fuels in those regions, the exemption applicable to those links should be extended until 31 December 2040. That exemption should not be extended to flights unrelated to territorial continuity, in particular flights chartered for tourism purposes departing from other Member States. Member States should use the revenues generated by the application of this Directive to air transport to support the affordability of those links. Before that date, the Commission should assess the impact of the exemption and the conditions for the gradual integration of those links into the system established by this Directive.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>143</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 15</Article>
	

	Text proposed by the Commission
	Amendment

	(15)	In view of rewarding most efficient installations, it is appropriate to extend the possibility, for installations previously included in the EU ETS due to the operation of combustion units with a total rated thermal input exceeding 20 MW that change their production processes to reduce their greenhouse gas emissions and no longer meet that threshold as a result, to remain under the EU ETS until the end of the two following five-year periods for free allocation following the change to their production processes.
	deleted


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>144</NumAm>
<RepeatBlock-By><Members>Alexandr Vondra</Members>
<AuNomDe>{ECR}on behalf of the ECR Group</AuNomDe>
<Members>Ondřej Krutílek, Anna Zalewska, Aurelijus Veryga, Laurence Trochu, Adrian-George Axinia</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 15</Article>
	

	Text proposed by the Commission
	Amendment

	(15)	In view of rewarding most efficient installations, it is appropriate to extend the possibility, for installations previously included in the EU ETS due to the operation of combustion units with a total rated thermal input exceeding 20 MW that change their production processes to reduce their greenhouse gas emissions and no longer meet that threshold as a result, to remain under the EU ETS until the end of the two following five-year periods for free allocation following the change to their production processes.
	(15)	In view of rewarding most efficient installations in a sector or subsector which does not cover at least 10 % of production capacity or activity level in the Union in a given sector or subsector, it is appropriate to extend the possibility, for installations previously included in the EU ETS due to the operation of combustion units with a total rated thermal input exceeding 20 MW that change their production processes to reduce their greenhouse gas emissions and no longer meet that threshold as a result, to remain under the EU ETS until the end of the two following five-year periods for free allocation following the change to their production processes.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>145</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Yvan Verougstraete, Anna Stürgkh</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 15</Article>
	

	Text proposed by the Commission
	Amendment

	(15)	In view of rewarding most efficient installations, it is appropriate to extend the possibility, for installations previously included in the EU ETS due to the operation of combustion units with a total rated thermal input exceeding 20 MW that change their production processes to reduce their greenhouse gas emissions and no longer meet that threshold as a result, to remain under the EU ETS until the end of the two following five-year periods for free allocation following the change to their production processes.
	(15)	In view of rewarding most efficient installations, it is appropriate to extend the possibility, for installations previously included in the EU ETS due to the operation of combustion units with a total rated thermal input exceeding 20 MW that change their production processes to reduce their greenhouse gas emissions and no longer meet that threshold as a result, to remain fully under the EU ETS for free allocation following the change to their production processes.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>146</NumAm>
<RepeatBlock-By><Members>Jens Gieseke, Ralf Seekatz, Sophia Kircher, Norbert Herhammer, Gheorghe Falcă, Andrea Wechsler, Angelika Niebler</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 16</Article>
	

	Text proposed by the Commission
	Amendment

	(16)	For business flights, the reserved amount of allowances should only be available in the case of aircraft using electricity or hydrogen for propulsion. In order to ensure uniform conditions for the allocation of reserved allowances pursuant to Article 3c(6) of Directive 2003/87/EC, implementing powers should be conferred on the Commission to adopt a list of aircraft that are considered business aircraft. Such powers should be exercised in accordance with Regulation (EU) No 182/2011 of the European Parliament and of the Council13 .
	deleted

	__________________
	

	13 Regulation (EU) No 182/2011 of the European Parliament and of the Council of 16 February 2011 laying down the rules and general principles concerning mechanisms for control by Member States of the Commission’s exercise of implementing powers (OJ L 55, 28.2.2011, pp. 13–18, ELI: http://data.europa.eu/eli/reg/2011/182/oj).
	


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>147</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 16</Article>
	

	Text proposed by the Commission
	Amendment

	(16)	For business flights, the reserved amount of allowances should only be available in the case of aircraft using electricity or hydrogen for propulsion. In order to ensure uniform conditions for the allocation of reserved allowances pursuant to Article 3c(6) of Directive 2003/87/EC, implementing powers should be conferred on the Commission to adopt a list of aircraft that are considered business aircraft. Such powers should be exercised in accordance with Regulation (EU) No 182/2011 of the European Parliament and of the Council13 .
	(16)	In order to ensure uniform conditions for the allocation of reserved allowances pursuant to Article 3c(6) of Directive 2003/87/EC, implementing powers should be conferred on the Commission to adopt a list of aircraft that are considered business aircraft. Such powers should be exercised in accordance with Regulation (EU) No 182/2011 of the European Parliament and of the Council13 .

	__________________
	__________________

	13 Regulation (EU) No 182/2011 of the European Parliament and of the Council of 16 February 2011 laying down the rules and general principles concerning mechanisms for control by Member States of the Commission’s exercise of implementing powers (OJ L 55, 28.2.2011, pp. 13–18, ELI: http://data.europa.eu/eli/reg/2011/182/oj).
	13 Regulation (EU) No 182/2011 of the European Parliament and of the Council of 16 February 2011 laying down the rules and general principles concerning mechanisms for control by Member States of the Commission’s exercise of implementing powers (OJ L 55, 28.2.2011, pp. 13–18, ELI: http://data.europa.eu/eli/reg/2011/182/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>148</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 16</Article>
	

	Text proposed by the Commission
	Amendment

	(16)	For business flights, the reserved amount of allowances should only be available in the case of aircraft using electricity or hydrogen for propulsion. In order to ensure uniform conditions for the allocation of reserved allowances pursuant to Article 3c(6) of Directive 2003/87/EC, implementing powers should be conferred on the Commission to adopt a list of aircraft that are considered business aircraft. Such powers should be exercised in accordance with Regulation (EU) No 182/2011 of the European Parliament and of the Council13 .
	(16)	For business flights, the reserved amount of allowances should only be available in the case of aircraft using sustainable aviation fuels, electricity or hydrogen for propulsion, while respecting the principle of technology neutrality. In order to ensure uniform conditions for the allocation of reserved allowances pursuant to Article 3c(6) of Directive 2003/87/EC, implementing powers should be conferred on the Commission to adopt a list of aircraft that are considered business aircraft. Such powers should be exercised in accordance with Regulation (EU) No 182/2011 of the European Parliament and of the Council13 .

	__________________
	__________________

	13 Regulation (EU) No 182/2011 of the European Parliament and of the Council of 16 February 2011 laying down the rules and general principles concerning mechanisms for control by Member States of the Commission’s exercise of implementing powers (OJ L 55, 28.2.2011, pp. 13–18, ELI: http://data.europa.eu/eli/reg/2011/182/oj).
	13 Regulation (EU) No 182/2011 of the European Parliament and of the Council of 16 February 2011 laying down the rules and general principles concerning mechanisms for control by Member States of the Commission’s exercise of implementing powers (OJ L 55, 28.2.2011, pp. 13–18, ELI: http://data.europa.eu/eli/reg/2011/182/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>149</NumAm>
<RepeatBlock-By><Members>Marie-Luce Brasier-Clain, Anne-Sophie Frigout, Mathilde Androuët, Valérie Deloge, Barbara Bonte, Ondřej Knotek, Silvia Sardone, Jana Nagyová</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 16</Article>
	

	Text proposed by the Commission
	Amendment

	(16)	For business flights, the reserved amount of allowances should only be available in the case of aircraft using electricity or hydrogen for propulsion. In order to ensure uniform conditions for the allocation of reserved allowances pursuant to Article 3c(6) of Directive 2003/87/EC, implementing powers should be conferred on the Commission to adopt a list of aircraft that are considered business aircraft. Such powers should be exercised in accordance with Regulation (EU) No 182/2011 of the European Parliament and of the Council13.
	(16)	For business flights, the reserved amount of allowances shall be available in the case of aircraft using sustainable aviation fuels, electricity or hydrogen for propulsion. In order to ensure uniform conditions for the allocation of reserved allowances pursuant to Article 3c(6) of Directive 2003/87/EC, implementing powers should be conferred on the Commission to adopt a list of aircraft that are considered business aircraft. Such powers should be exercised in accordance with Regulation (EU) No 182/2011 of the European Parliament and of the Council13.

	__________________
	__________________

	13 Regulation (EU) No 182/2011 of the European Parliament and of the Council of 16 February 2011 laying down the rules and general principles concerning mechanisms for control by Member States of the Commission’s exercise of implementing powers (OJ L 55, 28.2.2011, pp. 13–18, ELI: http://data.europa.eu/eli/reg/2011/182/oj).
	13 Regulation (EU) No 182/2011 of the European Parliament and of the Council of 16 February 2011 laying down the rules and general principles concerning mechanisms for control by Member States of the Commission’s exercise of implementing powers (OJ L 55, 28.2.2011, pp. 13–18, ELI: http://data.europa.eu/eli/reg/2011/182/oj).


Or. <Original>{FR}fr</Original>
</Amend>
<Amend>Amendment		<NumAm>150</NumAm>
<RepeatBlock-By><Members>Javi López, César Luena, Rosa Serrano Sierra, Alicia Homs Ginel, Juan Fernando López Aguilar, Nicolás González Casares, Leire Pajín, Elena Sancho Murillo</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 16 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(16a)	Taking into account the special characteristics and permanent constraints of the outermost regions of the Union as recognised in Article 349 TFEU, and given their heavy dependence on air transport, which often constitutes the only means of connection with the rest of the Member State and between islands, special consideration should be given to preserving the accessibility of such regions and the affordability of essential air services for their citizens. Consistent with the extension until 2040 of the support for sustainable aviation fuels under Article 3c(6) of Directive 2003/87/EC, a derogation until 31 December 2030 would not provide sufficient predictability for aircraft operators serving those regions. The derogation for flights between an aerodrome located in an outermost region of a Member State and an aerodrome located in the same Member State should therefore be extended until 31 December 2040. However, over time, all sectors need to become climate neutral. Therefore, that derogation should be gradually phased out until 2040.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>151</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 17 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(17a)	Data centres require a reliable electricity supply that may operate continuously, around the clock. Where that supply is generated on site, in full or in part, through fuel combustion, sustained operation can give rise to substantial carbon dioxide emissions. Rapid growth in data centre capacity could increase the cumulative emissions from such generation, undermining the Union’s climate objectives. The general threshold of 20 MW of rated thermal input does not adequately address the consumption from data centers, which may distribute computing workloads and fossil electricity generation across several facilities. Those combined emissions may be significant while remaining outside the EU ETS for each of the individual stationary units. A specific threshold of more than 1MW of combined rated thermal input should therefore apply to electricity generation by fuel combustion at data centre installations.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>152</NumAm>
<RepeatBlock-By><Members>Matteo Ricci, Annalisa Corrado</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The Union institutions and Member States should do everything possible to work towards a global solution for the maritime sector, that is completely aligned with the Paris Agreement and the Union’s ambition when it comes to climate protection. They should use the fora of the International Maritime Organization (IMO), but also work bilaterally towards this aim and, as a step in the right direction, also conclude bilateral agreements, where possible. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its impact on European maritime climate policy, its overall environmental integrity, including in comparison with the provisions and objectives of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to support least developed countries and small island developing countries.

	__________________
	__________________

	15 ANNEX 1, RESOLUTION MEPC.377(80), Adopted on 7 July 2023, 2023 IMO Strategy on reduction of GHG emissions from ships.
	15 ANNEX 1, RESOLUTION MEPC.377(80), Adopted on 7 July 2023, 2023 IMO Strategy on reduction of GHG emissions from ships.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>153</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to support least developed countries and small island developing countries.
	(18)	The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to support least developed countries and small island developing countries.
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Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>154</NumAm>
<RepeatBlock-By><Members>Emmanouil Fragkos</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment and the appropriateness of ceasing the application of the EU ETS to maritime transport following the implementation of the global market-based measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>155</NumAm>
<RepeatBlock-By><Members>Dimitris Tsiodras, Eleonora Meleti, Emmanouil Kefalogiannis, Elissavet Vozemberg-Vrionidi, Fredis Beleris, Georgios Aftias, Vangelis Meimarakis, Michalis Hadjipantela, Loucas Fourlas, Letizia Moratti</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment and the appropriateness of ceasing the application of the EU ETS to maritime transport activities following the implementation of the global market-based measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
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Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
The reference to the IMO deduction mechanism shall be removed from the recital 17. In addition, both the recital and the relevant article should explicitly state the appropriateness of ceasing the application of the EU ETS to maritime transport once a global IMO measure is implemented.
</Amend>
<Amend>Amendment		<NumAm>156</NumAm>
<RepeatBlock-By><Members>Thomas Bajada, Daniel Attard, Alex Agius Saliba, Sakis Arnaoutoglou</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively and fairly priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to support least developed countries and small island developing countries, as well as a just and socially fair transition in the maritime sector, including support for workers, vulnerable coastal and island communities, and regions facing structural dependence on maritime transport.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>157</NumAm>
<RepeatBlock-By><Members>Jens Gieseke, Ralf Seekatz, Sophia Kircher, Norbert Herhammer, Gheorghe Falcă, Andrea Wechsler, Borja Giménez Larraz</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. Avoiding double administrative burden, regulatory inconsistencies, impacts on international trade, while supporting port competitiveness, direct connectivity, shipping-network configurations, investment and the competitiveness of Union imports and exports is of paramount importance. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>158</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	For the time being, the Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC, without undermining its economic competitiveness. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>159</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment at an equivalent price level. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>160</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 18</Article>
	

	Text proposed by the Commission
	Amendment

	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.
	(18)	The Union is to achieve climate neutrality by 2050 at the latest and all sectors of the economy, including maritime transport, are to contribute to achieving the legal emission reductions established by Regulation (EU) 2021/1119, in line with its updated NDC. The inclusion of maritime transport in the EU ETS since 2024 ensures that the sector contributes its fair share to the climate objectives of the Union as well as to the objectives of the Paris Agreement. The International Maritime Organization (IMO) adopted, in 2023, a strategy to decarbonise shipping15 ‘by or around, i.e. close to, 2050’ and agreed on developing mid-term measures to implement it, considering a basket of candidate measures covering both technical and economic elements. The adoption and implementation of such a global measure putting effectively a price on greenhouse gas emissions from maritime transport in parallel to the EU ETS would entail a risk of double payments by shipping companies. The provisions of Directive 2003/87/EC as regards maritime transport activities should be reviewed in the event of the adoption by the IMO of a global market-based measure to reduce greenhouse gas emissions from maritime transport. To this end, the Commission should present a report to the European Parliament and to the Council within 18 months of the adoption of such a measure and before it becomes operational. The Commission should in that report examine that global market-based measure as regards its ambition in light of the objectives of the Paris Agreement, its overall environmental integrity, including in comparison with the provisions of Directive 2003/87/EC covering maritime transport, and any issue related to the coherence of the EU ETS and that measure, including avoiding double payment. As appropriate, and in order to prevent such a risk of double payment while ensuring that no environmental backsliding occurs, the accompanying legislative proposal should provide for an IMO deduction mechanism according to which it is appropriate to allow shipping companies to surrender fewer allowances than their verified emissions to the extent that those emissions are also effectively priced under the IMO measure. To take into account the potential role of the Union in supporting the broader international effort to decarbonise maritime transport, the accompanying legislative proposal should provide for a measure according to which allowances are to be reserved to supportleast developed countries and small island developing countries.

	__________________
	__________________

	15 ANNEX 1, RESOLUTION MEPC.377(80), Adopted on 7 July 2023, 2023 IMO Strategy on reduction of GHG emissions from ships.
	15 ANNEX 1, RESOLUTION MEPC.377(80), Adopted on 7 July 2023, 2023 IMO Strategy on reduction of GHG emissions from ships.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>161</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 19</Article>
	

	Text proposed by the Commission
	Amendment

	(19)	Significant investments will continue to be required to support the decarbonisation of maritime transport, including investments in fleet retrofitting and the deployment of clean technologies. At the same time, Member States with a particularly high concentration of shipping companies relative to their population continue to incur proportionately higher administrative costs in implementing the EU ETS to support decarbonisation of maritime transport including supporting capital investments in the maritime sector, including ports, shipping companies, as well as for the use of sustainable fuels and propulsion technologies. The temporary allocation of allowances provided for in Article 3ga(3), second subparagraph of Directive 2003/87/EC contributes to supporting those objectives through the use of the corresponding auction revenues in accordance with this Directive. It is therefore appropriate to extend its application until 31 December 2038. The Commission should assess, by 30 September 2035, whether a further extension is justified.
	(19)	Significant investments will continue to be required to support the decarbonisation of maritime transport, including investments in fleet retrofitting and the deployment of clean technologies. At the same time, Member States with a particularly high concentration of shipping companies relative to their population continue to incur proportionately higher administrative costs in implementing the EU ETS to support decarbonisation of maritime transport including supporting capital investments in the maritime sector, including ports, shipping companies, as well as for the use of sustainable fuels and propulsion technologies. The temporary allocation of allowances provided for in Article 3ga(3), second subparagraph of Directive 2003/87/EC contributes to supporting those objectives through the use of the corresponding auction revenues in accordance with this Directive. It is therefore appropriate to extend its application at least until 31 December 2040. The Commission should assess, by 30 September 2035, whether a further extension is justified.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>162</NumAm>
<RepeatBlock-By><Members>Thomas Bajada, Daniel Attard, Alex Agius Saliba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 19 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(19a)	An island Member State whose entire territory consists of one or more islands, and without a fixed link to the European continental mainland, suffers from a permanent structural dependency. Maritime transport is not one mode of connectivity among others, but the only means of importing raw materials and essential goods, particularly food to sustain the island population, including from ports under the jurisdiction of another Member State that serve as the principal lifeline gateway for that trade need.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>163</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>164</NumAm>
<RepeatBlock-By><Members>Matteo Ricci</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, a Sustainable Maritime Alternative Propulsion (SMAP) mechanism should be established and during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 200 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover all or part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply. Capital expenditure, first-of-a-kind deployment, infrastructure, demonstration and scale-up costs should also be addressed through the Innovation Fund established under Article 10cb of Directive 2003/87/EC.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>165</NumAm>
<RepeatBlock-By><Members>Dimitris Tsiodras, Eleonora Meleti, Emmanouil Kefalogiannis, Elissavet Vozemberg-Vrionidi, Fredis Beleris, Georgios Aftias, Vangelis Meimarakis, Michalis Hadjipantela, Loucas Fourlas, Letizia Moratti</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. At the same time, energy efficiency technologies - including, but not limited to, energy-efficient propellers and propulsion systems, air lubrication systems, waste heat recovery systems, advanced hull coatings, fuel cells for auxiliary or main propulsion, as well as digital technologies that optimise vessels' energy performance - remain the most immediate, cost-effective and technology-ready means of reducing GHG emissions from maritime transport, while generating long-term environmental benefits. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion or energy efficiency technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. In such cases, it is necessary that the Commission has readily available all information required to allow for the estimation of allocated allowances before or, at the latest, at the beginning of each reference year. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
On the need to publish all relevant information before each reference year.  This is a necessary condition to incorporate future rebates for the use of sustainable maritime fuels in commercial arrangements between shipowners and charterers. In this way, all shipping sectors may have access to SMAP.
</Amend>
<Amend>Amendment		<NumAm>166</NumAm>
<RepeatBlock-By><Members>Thomas Bajada, Daniel Attard, Alex Agius Saliba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies or other sustainable maritime technologies, such as electric and wind-assisted propulsion systems, whose suitability varies according to the sea basin and the length of the voyage, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, irrespective of the sea basin or the length of the voyage, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies or other eligible sustainable maritime technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
The reserve names electric and wind-assisted propulsion, which suit short northern voyages but not long Mediterranean and international routes, where other low-carbon technologies are the realistic option. A Union-wide climate instrument must work for every sea basin: open access on equal terms keeps the support fair across Member States while preserving its climate ambition.
</Amend>
<Amend>Amendment		<NumAm>167</NumAm>
<RepeatBlock-By><Members>Silvia Sardone, Mathilde Androuët, Antonín Staněk, Marie-Luce Brasier-Clain, Susanna Ceccardi, Barbara Bonte</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. To ensure consistency with Regulation (EU) 2023/1805, biofuels should also be eligible for support. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>168</NumAm>
<RepeatBlock-By><Members>Jens Gieseke, Ralf Seekatz, Sophia Kircher, Norbert Herhammer, Gheorghe Falcă, Andrea Wechsler, David McAllister, Borja Giménez Larraz, Isabelle Le Callennec</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 400 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion and energy efficiency technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>169</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 200 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover all or part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>170</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition away from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>171</NumAm>
<RepeatBlock-By><Members>François-Xavier Bellamy, Isabelle Le Callennec</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20</Article>
	

	Text proposed by the Commission
	Amendment

	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of zero-emission propulsion technologies, such as electric and wind-assisted propulsion systems, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.
	(20)	The transition from the use of fossil fuels, alongside energy efficiency improvements, is essential to achieving the decarbonisation of the maritime sector. However, the significant price differentials between conventional fossil fuels and sustainable maritime fuels as well as the pace of deployment of sustainable maritime technologies, including energy efficiency measures, hamper this transition. Support to early movers is therefore desirable to de-risk investments in maritime decarbonisation in the Union. Hence, during the period from 1 January [2028/first year after the entry into force of this directive] until 31 December 2040, 110 million allowances should be reserved to be allocated to shipping companies, on a transparent, equal and non-discriminatory basis, to cover part of the price differential between conventional fossil fuels and eligible sustainable maritime fuels, as well as all or part of the additional cost incurred in deploying and operating eligible zero-emission propulsion technologies, and technologies required to use eligible sustainable maritime fuels upon verified operation on such fuels. Where allowances are allocated to a shipping company under this reserve, such allocation should be taken into account by the shipping company if it intends to transfer the costs arising from the surrender of allowances to another entity in accordance with the reimbursement mechanism laid down in Article 3gc of Directive 2003/87/EC. For instance, contractual arrangements may provide for the transfer of the allocated allowances from the shipping company to the other entity. The Commission should be empowered to adopt delegated acts to supplement Directive 2003/87/EC with the detailed rules necessary for the application of this reserve and to adopt implementing acts to establish the lists of non-Union ports and third countries in respect of which a derogation from the origin requirements should apply.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>172</NumAm>
<RepeatBlock-By><Members>Thomas Bajada, Daniel Attard, Alex Agius Saliba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(20a)	Island Member States suffer from a trade imbalance due to their dependency on the importation of raw materials and essential goods for the livelihood of their population and their lack of potential production intended for export. Therefore, unitised maritime freight and feeder services providing a scheduled connection between a port of call under the jurisdiction of a Member State and a port of call under the jurisdiction of an island Member State, where such services operate exclusively between the same two ports, give rise to a carbon cost that does not necessarily reflect the volume of cargo actually transported. For such services, the surrender obligation applicable under Article 12, paragraph 3-h, of Directive 2003/87/EC should be calculated by reference to the cargo carried relative to the capacity of the ship on each leg of the voyage, rather than by reference to the voyage considered as a whole, in order to reflect the reality of the trade imbalance. This reflects the structural and permanent character of these territories and should therefore not be subject to a fixed expiry date, while still preserving a meaningful contribution to the EU ETS and its environmental integrity.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>173</NumAm>
<RepeatBlock-By><Members>Peter Agius, Michalis Hadjipantela</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(20a)	Where costs arising from the surrender of allowances are passed on by a shipping operator to a customer or intermediary purchasing maritime transport services, including through a surcharge, levy or other charge, such costs should be transparent and verifiable. The entity or customer bearing those costs should be provided with sufficient information to understand the basis on which the amount charged has been calculated, including the emissions to which the charge relates and any applicable reductions for the specific route.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>174</NumAm>
<RepeatBlock-By><Members>Jens Gieseke, Ralf Seekatz, Sophia Kircher, Norbert Herhammer, Gheorghe Falcă, Andrea Wechsler, David McAllister, Isabelle Le Callennec</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 20 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(20a)	Agricultural residues that meet the applicable sustainability and traceability requirements can provide feedstock for advanced biofuels used in aviation and maritime transport. Support for the use of those fuels can create additional market opportunities for farmers and rural areas.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>175</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 21</Article>
	

	Text proposed by the Commission
	Amendment

	(21)	Given the evolving technological and commercial maturity of sustainable maritime fuels and zero-emission alternative propulsion technologies, the Commission should carry out an evaluation of the functioning of the reserve established under Article 3gaa.
	(21)	Given the evolving technological and commercial maturity of sustainable maritime fuels and low-emission alternative propulsion technologies, the Commission should carry out an evaluation of the functioning of the reserve established under Article 3gaa.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>176</NumAm>
<RepeatBlock-By><Members>Thomas Pellerin-Carlin, Christophe Clergeau, Nora Mebarek</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 21 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(21a)	The risk of circumventing the obligations laid down in this Directive is not limited to the transhipment of containers. In the outermost regions, particularly in the Caribbean and the Indian Ocean, Union ports can be directly substituted by ports in neighbouring third countries for passenger and cruise traffic as well as freight. The Commission should monitor this traffic and have the means to respond to any shift in activity driven by avoidance, in order to safeguard both the environmental integrity of the system established by Directive 2003/87/EC and the economic activity of these regions.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>177</NumAm>
<RepeatBlock-By><Members>Matteo Ricci</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 22</Article>
	

	Text proposed by the Commission
	Amendment

	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of ‘port of call’ of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port’s share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of ‘port of call’ ports with the necessary infrastructure for container transhipment activities that are located in the Union’s immediate vicinity, namely within 150 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port. In order to further reduce the risk of evasive port calls outside of the Union and the relocation of container transhipment activities outside of the Union, it is appropriate to provide for a complementary measure. Such measure should consist in a temporary derogation from the surrender obligations under Directive 2003/87/EC in respect of certain maritime transport activities by large containerships that perform long-distance voyages between ports outside the Union and Union ports.
	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of ‘port of call’ of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port’s share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of ‘port of call’ ports with the necessary infrastructure for container transhipment activities that are located in the Union’s immediate vicinity, namely within 150 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port. In order to further reduce the risk of evasive port calls outside of the Union and the relocation of container transhipment activities outside of the Union, it is appropriate to provide for a complementary measure. Such measure should consist in a temporary derogation from the surrender obligations under Directive 2003/87/EC in respect of certain maritime transport activities by large containerships that perform long-distance voyages between ports outside the Union and Union ports. Since the incentive to divert a call or to break up a voyage in a port outside the Union depends, among other factors, on the emissions costs that can be avoided, which tend to increase with the distance of the voyage, it is appropriate to base the derogation on the distance of the voyage rather than on the share of unloaded transhipped containers. The latter would be difficult to implement, as it would require the monitoring and verification of cargo-related data for each port call, whereas the distance of the voyage is an objective parameter that is easier to monitor and verify. This would ensure equal treatment of all Union ports and protect direct calls at Union gateway ports.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>178</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 22</Article>
	

	Text proposed by the Commission
	Amendment

	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of ‘port of call’ of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port’s share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of ‘port of call’ ports with the necessary infrastructure for container transhipment activities that are located in the Union’s immediate vicinity, namely within 150 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port. In order to further reduce the risk of evasive port calls outside of the Union and the relocation of container transhipment activities outside of the Union, it is appropriate to provide for a complementary measure. Such measure should consist in a temporary derogation from the surrender obligations under Directive 2003/87/EC in respect of certain maritime transport activities by large containerships that perform long-distance voyages between ports outside the Union and Union ports.
	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of ‘port of call’ of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port’s share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of ‘port of call’ ports with the necessary infrastructure for container transhipment activities that are located in the Union’s immediate vicinity, namely within 150 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>179</NumAm>
<RepeatBlock-By><Members>Javi López, César Luena, Rosa Serrano Sierra, Alicia Homs Ginel, Juan Fernando López Aguilar, Lina Gálvez, Nicolás González Casares, Leire Pajín, Elena Sancho Murillo</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 22</Article>
	

	Text proposed by the Commission
	Amendment

	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of ‘port of call’ of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port’s share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of ‘port of call’ ports with the necessary infrastructure for container transhipment activities that are located in the Union’s immediate vicinity, namely within 150 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port. In order to further reduce the risk of evasive port calls outside of the Union and the relocation of container transhipment activities outside of the Union, it is appropriate to provide for a complementary measure. Such measure should consist in a temporary derogation from the surrender obligations under Directive 2003/87/EC in respect of certain maritime transport activities by large containerships that perform long-distance voyages between ports outside the Union and Union ports.
	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of 'port of call' of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port's share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of 'port of call' ports with the necessary infrastructure for container transhipment activities that are located in the Union's immediate vicinity, namely within 150 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port. In order to further reduce the risk of evasive port calls outside of the Union and the relocation of container transhipment activities outside of the Union, it is appropriate to provide for a complementary measure. Such measure should consist in a derogation from the surrender obligations under Directive 2003/87/EC in respect of voyages by containerships exceeding 3 000 nautical miles between ports outside the Union and Union ports, in either direction, with surrender percentages decreasing with the distance of the voyage. That approach should reduce the economic incentive to split direct deep-sea services through hubs outside the Union, preserve the direct connectivity of Union ports, and rely exclusively on data already monitored and reported under Regulation (EU) 2015/757.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>180</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Billy Kelleher, Yvan Verougstraete, Anna Stürgkh, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 22</Article>
	

	Text proposed by the Commission
	Amendment

	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of ‘port of call’ of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port’s share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of ‘port of call’ ports with the necessary infrastructure for container transhipment activities that are located in the Union’s immediate vicinity, namely within 150 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port. In order to further reduce the risk of evasive port calls outside of the Union and the relocation of container transhipment activities outside of the Union, it is appropriate to provide for a complementary measure. Such measure should consist in a temporary derogation from the surrender obligations under Directive 2003/87/EC in respect of certain maritime transport activities by large containerships that perform long-distance voyages between ports outside the Union and Union ports.
	(22)	Evasive behaviour from shipping companies is problematic, in particular as it can undermine the environmental integrity of the EU ETS. In order to reduce the risk of evasive port calls by containerships to ports outside the Union and the relocation of container transhipment activities outside the Union, Directive 2003/87/EC provides for an exclusion from the definition of ‘port of call’ of stops of containerships in a neighbouring container transhipment port identified in the implementing acts adopted pursuant to Article 3ga(2) of that Directive. However, the criterion related to the port’s share of transhipment of containers may not adequately cover ports outside the Union that have a high potential to attract transhipment activities from Union ports and where the transhipment of containers accounts for most container traffic. It is therefore appropriate to set this criterion at 50 % instead of 65 %. In addition, it is appropriate to exclude from the definition of ‘port of call’ ports with the necessary infrastructure for container transhipment activities that are located in the Union’s immediate vicinity, namely within 300 nautical miles from a port under the jurisdiction of a Member State. To ensure the proportionality of the measure and that it results in equal treatment, account should be taken of measures in third countries that have an effect equivalent to Directive 2003/87/EC. This includes ports in a third country with whom an ETS linking agreement is in place. To better capture major disruptions in the shipping market, which can rapidly alter container transhipment patterns, the Commission should review the validity of the list that identifies neighbouring container transhipment ports once a year instead of once every two years. However, for reasons of administrative efficiency, the Commission should be empowered to adopt implementing acts that amend the list of neighbouring container transhipment ports only where necessary, for example where a port ceases to meet the criteria to be identified as a neighbouring container transhipment port. In order to further reduce the risk of evasive port calls outside of the Union and the relocation of container transhipment activities outside of the Union, it is appropriate to provide for a complementary measure. Such measure should consist in a temporary derogation from the surrender obligations under Directive 2003/87/EC in respect of certain maritime transport activities by large containerships that perform long-distance voyages between ports outside the Union and Union ports.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>181</NumAm>
<RepeatBlock-By><Members>Jens Gieseke, Ralf Seekatz, Sophia Kircher, Norbert Herhammer, Gheorghe Falcă, Andrea Wechsler, David McAllister, Borja Giménez Larraz, Isabelle Le Callennec</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 22 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(22a)	Transhipment activity provides the critical mass required to retain direct deep-sea connectivity, port and terminal investment, strategic logistics knowledge and control of cargo-flow data within the Union. Preventing carbon and business leakage is therefore relevant not only to port competitiveness, but also to the resilience of Union supply chains, security of supply and open strategic autonomy. Measures under this Directive should reduce global emissions without creating incentives to relocate traffic, infrastructure, investment, data and decision-making outside the Union.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>182</NumAm>
<RepeatBlock-By><Members>Dolors Montserrat, Nicolás Pascual de la Parte, Rosa Estaràs Ferragut, Adrián Vázquez Lázara, Esteban González Pons, Juan Ignacio Zoido Álvarez, Carmen Crespo Díaz, Susana Solís Pérez, Esther Herranz García, Pablo Arias Echeverría, Fernando Navarrete Rojas, Raúl de la Hoz Quintano, Gabriel Mato, Isabel Benjumea Benjumea, Elena Nevado del Campo, Alma Ezcurra Almansa, Pilar del Castillo Vera, Maravillas Abadía Jover, Borja Giménez Larraz, Antonio López-Istúriz White, Javier Zarzalejos, Francisco José Millán Mon</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 22 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(22a)	Transhipment activity provides the critical mass required to retain direct deep-sea connectivity, port and terminal investment, strategic logistics knowledge and control of cargo-flow data within the Union. Preventing carbon and business leakage is therefore relevant not only to port competitiveness, but also to the resilience of Union supply chains, security of supply and open strategic autonomy. Measures under this Directive should reduce global emissions without creating incentives to relocate traffic, infrastructure, investment, data and decision-making outside the Union.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>183</NumAm>
<RepeatBlock-By><Members>Jens Gieseke, Ralf Seekatz, Sophia Kircher, Norbert Herhammer, Gheorghe Falcă, Andrea Wechsler, David McAllister, Borja Giménez Larraz, Isabelle Le Callennec</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24</Article>
	

	Text proposed by the Commission
	Amendment

	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from ro-pax ships and passenger ships below 5 000 gross tonnage.”
	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage should not be included in the scope of application of Directive 2003/87/EC. The inclusion of emissions from certain categories of ships, such as oil tankers, chemical tankers, gas carriers and LNG carriers, is premature due to the uncertainty with regard to the outcome of the discussions in the International Maritime Organization (IMO) on the Net-Zero Framework and the implementation of ETS2, as well as the increasing tensions in world energy supply due to the conflicts in Ukraine and the Middle East. At a time of rising energy prices, the ships that carry energy products should not be subject to further charges. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from additional categories of ships below 5 000 gross tonnage as from 2036. The report should assess, in particular, modal backshift from short-sea shipping to road, regional and feeder connectivity, effects on smaller ports and operators, the cumulative impact of Union legislation, availability of low- and zero-emission technologies, port-infrastructure needs, simplified monitoring, reporting and verification arrangements and developments at IMO level.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>184</NumAm>
<RepeatBlock-By><Members>Dolors Montserrat, Nicolás Pascual de la Parte, Rosa Estaràs Ferragut, Adrián Vázquez Lázara, Esteban González Pons, Juan Ignacio Zoido Álvarez, Carmen Crespo Díaz, Susana Solís Pérez, Esther Herranz García, Pablo Arias Echeverría, Fernando Navarrete Rojas, Raúl de la Hoz Quintano, Gabriel Mato, Isabel Benjumea Benjumea, Elena Nevado del Campo, Alma Ezcurra Almansa, Pilar del Castillo Vera, Maravillas Abadía Jover, Borja Giménez Larraz, Antonio López-Istúriz White, Javier Zarzalejos, Francisco José Millán Mon</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24</Article>
	

	Text proposed by the Commission
	Amendment

	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from ro-pax ships and passenger ships below 5 000 gross tonnage.”
	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage should not be included in the scope of application of Directive 2003/87/EC. The inclusion of emissions from certain categories of ships, as oil tankers, chemical tankers, gas carriers and LNG carriers, is premature due to the uncertainty with regards to the outcome of the discussions in the International Maritime Organization (IMO) on the Net-Zero Framework and the implementation of ETS2, as well as the increasing tensions in world energy supply due to the conflicts in Ukraine and the Middle East. At a time of rising energy prices, the ships that carry energy products should not be subject to further charges. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from additional categories of ships below 5 000 gross tonnage as from 2036. The report should assess, in particular, modal backshift from short-sea shipping to road, regional and feeder connectivity, effects on smaller ports and operators, the cumulative impact of Union legislation, availability of low- and zero-emission technologies, port-infrastructure needs, simplified monitoring, reporting and verification arrangements and developments at IMO level.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>185</NumAm>
<RepeatBlock-By><Members>Niels Flemming Hansen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24</Article>
	

	Text proposed by the Commission
	Amendment

	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from ro-pax ships and passenger ships below 5 000 gross tonnage.”
	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive. General cargo ships below 5 000 gross tonnage but not below 400 gross tonnage have monitored and reported their emissions under Regulation (EU) 2015/757 since 1 January 2025. As the verified emissions data required for their inclusion is therefore already available, those ships should be included in the EU ETS before 2031. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from ro-pax ships and passenger ships below 5 000 gross tonnage.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>186</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24</Article>
	

	Text proposed by the Commission
	Amendment

	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from ro-pax ships and passenger ships below 5 000 gross tonnage.”
	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>187</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24</Article>
	

	Text proposed by the Commission
	Amendment

	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from ro-pax ships and passenger ships below 5 000 gross tonnage.”
	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
Not including all smaller vessels is a significant missed opportunity. Exempting ro-pax and passenger ships, cruise passenger ships, bulk carriers, containers and reefer carriers would still leave 1/3 of small ships emissions uncovered. Ferries have a major electrification potential (half of EU ferries could be electrified by 2035), and the EU Electrification Action Plan recognises ferry electrification as a real opportunity to cut emissions and strengthen Europe's maritime manufacturing base.
</Amend>
<Amend>Amendment		<NumAm>188</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Yvan Verougstraete, Gerben-Jan Gerbrandy, Anna Stürgkh</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24</Article>
	

	Text proposed by the Commission
	Amendment

	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive. No later than 31 December 2031, the Commission should present a report to the European Parliament and to the Council in which it should examine the feasibility and economic, environmental and social impacts of the inclusion in Directive 2003/87/EC of emissions from ro-pax ships and passenger ships below 5 000 gross tonnage.”
	(24)	Emissions from ships below 5 000 gross tonnage but not below 400 gross tonnage represent about 15 % of emissions from ships under the scope of application of Directive 2003/87/EC, but emissions from ships within that range are emitted by a large number of ships. The inclusion of emissions from certain categories of ships below 5 000 gross tonnage but not below 400 gross tonnage is beneficial to improve the effectiveness of the EU ETS and the level playing field with ships of 5 000 gross tonnage and above and therefore those ships should be included in the scope of this Directive.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
All ships below 5000 gross tonnage but not below 400 gross tonnage should be included under the EU ETS.
</Amend>
<Amend>Amendment		<NumAm>189</NumAm>
<RepeatBlock-By><Members>Peter Liese, Dolors Montserrat, Letizia Moratti, Peter Agius, Michalis Hadjipantela, Lídia Pereira, Seán Kelly</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24a)	The challenges of island Member States, enclaves as well as small or less prosperous islands should be taken into account in a more targeted manner. Therefore, emissions from voyages between islands with fewer than 200,000 permanent residents and the mainland of the same Member State, including from ro-ro cargo ships, should be exempted. Emissions from voyages between island Member States and another Member state, or to or from an island within a NUTS level 2 region whose GDP per capita in purchasing power standards is below 75 % of the EU-27-average, should be exempted by 50 % of their verified emissions. Mainland territories or enclaves that lack permanent fixed road or rail connections to the European mainland and that are located contiguous to non-Union territories should be treated as islands.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>190</NumAm>
<RepeatBlock-By><Members>Alessandro Ciriani, Nicola Procaccini, Pietro Fiocchi, Michele Picaro, Antonella Sberna, Stefano Cavedagna, Paolo Inselvini, Sander Smit, Marco Squarta, Alexandr Vondra, Carlo Fidanza, Sergio Berlato, Carlo Ciccioli, Giovanni Crosetto, Elena Donazzan, Alberico Gambino, Chiara Gemma, Lara Magoni, Mario Mantovani, Giuseppe Milazzo, Denis Nesci, Daniele Polato, Ruggero Razza, Francesco Torselli, Francesco Ventola, Mariateresa Vivaldini</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24a)	In order to protect territorial continuity and the affordability of essential connections, the derogation for island services should cover not only islands with fewer than 200 000 permanent residents but also islands located in regions whose gross domestic product per capita, measured in purchasing power standards, is below 75 % of the Union average, and should apply to passenger, ro-pax, ro-ro cargo and other cargo services between those islands and a port of the same Member State. Eligibility should be determined on the basis of the data available at the date of entry into force of this Directive, and the derogation should apply until 31 December 2040 to give operators the predictability needed to invest in fleet renewal.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>191</NumAm>
<RepeatBlock-By><Members>Peter Agius, Michalis Hadjipantela, Dimitris Tsiodras</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24a)	For island Member States and island regions without rail or land connections to the European mainland, maritime shipping and aviation are not disposable commercial choices but essential economic lifelines. Blanket carbon charges imposed on island logistics function therefore as an inescapable tax on geography, placing an additional handicap on insularity, especially as the marginal abatement cost curves for the maritime and aviation sectors are significantly steeper, higher and more inelastic than those of stationary sectors such as power and heavy industry.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>192</NumAm>
<RepeatBlock-By><Members>Annalisa Corrado</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24a)	Voyages performed by motorised private yachts generate disproportionately high greenhouse gas emissions per passenger-kilometer compared to commercial maritime transport. To operationalise the polluter pays principle and ensure an equitable contribution to decarbonisation, ship owners and managers operating motorised private yachts should be subject to a carbon price per tonne of CO2 emitted.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>193</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim, Peter Liese</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24a)	Voyages performed by motorised private yachts generate disproportionately high greenhouse gas emissions per passenger-kilometer compared to commercial maritime transport. To operationalise the polluter pays principle and ensure an equitable contribution to decarbonisation, ship owners and managers operating motorised private yachts should be subject to a carbon price per tonne of CO2 emitted.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>194</NumAm>
<RepeatBlock-By><Members>Peter Agius, Michalis Hadjipantela, Dimitris Tsiodras</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 b (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24b)	Treaty provisions obliging the Union to consider the particular handicaps of islands in its policies must be effectively applied, in particular to ensure a proportionate and considerate application of the Union’s commitment to climate neutrality while not compounding further the existing handicaps of islands.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>195</NumAm>
<RepeatBlock-By><Members>Peter Agius, Michalis Hadjipantela, Dimitris Tsiodras</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 c (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24c)	Island Member States, Union island regions and outermost regions frequently depend largely on on a services economy, in which imports of goods into their territory significantly outweigh the local manufacture and production. This results in asymmetric trade flows and a consequent phenomenon of laden inbound containers and trailers returning to mainland empty or half-empty, resulting in an effective double-leg transport and ETS tariffs.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>196</NumAm>
<RepeatBlock-By><Members>Peter Agius, Michalis Hadjipantela, Dimitris Tsiodras</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 24 d (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(24d)	Measures to reduce allowances for air and maritime voyages connecting islands to the mainland are hence imperatively needed to ensure that climate neutrality ambitions are in line with the Union’s policies for islands, while securing a proportionate obligation for island populations in their participation in the fight against climate change.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>197</NumAm>
<RepeatBlock-By><Members>Thomas Bajada, Daniel Attard, Yannis Maniatis, Sakis Arnaoutoglou, Alex Agius Saliba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances in the context of ice-class ships, ships for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and fleets serving connectivity routes to small islands and outermost regions and relevant services is progressing, and innovative technologies, such as battery-electric and wind-assisted propulsion, are becoming increasingly viable, the large-scale deployment of emission reduction solutions through cleaner fuels, methods of propulsion and other relevant sustainable maritime technologies on those vessels that are important for connectivity purposes remains constrained, in particular by port infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2040. In order to ensure the transition to low- and zero- emission techonologies, access to funding for investments in the decarbonisation of these fleets should be provided through the dedicated support of funding of the Industrial Decarbonisation Bank. The temporary nature of the derogations provided does not address the permanent geographical constraints faced by island Member States. It is therefore more appropriate to provide for a periodic, criteria-based renewal mechanism for essential island maritime connectivity services instead of a fixed expiry date, while preserving the temporary and reviewable character of the derogation and the environmental integrity of the EU ETS.

	__________________
	__________________

	16 European Commission: Directorate-General for Climate Action and Ricardo, Electric vessels and wind-assisted propulsion systems- opportunities for the EU maritime industry and value chain – Final report, Publications Office of the European Union, 2026, https://data.europa.eu/doi/10.2834/7505429.
	16 European Commission: Directorate-General for Climate Action and Ricardo, Electric vessels and wind-assisted propulsion systems- opportunities for the EU maritime industry and value chain – Final report, Publications Office of the European Union, 2026, https://data.europa.eu/doi/10.2834/7505429.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
In order for such derogations to allow for significant decarbonisation of essential connectivity, access to dedicated support of funding through the Industrial Decarbonisation Bank is necessary to gradually phase out these derogations. Furthermore, a fixed calendar extension does not address a permanent structural constraint and would require repeated legislative amendment. This introduces a reviewable, criteria-based renewal mechanism, and extends eligibility beyond purely domestic routes to reflect the permanent structural dependency that island Member States have on critical maritime connectivity.
</Amend>
<Amend>Amendment		<NumAm>198</NumAm>
<RepeatBlock-By><Members>Nora Mebarek, Christophe Clergeau</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended until 31 December 2040. As regards the outermost regions, those derogations are intended to ensure territorial continuity and the accessibility of essential transport services for the populations of those regions, in view of their structural situation as recognised in Article 349 TFEU, and not to confer an advantage on operators. Their scope should remain limited to that of the links between those regions and the rest of the territory of the Member State in which they are situated. The period covered by those derogations should be used to effectively decarbonise the fleets and the port infrastructure serving those regions, through targeted support under this Directive. In order to preserve the environmental integrity of the system established by this Directive, the allowances corresponding to the emissions not covered should be cancelled rather than auctioned. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.

	__________________
	__________________

	16 European Commission: Directorate-General for Climate Action and Ricardo, Electric vessels and wind-assisted propulsion systems- opportunities for the EU maritime industry and value chain – Final report, Publications Office of the European Union, 2026, https://data.europa.eu/doi/10.2834/7505429.
	16 European Commission: Directorate-General for Climate Action and Ricardo, Electric vessels and wind-assisted propulsion systems- opportunities for the EU maritime industry and value chain – Final report, Publications Office of the European Union, 2026, https://data.europa.eu/doi/10.2834/7505429.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>199</NumAm>
<RepeatBlock-By><Members>Jens Gieseke, Ralf Seekatz, Sophia Kircher, Norbert Herhammer, Gheorghe Falcă, Andrea Wechsler, Borja Giménez Larraz, Isabelle Le Callennec</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed road or rail link with the mainland and for certain passenger and essential maritime transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. Islands and outermost regions face permanent geographical constraints and depend structurally on maritime transport for territorial continuity, the movement of passengers and goods and access to essential services. In order to preserve their connectivity and the affordability of maritime transport, those derogations should be extended until 31 December 2040. The derogation for island connections should apply irrespective of the population of the island and should cover essential connections with ports under the jurisdiction of any Member State. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition, and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the derogation applicable to ships with ice class IA or IA Super, or an equivalent ice class, should continue to apply without a time limit. In addition, shipping companies should be allowed to reduce the number of allowances to be surrendered by an amount corresponding exclusively to the additional emissions resulting from the sailing of ice-class ships in ice conditions.

	__________________
	__________________

	16 European Commission: Directorate-General for Climate Action and Ricardo, Electric vessels and wind-assisted propulsion systems- opportunities for the EU maritime industry and value chain – Final report, Publications Office of the European Union, 2026, https://data.europa.eu/doi/10.2834/7505429.
	16 European Commission: Directorate-General for Climate Action and Ricardo, Electric vessels and wind-assisted propulsion systems- opportunities for the EU maritime industry and value chain – Final report, Publications Office of the European Union, 2026, https://data.europa.eu/doi/10.2834/7505429.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>200</NumAm>
<RepeatBlock-By><Members>Sérgio Humberto, Paulo do Nascimento Cabral, Paulo Cunha, Lídia Pereira</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition, and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts, should be maintained in perpetuity. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs.

	__________________
	__________________
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Or. <Original>{PT}pt</Original>
</Amend>
<Amend>Amendment		<NumAm>201</NumAm>
<RepeatBlock-By><Members>Dimitris Tsiodras, Eleonora Meleti, Emmanouil Kefalogiannis, Elissavet Vozemberg-Vrionidi, Fredis Beleris, Georgios Aftias, Vangelis Meimarakis, Michalis Hadjipantela, Loucas Fourlas</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond beyond that date. Furthermore, shipping companies are required under international law to deviate from their planned voyage or to additional navigation in order to render assistance to persons in distress at sea or to participate in search and rescue activities. Emissions resulting from such activities do not result from decisions relating to the commercial operation of the voyage but from compliance with obligations concerning the safety of human life at sea. Such emissions should therefore not give rise to an obligation to surrender allowances.
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Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
Shipping companies may be required under international law to deviate from a planned voyage in order torender assistance to persons in distress at sea or to participate in search and rescue activities. Additionalemissions resulting directly from such activities do not arise from the commercial operation or optimisation ofthe voyage or decisions but from compliance with obligations concerning the safety of human life at sea.Shipping companies should therefore not incur an EU ETS surrender obligation for emissions from activitiesundertaken for the protection of human life that do not constitute commercial maritime transport activity.
</Amend>
<Amend>Amendment		<NumAm>202</NumAm>
<RepeatBlock-By><Members>Javi López, César Luena, Rosa Serrano Sierra, Alicia Homs Ginel, Juan Fernando López Aguilar, Nicolás González Casares, Leire Pajín, Elena Sancho Murillo</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended to 2040, as a derogation until 2030 does not provide sufficient predictability for the sector. However, over time, all sectors need to become climate neutral. Therefore, the derogations should be gradually phased out by 2040. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>203</NumAm>
<RepeatBlock-By><Members>Marie-Luce Brasier-Clain, Anne-Sophie Frigout, Mathilde Androuët, Valérie Deloge, Ondřej Knotek, Jana Nagyová</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16, and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16, and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended indefinitely, while the derogation applicable to ice-class ships should also be expanded to take account of additional fuel consumption resulting from navigation in icy conditions.
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Or. <Original>{FR}fr</Original>
</Amend>
<Amend>Amendment		<NumAm>204</NumAm>
<RepeatBlock-By><Members>Katri Kulmuni, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition, and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the derogation applicable to ships with ice class IA or IA Super, or an equivalent ice class, should continue to apply without a time limit. In addition, shipping companies should be allowed to reduce the number of allowances to be surrendered by an amount corresponding exclusively to the additional emissions resulting from the sailing of ice-class ships in ice conditions.

	__________________
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Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
To ensure maritime safety and level playing field, the structural and operational disadvantages faced by ice-classed ships should be reflected in the EU ETS. Moreover, ships will continue to sail in ice conditions in the coming decades, leading to additional energy consumption and greenhouse gas emissions compared with sailing in open water. Recognition of sailing in ice conditions contribute to the harmonization with the FuelEU Maritime Regulation.
</Amend>
<Amend>Amendment		<NumAm>205</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the increasing availability of decarbonisation technologies for ice-class ships, the derogation currently provided for in Article 12(3-e) of Directive 2003/87/EC should be progressively phased out by 1 January 2036.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>206</NumAm>
<RepeatBlock-By><Members>Heléne Fritzon</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2040.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>207</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2040.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>208</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Yvan Verougstraete, Anna Stürgkh, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16 , and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2040.
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Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>209</NumAm>
<RepeatBlock-By><Members>Galato Alexandraki, Emmanouil Fragkos</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25</Article>
	

	Text proposed by the Commission
	Amendment

	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16, and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. Given the specific technical and operational challenges associated with the decarbonisation of ice-class ships, the Commission should review, before the expiry of the derogation applicable to those ships, the progress made in the deployment of suitable low- and zero-emission technologies and assess the appropriateness of extending that derogation beyond 31 December 2035.
	(25)	The current derogations provided for in Directive 2003/87/EC from the obligation to surrender allowances for ice-class ships, for voyages involving outermost regions and small islands without a fixed land connection, and for certain passenger transport services operated under public service obligations or public service contracts are set to end on 31 December 2030. While the decarbonisation of ice-class ships and the fleets serving those routes and services is progressing and innovative technologies such as battery-electric and wind-assisted propulsion are becoming increasingly viable, the large-scale deployment of emission reduction solutions on those vessels that are important for connectivity purposes remains constrained, in particular by infrastructure and investment needs. In order to allow sufficient time for that transition16, and in light of the need to ensure territorial continuity, connectivity and affordability of essential maritime services, the duration of these derogations should be extended for a limited period of time. In particular, as regards voyages serving small islands without a fixed road or rail connection to the mainland, the derogation should apply until 31 December 2040, so as to ensure territorial continuity and maritime connectivity and avoid disproportionate increases in passenger and freight transportation costs for residents and local businesses.
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	16 European Commission: Directorate-General for Climate Action and Ricardo, Electric vessels and wind-assisted propulsion systems- opportunities for the EU maritime industry and value chain – Final report, Publications Office of the European Union, 2026, https://data.europa.eu/doi/10.2834/7505429.


Or. <Original>{EL}el</Original>
</Amend>
<Amend>Amendment		<NumAm>210</NumAm>
<RepeatBlock-By><Members>Peter Agius, Michalis Hadjipantela</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(25a)	Island Member States face permanent geographical constraints resulting from their structural dependence on maritime transport for their connectivity with the rest of the Union. Unlike most continental Member States, they cannot substitute the maritime leg of passenger and freight transport with continuous road or rail connections. Maritime transport therefore constitutes an indispensable component of their access to and participation in the internal market. In order to safeguard territorial continuity and avoid disproportionate impacts on the connectivity of island Member States during the transition towards low- and zero-emission maritime transport, a temporary derogation from the obligation to surrender allowances should apply until 31 December 2040 to voyages between a port of call under the jurisdiction of an island Member State and a port of call under the jurisdiction of another Member State. This transitional derogation should be accompanied by enhanced support for the deployment of sustainable maritime fuels and zero-emission propulsion technologies on such connections.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>211</NumAm>
<RepeatBlock-By><Members>Marie-Luce Brasier-Clain, Anne-Sophie Frigout, Mathilde Androuët, Valérie Deloge, Jana Nagyová, Ondřej Knotek</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(25a)	Given the permanent structural constraints faced by the outermost regions on account of their remoteness, insularity, reliance on a limited number of economic sectors and lack of alternative, comparable means of transport, as recognised in Article 349 TFEU, the application of the European Union emissions trading system to maritime transport should take account of the need to ensure these regions’ territorial continuity, connectivity and access to supplies. The extension of the scope of the emissions trading system to certain categories of ships with a gross tonnage below 5 000 but not below 400 should not therefore lead to new surrender obligations for maritime services supporting the outermost regions in the context of routes subject to Article 12(3a) of Directive 2003/87/EC.


Or. <Original>{FR}fr</Original>
</Amend>
<Amend>Amendment		<NumAm>212</NumAm>
<RepeatBlock-By><Members>Alessandro Ciriani, Nicola Procaccini, Pietro Fiocchi, Michele Picaro, Sergio Berlato, Antonella Sberna, Paolo Inselvini, Sander Smit, Marco Squarta, Alexandr Vondra, Carlo Fidanza, Stefano Cavedagna, Carlo Ciccioli, Giovanni Crosetto, Elena Donazzan, Alberico Gambino, Chiara Gemma, Lara Magoni, Mario Mantovani, Giuseppe Milazzo, Denis Nesci, Daniele Polato, Ruggero Razza, Francesco Torselli, Francesco Ventola, Mariateresa Vivaldini</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(25a)	It is necessary to ensure that the application of the EU ETS to aviation does not undermine economic, social and territorial cohesion or the right to mobility of citizens residing on islands suffering from permanent structural and geographical handicaps. Those territories rely almost exclusively on air transport for essential connections with the mainland, as they lack viable alternatives such as high-speed rail services. It is therefore appropriate to provide for a temporary derogation, until 31 December 2030, from the obligation to surrender allowances for flights operated under public service obligations and for other routes ensuring the basic connectivity of those islands. That temporary measure should allow for the assessment of long-term structural solutions that reconcile decarbonisation with the protection of territorial continuity.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>213</NumAm>
<RepeatBlock-By><Members>Javi López, César Luena, Rosa Serrano Sierra, Alicia Homs Ginel, Juan Fernando López Aguilar, Nicolás González Casares, Leire Pajín, Elena Sancho Murillo</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(25a)	The cities of Ceuta and Melilla, located on the African mainland and with no road or rail link with the rest of the Member State to which they belong, depend on maritime transport for their connectivity in a way comparable to islands. For reasons of consistency with Article 2(1) of Council Regulation (EEC) No 3577/92 applying the principle of freedom to provide services to maritime transport within Member States (maritime cabotage) and Article 2(6) of Regulation (EU) 2023/1805 of the European Parliament and of the Council on the use of renewable and low-carbon fuels in maritime transport (FuelEU Maritime), which treat them in the same way as island ports, their ports should be considered as ports of an island for the purposes of the temporary derogation for voyages by passenger ships and ro-pax ships.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>214</NumAm>
<RepeatBlock-By><Members>Sérgio Humberto, Paulo do Nascimento Cabral, Paulo Cunha, Lídia Pereira</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(25a)	The derogations applicable to travel and transport involving the outermost regions must reflect the permanent nature of the drawbacks they face, as far-flung, territorially fragmented island regions which are structurally dependent on maritime and air transport, as recognised in Article 349 of the TFEU. No time limit should apply to the derogation from the obligation to surrender allowances for these essential connections, and any future review must be strictly dependent on prior verification of whether the means of transport, fuels and clean infrastructure are effective, technically and economically viable and suitable to the specific characteristics of transport in the outermost regions.


Or. <Original>{PT}pt</Original>
</Amend>
<Amend>Amendment		<NumAm>215</NumAm>
<RepeatBlock-By><Members>Sérgio Humberto, Paulo Cunha, Paulo do Nascimento Cabral, Lídia Pereira</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 25 b (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(25b)	Revenue from the allocation or sale of allowances for emissions from activities carried out in the outermost regions must be used for the benefit of those outermost regions and reinvested within the territories of the regions that generated them, and must be allocated to investments in decarbonisation, energy efficiency, renewable energy, electrification and the modernisation of port and transport infrastructure, as well as to other measures aimed at reducing the costs of the climate and energy transition arising from the structural constraints recognised in Article 349 of the TFEU.


Or. <Original>{PT}pt</Original>
</Amend>
<Amend>Amendment		<NumAm>216</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Roman Haider, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 26</Article>
	

	Text proposed by the Commission
	Amendment

	(26)	In order to support global climate action and facilitate the pricing of greenhouse gas emissions in third countries, support should be provided to third countries in respect of emissions that are not already subject to surrender obligations under Directive 2003/87/EC. The Commission should be empowered to adopt delegated acts to amend, where relevant, the geographical scope laid down in Article 3ga(1) of Directive 2003/87/EC for maritime emissions released during voyages between the Union and the third country to which support is provided. In order to supplement Directive 2003/87/EC, the Commission should also be empowered to adopt delegated acts to lay down rules on the operation of that support to third countries. This would also facilitate the implementation of the ETS linking agreement being prepared with the United Kingdom.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>217</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 27</Article>
	

	Text proposed by the Commission
	Amendment

	(27)	With a view to addressing unclear implementation situations and diverging Member States’ practice, as well as providing means to address continuous non-compliance with Directive 2003/87/EC, it is necessary to clarify existing rules as regards the granting, suspension and withdrawing of greenhouse gas emissions permits by competent authorities, and further develop them to enhance harmonisation. In order to ensure harmonised conditions for the implementation of Article 6 of Directive 2003/87/EC, as regards the granting, suspension and withdrawing of greenhouse gas emissions permits by the competent authorities, the Commission should be empowered to adopt implementing acts. Such powers should be exercised in accordance with Regulation (EU) No 182/2011.
	deleted


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>218</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 28</Article>
	

	Text proposed by the Commission
	Amendment

	(28)	Directive (EU) 2023/959 of the European Parliament and of the Council17 which amended Directive 2003/87/EC by extending the activity in Annex I to Directive 2003/87/EC on transport by pipeline of greenhouse gases for the purpose of storage, to all means of transport. The development of this activity has demonstrated the complexity in appointing the administrating authority for cases of cross-border transport, making it necessary to clarify which Member State should grant permits to the operator of the CO2 transport infrastructure. To privilege clarity and thus speed up permitting, a clear rule, applicable in all cases, should be established, whereby the competent authority should be the one of the Member State where the CO2 is collected, which will be where it is captured. The competent authority should be responsible for that CO2 transport until the CO2 is collected by an operator in another Member State. Member States where the CO2 only transits should not be involved in the permitting of the CO2 transport activity.
	deleted

	__________________
	

	17 Directive (EU) 2023/959 of the European Parliament and of the Council of 10 May 2023 amending Directive 2003/87/EC establishing a system for greenhouse gas emission allowance trading within the Union and Decision (EU) 2015/1814 concerning the establishment and operation of a market stability reserve for the Union greenhouse gas emission trading system (OJ L 130, 16.5.2023, ELI: http://data.europa.eu/eli/dir/2023/959/oj).
	


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>219</NumAm>
<RepeatBlock-By><Members>Nicola Procaccini, Pietro Fiocchi, Michele Picaro, Sergio Berlato, Stefano Cavedagna, Paolo Inselvini, Antonella Sberna, Alexandr Vondra, Sander Smit, Alessandro Ciriani, Carlo Fidanza, Carlo Ciccioli, Giovanni Crosetto, Elena Donazzan, Alberico Gambino, Chiara Gemma, Lara Magoni, Mario Mantovani, Giuseppe Milazzo, Denis Nesci, Daniele Polato, Ruggero Razza, Marco Squarta, Francesco Torselli, Francesco Ventola, Mariateresa Vivaldini</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 28 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(28a)	In March 2026, Regulation (EU) 2021/1119 was amended to establish a link between the binding Union climate target for 2040 and the enabling framework necessary for its attainment. That link should be further recognised in this Directive through the inclusion of the enabling conditions necessary for the climate-neutral transformation of Union industry. 'Enabling conditions’ means the physical and economic prerequisites and the framework conditions required to achieve that transformation. In the industrial sector, enabling conditions shall be deemed to exist, in particular, where the following are in place:

	
	a)the availability of commercially viable business cases and demand for lower carbon products enabling investments in industrial decarbonisation;

	
	b)the sufficient availability of low-carbon and renewable electricity, hydrogen and other decarbonised energy carriers at internationally competitive prices in every Member State;

	
	c) the timely availability and deployment of the necessary electricity, hydrogen and CO₂ transport and storage infrastructure, including transmission and distribution grids, assessed by reference to the permitted and operational capacity effectively available to installations in each region of the Union;

	
	d) the commercial maturity, scalability, availability and affordability of the technologies and services necessary for industrial decarbonisation;

	
	e) the existence of effective and well-functioning measures preventing carbon leakage and safeguarding the international competitiveness of Union industry.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
In March 2026, the European Climate Law, established by Regulation (EU) 2021/1119, was amended to introduce a link between the binding 2040 climate target and the enabling framework required to achieve it. This link should be further recognised in the ETS Directive through an explicit reference to the enabling conditions necessary for the industrial climate transition. While these conditions may also be addressed through Commission-led industrial alliances and sectoral dialogues, defining them in the ETS Directive and monitoring progress against them would more directly support industry’s effective capacity to progress in the transition. Industry climate transition can only be implemented widely, if required enabling conditions are in place. If these conditions are not met, the application of the directive cannot be continued as previously defined but needs further adaptation. The presence of enabling conditions ensures, that the ETS price signal triggers transformation investments instead of activity reduction.
</Amend>
<Amend>Amendment		<NumAm>220</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>221</NumAm>
<RepeatBlock-By><Members>Jacek Ozdoba</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	deleted


Or. <Original>{PL}pl</Original>
</Amend>
<Amend>Amendment		<NumAm>222</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	(29)	Achieving the Union's emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2036. Moreover, operators have taken final investment decisions in low-carbon production with investment horizons of ten to twenty years, relying on the linear factor of 4.4%. Lowering that factor for the period from 2031 to 2035 would alter the basis on which those decisions were taken and would place operators that have invested in decarbonisation at a disadvantage compared with those that have not. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted as from 2036.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>223</NumAm>
<RepeatBlock-By><Members>Alexandr Vondra</Members>
<AuNomDe>{ECR}on behalf of the ECR Group</AuNomDe>
<Members>Ondřej Krutílek, Anna Zalewska, Aurelijus Veryga, Laurence Trochu, Adrian-George Axinia</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	(29)	Achieving the Union’s emission reduction target of -90% by 2040 including 5% of international credits as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031 while respecting the energy mix of Member States. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted in a pragmatic manner that reflects the availability, accessibility and affordability, in particlular for hard-to-abate industrial sectors, of the low-carbon and renewable technologies needed to achieve further emission reductions.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>224</NumAm>
<RepeatBlock-By><Members>Ivan David, Volker Schnurrbusch</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted in a way that takes account of the availability, accessibility and affordability of low-carbon and renewable technologies – which are essential to achieving further emission reductions – for energy-intensive industries.


Or. <Original>{CS}cs</Original>
<TitreJust>Justification</TitreJust>
Progress in decarbonisation has been achieved mainly through the transition away from coal towards gas and biomass; however, further decarbonisation will need to take place under conditions that operators of installations cannot fully control. At the same time, decarbonisation cannot be promoted at the expense of self-sufficiency in key areas, such as critical chemicals, agriculture, defence and the manufacturing of components for technologies essential to the energy transition.
</Amend>
<Amend>Amendment		<NumAm>225</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	(29)	The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should be adjusted in the interests of citizens and industry and in a manner that reflects the availability, accessibility and affordability for energy intensive industrial sectors, of the low-carbon and renewable technologies needed to achieve further emission reductions.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
Progress in decarbonisation has been achieved primarily by moving away from coal and transitioning to gas and biomass; a possible further decarbonisation must proceed under conditions that are not entirely within the control of plant operators. At the same time, decarbonisation cannot be pursued at the expense of self-sufficiency in key areas, such as critical chemicals, defense, or the manufacture of components for transition technologies.
</Amend>
<Amend>Amendment		<NumAm>226</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels while preserving the business case for frontrunner businesses and the integrity of the ETS, allows for adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2036 at the earliest.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>227</NumAm>
<RepeatBlock-By><Members>Heléne Fritzon</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 29</Article>
	

	Text proposed by the Commission
	Amendment

	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2031. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.
	(29)	Achieving the Union’s emission reduction target of -90% by 2040 as compared to 1990 levels requires adjusting the rate of reduction in the emissions of the sectors covered by the EU ETS from 2036. The linear reduction factor provided for in Article 9 of Directive 2003/87/EC should therefore be adjusted.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>228</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 30</Article>
	

	Text proposed by the Commission
	Amendment

	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>229</NumAm>
<RepeatBlock-By><Members>Heléne Fritzon</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 30</Article>
	

	Text proposed by the Commission
	Amendment

	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>230</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Sigrid Friis, Gerben-Jan Gerbrandy, Anna Stürgkh, Katri Kulmuni</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 30</Article>
	

	Text proposed by the Commission
	Amendment

	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>231</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 30</Article>
	

	Text proposed by the Commission
	Amendment

	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	deleted


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>232</NumAm>
<RepeatBlock-By><Members>Niels Flemming Hansen, Ingeborg Ter Laak, Lídia Pereira, Manuela Ripa, Luděk Niedermayer, Liesbet Sommen, Pascal Arimont</Members>
</RepeatBlock-By>
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	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the potential use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits, if they can be judged to contribute to achieve to the EU’s strategic objectives and those needed investments. The EU carbon price investment signal must be strongly safeguarded to protect ‘first-mover' investments and future EU investments. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be applied. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards with the EU’s own strategic objectives in close consideration. In view of the establishment of a facility for the potential purchase of international credits to adjust, taking the EU’s own strategic objectives into consideration, the overall contribution to EU’s domestic action by potentially up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with the Union's overall EU-wide domestic ambition of up to -90% until 2040 with a careful assessment of possibilities and strategic interests in the 2036-2040 period. This should be reflected through a review of progress and circumstances well before 2035. If needed, the linear 2.7 % reduction factor of the EU ETS from 2036, could be adjusted after further assessments and allowances should be put aside as a potential reserve for the purchase of the amount of international credits that correspond to the needed adjustment of the ambition in the EU ETS. The Commission should report by 31 January 2030 to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, in the event that high-quality and high-integrity, cost-effective international credits are available, the Commission may present a legislative proposal to revert the linear reduction factor from 2036 to a trajectory for ETS sectors aligned with an EU domestic reduction of between 85-90% by 2040, depending on the availability of international credits and progress on the EU’s strategic objectives.
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<TitreJust>Justification</TitreJust>
The proposed 1.7% LRF from 2026-2040 is based on an upfront use of international credits and based on an EU domestic ambition on 85% upfront reduced by use of the full potentially available volume of international credits. This is creating unpredictability and disturbing needed investment planning already in the short run, while also harming ‘first-mover' initiatives. The proposed changes aim to describe an opposite way forward, with the suggested 2.7% fallback LRF as default only to be adjusted after a future review of accessibility of international credits, and overview of EU’s progress on strategic objectives. In the event that use of international credits becomes relevant and accessible, the impact on concrete EU-projects can be clarified on a more known background and thus allow for specific targeted measures, without losing speed and needed actions in the meantime. The consequential adjustment of article 9 to allow a 2.7%
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	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits in accordance with the rules developed under Article 6.4 of the Paris Agreement as contribution towards the EU 2040 climate target. International credits at a rate of 5% should be integrated in the future climate legislation using high-quality and integrity credits starting in 2036; the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -85% by 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>234</NumAm>
<RepeatBlock-By><Members>Pascal Canfin</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 30</Article>
	

	Text proposed by the Commission
	Amendment

	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for an amount that corresponds to the reduction of the ambition in the EU ETS. In order to maximise the climate impact of the purchases referred to in Article 9b, the Commission should purchase high-quality international credits with a lower bound that should, in addition to the quality criteria set out in Regulation (EU) 2021/1119, reduce the risk of financing activities that would have taken place without the Union's support. In addition, the purchase of credits should be done in a way so that the revenues deployed deliver greater overall greenhouse gas emission reductions than equivalent domestic action, with the additional reductions contributing to global mitigation. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
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	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex.
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	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the potential use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using only high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2040. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
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	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured as well as alignment with the rules developed under Article 6.4 of the Paris Agreement and under sectoral international carbon pricing mechanisms such as the ICAO’s CORSIA. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
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	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement may be complemented. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.
	(30)	The rate of reduction should also take account of the provisions of the European Climate Law regarding the use of high-quality international credits as adequate contribution towards the EU 2040 climate target, starting in 2036. International credits should be integrated in the future climate legislation using high-quality and integrity credits. The use of credits should support both the EU and third countries in achieving GHG reductions compatible with the Paris Agreement. High credit integrity must be ensured and where appropriate the rules developed under Article 6.4 of the Paris Agreement should be applied. The specific role and deployment of international credits will be based on an impact assessment and subject to the development of Union law setting robust and high integrity criteria and other safeguards. In view of the establishment of a facility for the purchase of international credits to reduce the overall need for domestic action by up to 5 percentage points, the target emissions reductions for the EU ETS should be in line with an overall EU-wide domestic ambition of -90% until 2035 and of -85% from 2036 to 2040. This should be reflected through a lower linear reduction factor of the EU ETS from 2036, and allowances should be put aside for the purchase of the amount of international credits that correspond to the reduction of the ambition in the EU ETS. The Commission should report by 31 January 2030 to the European Parliament and to the Council on the development of a high-quality and high-integrity international credit market, taking into account the criteria set out in Regulation 2021/1119/EU, and the contribution of these credits to the climate ambition of the activities listed in Annex. Subject to this report, the linear reduction factor from 2036 should revert to a trajectory for ETS sectors aligned with an EU domestic reduction of 90% by 2040 in the event that high-quality and high-integrity, cost-effective international credits are not available.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>239</NumAm>
<RepeatBlock-By><Members>Radan Kanev</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 30 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(30a)	In addition to the facility for the purchase of international credits, a limited possibility should be provided for operators in sectors and subsectors exposed to a risk of carbon leakage to use qualifying international credits directly for compliance. In order to preserve the Union’s domestic emission reduction effort and the integrity of the EU ETS, each international credit used for that purpose should be matched by the cancellation of one allowance that would otherwise be auctioned. Such direct use should also contribute to promoting the Union’s technological leadership as expressed in Regulation (EU) 2021/1119 and the international deployment of net-zero technologies. Qualifying credits should therefore originate from high-quality and high-integrity projects in partner countries which deploy net-zero technologies referred to in Article 4 of Regulation (EU) 2024/1735 (NZIA) and contribute to the Union’s technological leadership. A pilot phase from 2031 to 2035 should support the development of that market before compliance use begins in 2036.
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	(31)	Carbon removals are introduced as a flexibility in the European Climate Law to allow the EU to reach its 2040 climate target in a more cost-efficient way, as some emissions will be more cost-efficient to offset through removals than to abate them. In particular, they can contribute to compensate remaining hard-to-abate GHG in sectors covered by the EU ETS. In that context, the EU ETS should contribute to their uptake and financing, including because they can be generated by activities already covered by the EU ETS. Foregoing the flexibility provided by permanent carbon removals would be at the cost of the EU’s competitiveness and the environment in the medium to long term. Together with other adjustments to the system, such as to the total emissions cap and the Market Stability Reserve (MSR), the integration of permanent carbon removals can contribute to cost containment and improving liquidity in the EU ETS as its cap shrinks. The integration of permanent carbon removals can also provide an avenue to incentivise the development and deployment of nascent negative emissions technologies. Beyond 2040, alternative or complementary mechanisms to generate permanent removals may need to be developed to reach net-zero in 2050 and net-negative emissions thereafter. All adjustments to the cap set out in Article 9 should take into account the emissions of the EEA and the European Free Trade Association (EFTA), as well as regarding the integration of domestic permanent carbon removals.
	(31)	Domestic permanent carbon remonvals are necessary to compensate for residual hard-to-abate GHG emissions, including in sectors covered by the EU ETS. In that context, the EU ETS design should contribute to their early uptake and financing while safeguarding against mitigation deterrence and avoiding adverse land-use-change effects. Including technologies with uncertain permanence characteristics like biochar would put the integrity of the EU ETS at risk. Beyond 2040, alternative or complementary mechanisms to generate permanent removals may need to be developed to reach net-zero in 2050 and net-negative emissions thereafter.
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	(31)	Carbon removals are introduced as a flexibility in the European Climate Law to allow the EU to reach its 2040 climate target in a more cost-efficient way, as some emissions will be more cost-efficient to offset through removals than to abate them. In particular, they can contribute to compensate remaining hard-to-abate GHG in sectors covered by the EU ETS. In that context, the EU ETS should contribute to their uptake and financing, including because they can be generated by activities already covered by the EU ETS. Foregoing the flexibility provided by permanent carbon removals would be at the cost of the EU’s competitiveness and the environment in the medium to long term. Together with other adjustments to the system, such as to the total emissions cap and the Market Stability Reserve (MSR), the integration of permanent carbon removals can contribute to cost containment and improving liquidity in the EU ETS as its cap shrinks. The integration of permanent carbon removals can also provide an avenue to incentivise the development and deployment of nascent negative emissions technologies. Beyond 2040, alternative or complementary mechanisms to generate permanent removals may need to be developed to reach net-zero in 2050 and net-negative emissions thereafter. All adjustments to the cap set out in Article 9 should take into account the emissions of the EEA and the European Free Trade Association (EFTA), as well as regarding the integration of domestic permanent carbon removals.
	(31)	Carbon removals are introduced as a flexibility in the European Climate Law to allow the EU to reach its 2040 climate target in a more cost-efficient way, as some emissions will be more cost-efficient to offset through removals than to abate them. In particular, they should contribute to compensate remaining hard-to-abate GHG in sectors covered by the EU ETS. In that context, the EU ETS should contribute to their uptake and financing, including because they can be generated by activities already covered by the EU ETS. Together with other adjustments to the system, such as to the total emissions cap and the Market Stability Reserve (MSR), the integration of permanent carbon removals can contribute to cost containment and improving liquidity in the EU ETS as its cap shrinks. The integration of permanent carbon removals can also provide an avenue to incentivise the development and deployment of nascent negative emissions technologies. Beyond 2040, additional proven and verified technologies capable of generating permanent removals may need to be considered to reach net-zero in 2050 and net-negative emissions thereafter. All adjustments to the cap set out in Article 9 should take into account the emissions of the EEA and the European Free Trade Association (EFTA), as well as regarding the integration of domestic permanent carbon removals.
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</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 32</Article>
	

	Text proposed by the Commission
	Amendment

	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS.
	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS such as DACCS and BioCCS. The Commission may also purchase a limited number of removal credits from biochar activities (BCR) which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent removals established under Regulation (EU) 2024/3012 of the European Parliament and of the Council. In case additional methodologies are needed for the integration of permanent biochar removals, the Commission may adopt additional technical criteria.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
The amendment clarifies that the integration of permanent carbon removals into the EU ETS should remain technology-neutral, while being limited to high-integrity removal activities that meet robust permanence and certification requirements. In addition to DACCS and BioCCS, biochar carbon removal can provide durable carbon storage and should therefore be eligible where it is certified as a permanent carbon removal unit under Regulation (EU) 2024/3012. Limiting its use and allowing the Commission to establish additional technical criteria where necessary safeguards environmental integrity, ensures robust monitoring and accountability, and supports the scale-up of a broader portfolio of permanent carbon removal technologies.
</Amend>
<Amend>Amendment		<NumAm>243</NumAm>
<RepeatBlock-By><Members>Ana Vasconcelos</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 32</Article>
	

	Text proposed by the Commission
	Amendment

	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS.
	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS. The purchase of domestic permanent carbon removal units should be based on a clear, predictable and technology-neutral framework that supports a diverse portfolio of high-integrity carbon removal projects and provides long-term investment predictability for capture, transport and storage infrastructure.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>244</NumAm>
<RepeatBlock-By><Members>Andreas Glück, Christine Singer, Jan-Christoph Oetjen, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 32</Article>
	

	Text proposed by the Commission
	Amendment

	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS.
	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS. For regulatory consistency, all technologies certified as permanent carbon removals under Regulation (EU) 2024/3012 and the delegated acts adopted pursuant to it should be eligible.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>245</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 32</Article>
	

	Text proposed by the Commission
	Amendment

	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS.
	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only scientifically proven permanent removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>246</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 32</Article>
	

	Text proposed by the Commission
	Amendment

	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS.
	(32)	The integration in the EU ETS rests on the basic principle that the cancellation of a removal unit replaces the surrendering of an emission allowance, which represents the payment of the price for having emitted a tonne of CO2. As a consequence, only permanent and verified removals can be integrated in the EU ETS. In addition, it is preferrable to integrate only those removals for which reversals are subject to monitoring and the surrendering of allowances in the EU ETS.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>247</NumAm>
<RepeatBlock-By><Members>Heléne Fritzon</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 33</Article>
	

	Text proposed by the Commission
	Amendment

	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.
	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner encouraging the deployment of breakthrough technologies. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission through a purchasing programme that does not risk undermining the 90 % emissions reductions target for 2040. 260 million allowances should be set aside from the Union-wide quantity of allowances in order to finance the purchasing programme. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>248</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 33</Article>
	

	Text proposed by the Commission
	Amendment

	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.
	(33)	The current price-difference between permanent carbon removals and allowances shows that in most cases other technologies are far more cost-efficient and means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be indirectly integrated in the EU ETS exclusively by the Commission. To that end, the Commission should auction 80 million allowances from the Union-wide quantity of allowances referred to in Article 9 for the purchase of an equivalent amount of permanent carbon removals. Following the purchase, an equivalent amount of additional allowances should be created in the Market Stability Reserve. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC and auctioned for the Industrial Electrification and Decarbonisation Bank.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>249</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Yvan Verougstraete, Anna Stürgkh, Katri Kulmuni</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 33</Article>
	

	Text proposed by the Commission
	Amendment

	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.
	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission and market operators for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances, either via the Commission's purchasing facility or the platform for market operators for voluntary purchases. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be cancelled in order to ensure the environmental integrity of the system. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>250</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 33</Article>
	

	Text proposed by the Commission
	Amendment

	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.
	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission in a controlled manner while avoiding any risk of additional emissions. To that end, the total quantity of allowances in the EU ETS should be unaffected by the number of allowances that are allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. This should be done in a two-phase approach, which would help derisk the market and send a strong investment signal for projects. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In case a number of extra allowances initially provided were not to be compensated they should be cancelled. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>251</NumAm>
<RepeatBlock-By><Members>Andrea Wechsler, Norbert Herhammer, Verena Mertens, Sabine Verheyen, Marie-Sophie Christ, Christian Ehler, Angelika Niebler</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 33</Article>
	

	Text proposed by the Commission
	Amendment

	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.
	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission from the Union-wide quantity of allowances to generate revenues through their auctioning for the purchase of the required amount of permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
The amendment clarifies the financing architecture for the integration of permanent carbon removals into the EU ETS. Any additional allowances used to generate revenues for the purchase of permanent removals should come from within the existing Union-wide quantity of allowances, rather than creating a further source of allowances beyond the cap. This preserves the environmental integrity and predictability of the system, while ensuring that sufficient resources are available to bridge the expected cost gap between permanent removals and ETS allowances. It also maintains the principle that any additional emission space created through the integration of removals must be matched by an equivalent quantity of certified permanent removals.
</Amend>
<Amend>Amendment		<NumAm>252</NumAm>
<RepeatBlock-By><Members>Andreas Glück, Christine Singer, Jan-Christoph Oetjen, Jeannette Baljeu</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 33</Article>
	

	Text proposed by the Commission
	Amendment

	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS by the Commission. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.
	(33)	The current price-difference between permanent carbon removals and allowances means that permanent removals will need to be supported in a predictable manner, to ensure that their generation in line with the additional emission space that is created in the ETS through the issuance of allowances. In addition, because they are novel instruments, their integration must protect the EU ETS from uncertainty and must guarantee the environmental integrity of the units that are used to compensate an emission in the EU ETS. Therefore, removals should be integrated in the EU ETS. To that end, the total quantity of allowances in the EU ETS should be increased by a number of allowances that should be allocated to the Commission and operators for the purchase of an equivalent amount of permanent carbon removals to offset the newly created allowances. The linear reduction factor should not apply to this quantity of allowances, at it is equivalent to the amount of removals that should be purchased. In addition to these newly created allowances, further allowances should be assigned to the Commission to generate revenues through their auctioning for the purchase of the permanent carbon removals, in view of the expected cost differential between allowances and carbon removals. Where fewer allowances are required for financing carbon removals than expected, the unused allowances should be integrated back in the Union-wide quantity of allowances referred to in Article 9 of Directive 2003/87/EC. The net target of the EU ETS is the equivalent of the gross emissions minus the permanent carbon removals that are subject to integration.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>253</NumAm>
<RepeatBlock-By><Members>Michal Wiezik, Martin Hojsík</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 34</Article>
	

	Text proposed by the Commission
	Amendment

	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed to compensate their own fossil emissions with their biogenic CO2 emissions captured and permanently stored, which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent biogenic emissions capture with carbon storage (BioCCS) removals established under Regulation (EU) 2024/3012 of the European Parliament and of the Council18 . To avoid double counting, carbon removals units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism cannot entail the generation of negative emissions or the of obtaining allowances. It should lead to an adjustment of the allowances assigned for the purchase of carbon removals and to the carbon removals that are to be purchased, to prevent the total emission space from increasing beyond the limit implied by the integration through the purchasing programme.
	(34)	deleted

	__________________
	

	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	

	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>254</NumAm>
<RepeatBlock-By><Members>Radan Kanev</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 34</Article>
	

	Text proposed by the Commission
	Amendment

	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed to compensate their own fossil emissions with their biogenic CO2 emissions captured and permanently stored, which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent biogenic emissions capture with carbon storage (BioCCS) removals established under Regulation (EU) 2024/3012 of the European Parliament and of the Council18 . To avoid double counting, carbon removals units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism cannot entail the generation of negative emissions or the of obtaining allowances. It should lead to an adjustment of the allowances assigned for the purchase of carbon removals and to the carbon removals that are to be purchased, to prevent the total emission space from increasing beyond the limit implied by the integration through the purchasing programme.
	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed to compensate their own fossil emissions with domestic permanent carbon removal units generated through biogenic emissions capture with carbon storage (BioCCS), direct air capture with carbon storage (DACCS), or other methods certified as permanent carbon removals under Regulation (EU) 2024/3012 of the European Parliament and of the Council18. Such units may be generated by those operators or purchased from other providers. Additional methods should become eligible once a corresponding methodology for their certification as permanent carbon removals has been established under that Regulation. To avoid double counting, units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism should not result in a negative emissions balance for compliant purposes or confer an entitlement to allowances. It should lead to a corresponding adjustment of the allowances assigned for the purchase of carbon removals and of the quantity of removals to be purchased, to prevent the total emission space from increasing beyond the limit implied by integration through the purchasing programme.

	__________________
	__________________

	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).

	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
Makes CRCF-certified permanent removals eligible across technologies, while retaining explicit references to BioCCS and DACCS.
</Amend>
<Amend>Amendment		<NumAm>255</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 34</Article>
	

	Text proposed by the Commission
	Amendment

	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed to compensate their own fossil emissions with their biogenic CO2 emissions captured and permanently stored, which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent biogenic emissions capture with carbon storage (BioCCS) removals established under Regulation (EU) 2024/3012 of the European Parliament and of the Council18 . To avoid double counting, carbon removals units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism cannot entail the generation of negative emissions or the of obtaining allowances. It should lead to an adjustment of the allowances assigned for the purchase of carbon removals and to the carbon removals that are to be purchased, to prevent the total emission space from increasing beyond the limit implied by the integration through the purchasing programme.
	(34)	To facilitate the use of permanent carbon removals by operators and encourage the deployment of breakthrough technologies, operators should be permitted to compensate their fossil emissions with CO2 captured directly from the ambient air and permanently stored (DACCS). These removals must be certified as permanent atmospheric carbon removal units in accordance with the methodologies for direct air capture with permanent carbon storage established under Regulation (EU) 2024/3012 of the European Parliament and of the Council. To avoid double counting, DACCS units used for compliance should be permanently cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012. Because these DACCS units are integrated under the Union-wide cap set out in Article 9 of Directive 2003/87/EC, their surrender directly offsets fossil emissions without increasing the overall emission space of the EU ETS.

	__________________
	__________________

	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).

	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>256</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Yvan Verougstraete, Anna Stürgkh</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 34</Article>
	

	Text proposed by the Commission
	Amendment

	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed to compensate their own fossil emissions with their biogenic CO2 emissions captured and permanently stored, which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent biogenic emissions capture with carbon storage (BioCCS) removals established under Regulation (EU) 2024/3012 of the European Parliament and of the Council18 . To avoid double counting, carbon removals units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism cannot entail the generation of negative emissions or the of obtaining allowances. It should lead to an adjustment of the allowances assigned for the purchase of carbon removals and to the carbon removals that are to be purchased, to prevent the total emission space from increasing beyond the limit implied by the integration through the purchasing programme.
	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed, up to a certain amount, to compensate fossil emissions with BioCCS captured and permanently stored, which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent biogenic emissions capture with carbon storage (BioCCS) removals, or direct air capture units (DACCS), established under Regulation (EU) 2024/3012 of the European Parliament and of the Council18 . To avoid double counting, carbon removals units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism cannot entail the generation of negative emissions or the of obtaining allowances. It should lead to an adjustment of the allowances assigned for the purchase of carbon removals and to the carbon removals that are to be purchased, to prevent the total emission space from increasing beyond the limit implied by the integration through the purchasing programme.

	__________________
	__________________

	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).

	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>257</NumAm>
<RepeatBlock-By><Members>Andrea Wechsler, Norbert Herhammer, Verena Mertens, Sabine Verheyen, Marie-Sophie Christ, Eva Maydell, Christian Ehler, Angelika Niebler</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 34</Article>
	

	Text proposed by the Commission
	Amendment

	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed to compensate their own fossil emissions with their biogenic CO2 emissions captured and permanently stored, which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent biogenic emissions capture with carbon storage (BioCCS) removals established under Regulation (EU) 2024/3012 of the European Parliament and of the Council18 . To avoid double counting, carbon removals units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism cannot entail the generation of negative emissions or the of obtaining allowances. It should lead to an adjustment of the allowances assigned for the purchase of carbon removals and to the carbon removals that are to be purchased, to prevent the total emission space from increasing beyond the limit implied by the integration through the purchasing programme.
	(34)	To facilitate the use of permanent carbon removals by operators, shipping companies and aircraft operators, these should be allowed to compensate their own fossil emissions with their biogenic CO2 emissions captured and permanently stored, and DACCS activities, which are certified as permanent carbon removal units in accordance with the methodologies for the certification of domestic permanent biogenic emissions capture with carbon storage (BioCCS) removals established under Regulation (EU) 2024/3012 of the European Parliament and of the Council18 . To avoid double counting, carbon removals units used for the purpose of compensating own emissions should be cancelled from the Union Registry provided for in Article 12 of Regulation (EU) 2024/3012 of the European Parliament and of the Council19 . This compensation mechanism cannot entail the generation of negative emissions or the of obtaining allowances. It should lead to an adjustment of the allowances assigned for the purchase of carbon removals and to the carbon removals that are to be purchased, to prevent the total emission space from increasing beyond the limit implied by the integration through the purchasing programme.

	__________________
	__________________

	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	18 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (OJ L, 2024/3012, ELI: http://data.europa.eu/eli/reg/2024/3012/oj).

	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).
	19 Regulation (EU) 2024/3012 of the European Parliament and of the Council of 27 November 2024 establishing a Union certification framework for permanent carbon removals, carbon farming and carbon storage in products (ELI: http://data.europa.eu/eli/reg/2024/3012/oj).


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
The amendment broadens the options available to operators, shipping companies and aircraft operators for compensating their own fossil emissions by explicitly including DACCS alongside BioCCS. Where DACCS removals meet the applicable certification, permanence and registry requirements, there is no reason to exclude them from the own-use mechanism. This strengthens technology neutrality, supports the scale-up of permanent carbon removal solutions and gives regulated entities greater flexibility, while the cancellation requirement in the Union Registry continues to prevent double counting and preserves the environmental integrity of the EU ETS.
</Amend>
<Amend>Amendment		<NumAm>258</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 35</Article>
	

	Text proposed by the Commission
	Amendment

	(35)	All adjustments to the cap set out in Article 9, as well the amount of domestic permanent carbon removals to be integrated, should take into account the emissions of the EEA and the European Free Trade Association.
	(35)	All adjustments to the cap set out in Article 9 should take into account the emissions of the EEA and the European Free Trade Association.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>259</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 35</Article>
	

	Text proposed by the Commission
	Amendment

	(35)	All adjustments to the cap set out in Article 9, as well the amount of domestic permanent carbon removals to be integrated, should take into account the emissions of the EEA and the European Free Trade Association.
	(35)	All adjustments to the cap set out in Article 9 should take into account the emissions of the EEA and the European Free Trade Association.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>260</NumAm>
<RepeatBlock-By><Members>Heléne Fritzon</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 35</Article>
	

	Text proposed by the Commission
	Amendment

	(35)	All adjustments to the cap set out in Article 9, as well the amount of domestic permanent carbon removals to be integrated, should take into account the emissions of the EEA and the European Free Trade Association.
	(35)	All adjustments to the cap set out in Article 9 should take into account the emissions of the EEA and the European Free Trade Association.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>261</NumAm>
<RepeatBlock-By><Members>Nicola Procaccini, Pietro Fiocchi, Michele Picaro, Sergio Berlato, Stefano Cavedagna, Paolo Inselvini, Antonella Sberna, Alexandr Vondra, Sander Smit, Alessandro Ciriani, Carlo Fidanza, Carlo Ciccioli, Giovanni Crosetto, Elena Donazzan, Alberico Gambino, Chiara Gemma, Lara Magoni, Mario Mantovani, Giuseppe Milazzo, Denis Nesci, Daniele Polato, Ruggero Razza, Marco Squarta, Francesco Torselli, Francesco Ventola, Mariateresa Vivaldini</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 35 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(35a)	Article 29a of Directive 2003/87/EC has never been activated since its introduction, the trigger being measured against a rolling two-year average which moves away as prices rise. It should be replaced by a mechanism which is automatic, rules-based and non-discretionary, operating exclusively through the quantities of allowances made available at auction and the timing at which they are made available. That mechanism does not set, guarantee or administer a price for allowances, does not create allowances in addition to the Union-wide quantity determined in accordance with Article 9, and does not increase the greenhouse gas emissions budget of the Union, any allowances released in addition to the Union-wide quantity being matched by the purchase and cancellation of an equivalent quantity of high-quality international credits. It is accordingly a measure of environmental policy within the meaning of Article 192(1) TFEU and does not constitute a provision primarily of a fiscal nature within the meaning of Article 192(2), point (a), thereof.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
A recital is the first instrument of interpretation available to the legal services and to the Court, and this one states the character of the mechanism in the terms that determine the applicable legal basis. It is the principal defence against re-characterisation under Article 192(2), point (a), TFEU, and for that reason it states the negative propositions — no price is set, no allowance is created beyond the cap, the cumulative quantity is unchanged — rather than merely describing the mechanism.
</Amend>
<Amend>Amendment		<NumAm>262</NumAm>
<RepeatBlock-By><Members>Niels Flemming Hansen, Liesbet Sommen, Pascal Arimont</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 36</Article>
	

	Text proposed by the Commission
	Amendment

	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund. Therefore, the Commission should examine the possible contribution of nature-based solutions and carbon farming to permanent removals in the context of the review of this Directive.
	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>263</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 36</Article>
	

	Text proposed by the Commission
	Amendment

	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund. Therefore, the Commission should examine the possible contribution of nature-based solutions and carbon farming to permanent removals in the context of the review of this Directive.
	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>264</NumAm>
<RepeatBlock-By><Members>Katri Kulmuni</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 36</Article>
	

	Text proposed by the Commission
	Amendment

	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund. Therefore, the Commission should examine the possible contribution of nature-based solutions and carbon farming to permanent removals in the context of the review of this Directive.
	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
Nature-based solutions play an important role in climate policy and biodiversity protection. However, they should not be considered for future integration into the EU ETS. Nature-based removals differ fundamentally from permanent removals in permanence, monitoring and reversal risks. References to their future integration could create uncertainty and undermine the ETS’s environmental integrity and credibility. Therefore, such references should be deleted.
</Amend>
<Amend>Amendment		<NumAm>265</NumAm>
<RepeatBlock-By><Members>Jessica Polfjärd</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 36</Article>
	

	Text proposed by the Commission
	Amendment

	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund. Therefore, the Commission should examine the possible contribution of nature-based solutions and carbon farming to permanent removals in the context of the review of this Directive.
	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund.


Or. <Original>{EN}en</Original>
<TitreJust>Justification</TitreJust>
Nature-based solutions play an important role in climate policy and biodiversity protection but differ fundamentally from permanent carbon removals in permanence, monitoring and reversal risks. Referring to their potential integration into the EU ETS could create uncertainty and undermine the system’s environmental integrity and credibility. Such references should therefore be deleted.
</Amend>
<Amend>Amendment		<NumAm>266</NumAm>
<RepeatBlock-By><Members>Emma Wiesner, Yvan Verougstraete, Sigrid Friis, Gerben-Jan Gerbrandy, Anna Stürgkh, Katri Kulmuni</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 36</Article>
	

	Text proposed by the Commission
	Amendment

	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund. Therefore, the Commission should examine the possible contribution of nature-based solutions and carbon farming to permanent removals in the context of the review of this Directive.
	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. Temporary carbon removals or natural carbon sinks of a temporary nature where carbon storage cannot be ensured permanently should be fully excluded from the scope of the EU ETS.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>267</NumAm>
<RepeatBlock-By><Members>Michael Bloss</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 36</Article>
	

	Text proposed by the Commission
	Amendment

	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. The CRCF Regulation provides for high-integrity transparency as regards the duration of carbon storage because carbon is only considered stored as long as the activity is monitored and subject to appropriate liability rules. To consider carbon storage from nature-based solutions as permanent, it will be necessary that sufficiently long-term monitoring of a carbon farming activity is ensured and that any liability for future reversals is taken on appropriately through enforceable financial, institutional, and contractual mechanisms, such as a permanence fund. Therefore, the Commission should examine the possible contribution of nature-based solutions and carbon farming to permanent removals in the context of the review of this Directive.
	(36)	Regulation (EU) 2024/3012 of the European Parliament and of the Council establishes a framework to certify carbon removals, carbon storage in products, and carbon farming in the Union. However, the CRCF Regulation does not take into account the indirect land use change emissions nor includes safeguards for ensuring that the products do not pose risks for water quality and bio-diversity. Furthermore, as the monitoring is only required for five years after the agricultural activity periods for carbon sequestration, it is not possible to ensure the permanence of achieved carbon sequestration. Consequently, the CRCF does not constitute an adequate reference for defining the permanence of a carbon removal method. Nature-based solutions and carbon farming should not be included in the EU ETS, neither within the context of this nor within a future review of this Directive.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>268</NumAm>
<RepeatBlock-By><Members>Li Andersson, Jonas Sjöstedt, Per Clausen</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 36 a (new)</Article>
	

	Text proposed by the Commission
	Amendment

	
	(36a)	Biochar does not constitute a genuine atmospheric carbon removal, as it merely shifts carbon between terrestrial/biogenic pools. It lacks long-term permanence, suffers from monitoring gaps, and risks driving unsustainable biomass harvesting, further degrading the Union's fragile land carbon sink thereby cancelling any possible climate benefit. Depending on its production process and feedstock, biochar could contain high levels of toxic contaminants such as polycyclic aromatised hydrocarbons (PAHs) or heavy metals, and its interaction with soil depends on the properties of the latter. It is therefore important that its use is excluded in relation to the integration of permanent carbon removals in the EU ETS.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>269</NumAm>
<RepeatBlock-By><Members>Mohammed Chahim</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 37</Article>
	

	Text proposed by the Commission
	Amendment

	(37)	The EU ETS is a meaningful tool for climate financing. Since 2013, it has generated substantial revenues, the majority of which are allocated to Member States, and it has allocated free allowances of equally substantial value. To fully realise its potential, the revenues from the ETS must be deployed strategically to accelerate decarbonisation and thus bolster industrial competitiveness. While Member States have been required since June 2023 to allocate all ETS revenues to climate and energy purposes and to ensure transparency, current spending patterns reveal shortcomings. Critical areas, such as industrial decarbonisation—which accounts for a major share of EU emissions—receive disproportionately low funding, as do other areas that are essential for decarbonisation. Furthermore, some investments risk undermining climate neutrality by perpetuating dependencies on carbon-intensive technologies, thereby creating long-term lock-in effects.
	(37)	The EU ETS is a meaningful tool for climate financing. Since 2013, EU ETS auctions have raised over €258 billion in revenue, of which €193 billion has been transferred directly to Member State budgets. In 2025 alone, ETS revenues exceeded €43 billion, with approximately €24 billion destined to Member States. Free allowances of equally substantial value have also been allocated. To fully realise its potential, the revenues from the ETS must be deployed strategically to accelerate decarbonisation and thus bolster industrial competitiveness. While Member States have been required since June 2023 to allocate all ETS revenues to climate and energy purposes and to ensure transparency, current spending patterns reveal serious shortcomings. Almost half of Member States do not trace ETS revenues separately but channel them directly into general budgets, making it impossible to verify compliance or provide citizens with meaningful transparency on how carbon pricing revenues are spent. Critical areas, such as industrial decarbonisation—which accounts for a major share of EU emissions—receive disproportionately low funding, as do other areas that are essential for decarbonisation. Furthermore, some investments risk undermining climate neutrality by perpetuating dependencies on carbon-intensive technologies, thereby creating long-term lock-in effects. Greater transparency, traceability and public accountability in the use of ETS revenues are therefore of paramount importance, both to maintain public trust in carbon pricing as an instrument and to ensure that ETS revenues contribute effectively to the decarbonisation of the Union economy. To that end, Member States should present national climate and industrial decarbonisation plans setting out in a verifiable manner how they intend to allocate ETS revenues, the specific policies and investment programmes they intend to pursue, and the expected contribution to Union climate objectives. The Commission should assess those plans and monitor their implementation, with a view to ensuring that revenues are fully directed to climate purposes and to taking corrective measures where Member States persistently fail to meet their obligations.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>270</NumAm>
<RepeatBlock-By><Members>Annalisa Corrado, Alessandra Moretti, Irene Tinagli, Giorgio Gori</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 37</Article>
	

	Text proposed by the Commission
	Amendment

	(37)	The EU ETS is a meaningful tool for climate financing. Since 2013, it has generated substantial revenues, the majority of which are allocated to Member States, and it has allocated free allowances of equally substantial value. To fully realise its potential, the revenues from the ETS must be deployed strategically to accelerate decarbonisation and thus bolster industrial competitiveness. While Member States have been required since June 2023 to allocate all ETS revenues to climate and energy purposes and to ensure transparency, current spending patterns reveal shortcomings. Critical areas, such as industrial decarbonisation—which accounts for a major share of EU emissions—receive disproportionately low funding, as do other areas that are essential for decarbonisation. Furthermore, some investments risk undermining climate neutrality by perpetuating dependencies on carbon-intensive technologies, thereby creating long-term lock-in effects.
	(37)	The EU ETS is a meaningful tool for climate financing. Since 2013, EU ETS auctions have raised over €258 billion in revenue, of which €193 billion has been transferred directly to Member State budgets. In 2025 alone, ETS revenues exceeded €43 billion, with approximately €24 billion destined to Member States. Free allowances of equally substantial value have also been allocated. To fully realise its potential, the revenues from the ETS must be deployed strategically to accelerate decarbonisation and thus bolster industrial competitiveness. While Member States have been required since June 2023 to allocate all ETS revenues to climate and energy purposes and to ensure transparency, current spending patterns reveal serious shortcomings. Almost half of Member States do not trace ETS revenues separately but channel them directly into general budgets, making it impossible to verify compliance or provide citizens with meaningful transparency on how carbon pricing revenues are spent. Critical areas, such as industrial decarbonisation—which accounts for a major share of EU emissions—receive disproportionately low funding, as do other areas that are essential for decarbonisation. Furthermore, some investments risk undermining climate neutrality by perpetuating dependencies on carbon-intensive technologies, thereby creating long-term lock-in effects. Greater transparency, traceability and public accountability in the use of ETS revenues are therefore of paramount importance, both to maintain public trust in carbon pricing as an instrument and to ensure that ETS revenues contribute effectively to the decarbonisation of the Union economy. To that end, Member States should present national climate and industrial decarbonisation plans setting out in a verifiable manner how they intend to allocate ETS revenues, the specific policies and investment programmes they intend to pursue, and the expected contribution to Union climate objectives. The Commission should assess those plans and monitor their implementation, with a view to ensuring that revenues are fully directed to climate purposes and to taking corrective measures where Member States persistently fail to meet their obligations.


Or. <Original>{EN}en</Original>
</Amend>
<Amend>Amendment		<NumAm>271</NumAm>
<RepeatBlock-By><Members>Ondřej Knotek, Jana Nagyová, Antonín Staněk, Viktória Ferenc</Members>
</RepeatBlock-By>
<DocAmend>Proposal for a directive</DocAmend>
<Article>Recital 37</Article>
	

	Text proposed by the Commission
	Amendment

	(37)	The EU ETS is a meaningful tool for climate financing. Since 2013, it has generated substantial revenues, the majority of which are allocated to Member States, and it has allocated free allowances of equally substantial value. To fully realise its potential, the revenues from the ETS must be deployed strategically to accelerate decarbonisation and thus bolster industrial competitiveness. While Member States have been required since June 2023 to allocate all ETS revenues to climate and energy purposes and to ensure transparency, current spending patterns reveal shortcomings. Critical areas, such as industrial decarbonisation—which accounts for a major share of EU emissions—receive disproportionately low funding, as do other areas that are essential for decarbonisation. Furthermore, some investments risk undermining climate neutrality by perpetuating dependencies on carbon-intensive technologies, thereby creating long-term lock-in effects.
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