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eFTI4EU pilots

Aim of eFTI4EU pilots is to support national eFTI
implementation and to study all transport modes 
and eFTI use cases, how eFTI can be 
implemented to the existing systems. Pilots are 
used to get understanding about potential 
challenges and black spots in eFTI
implementation. 
This pilot focus on dangerous goods process and 
how current processes could be fitted to eFTI.
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National eFTI pilots – status April 2026

Finland (Traficom) has been active with eFTI pilots and originally Finland reported 6 pilots to the 
eFTI4EU project (see list below). Only one of the planned pilots has not been activated and the 
dangerous goods pilot is additional pilot. More information about Finnish pilots can be found from 
project webpages: https://efti4eu.eu/

• Small company road pilot 
• IATA OneRecord and eAWB – eFTI
• eFTI PoC
• Real Time Economy (RTE) – eFTI
• Maritime Single window (eMSW) – eFTI pilot
• Large company multimodal and multi country pilot – not started 

Dangerous goods pilot is additional pilot and the aim of it is to focus on dangerous goods and 
consignment movement data set (CMDS). CMDS was introduced in eFTI regulation via eFTI
platform IA during the summer 2025 and thus it has not been piloted before in Finland.  
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Dangerous goods pilot
The aim of Dangerous Goods (DG) pilot was to study eFTI implementation from dangerous goods transportation 
process point of view and from the Directive 2008/68/EC with link to ADR/RID/ADN. The aim was to focus on road 
transportation and basic processes of dangerous goods transportation. 

The pilot was designed to describe the process and hence raise awareness about dangerous goods and eFTI
opportunities and challenges. Real world piloting was not included to this pilot, but it was seen as an opportunity for 
further development. 

Pilot tasks:
• Analysis of current DG process and how eFTI can be integrated to the process
• Recognition of potential challenges and weaknesses of eFTI and DG process interoperability
• Expert interviews
• Description of eFTI DG process

• Process and data layer of road transportation use cases
• Special case of shortsea RORO transport (roll on, roll off)
• Use case: full truck (consignor driven) vs general cargo transport (carrier driven)

• Recommendations for future actions
• Authorities
• Economic operators (carriers and consignors)
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Pilot outcomes and deliverables

The goal of the pilot was to provide professional description and analysis of dangerous goods 
process and how it can be adapted to eFTI, with focus on road transport. The final report covers 
analysis about RORO transport and how dangerous goods transportation is managed in RORO 
shortsea transportation between Finland & Germany and Finland & Sweden. 

The pilot was divided to two mid-term reports and to this final report. Reports also worked as 
project milestones.
• First mid-term report was reported to steering group 14.1 and it included updated workplan 

and 1st draft of dangerous goods transportation process. 
• Second mid-term report was reported to steering group 19.2 and it introduced preliminary 

results and key findings, which were also shared with audience during the annual Traficom’s
dangerous goods day. 

• Final report (this report) covers all findings and a description of dangerous goods 
transportation as it is now and how eFTI adaptation could be done.

Pilot duration was 3,5 months and was implemented between mid-December 2025 and March 
2026.
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Stakeholders

The pilot was planned according to the actual dangerous goods transportation from 
Finland to Portugal, which was described by project consultants. The details and 
practical steps of the process were confirmed by interviewing the parties involved in 
the process. To verify scalability, other parties in the international transport chain 
were also interviewed.

In total, the pilot engaged shippers, consignees, carriers, shipping lines, terminal 
operators and authorities.

In total 16 organisations were interviewed for the project.

In addition to the interviewees, the work was guided by the project steering group, 
and comments were also received during the project presentations.
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eFTI and dangerous goods process
The transportation of dangerous goods is a complex process that typically 
involves several stakeholders. These stakeholders have different 
responsibilities, which are defined in regulations such as Directive 2008/68/EC.

In this pilot the process description followed actual use case, where a full truck 
load from Finland is shipped to Portugal.
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Process 
description A)

Shipper’s output:
Product information 
Quantity information 
Transport instructions 
Shipper, consignee, and carrier 
details 
Documents:
CMR for the transport company 
DGD for the shipping line 
If required:
SI for the shipping line 
Export declaration for customs

Carrier’s output:
Transport unit details (trailer) 
Carrier details 
Vehicle details 
Documents:
Transport order confirmation to 
the shipper 
VGM to the shipping line 
Dangerous goods advance 
notification to the port 

Shipping line’s output:
Transport unit details (container) 
Vessel details 
Documents:
Sea Waybill 
Vessel manifest 

Shipping line’s input:
DGD (from the shipper) 
VGM (from the carrier) 
SI (from the shipper)
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Process 
description B)

DGD

Sender Information
Consignee Information

Product Information
Quantity Information

CMR

Container 
information

Trailer Information
Vehicle Information

Schedule Information

Vessel Information
Container Information

Route Information
Shipping Schedule

Fleet 
information

VGM

DG prenotification

Terminal notification
Vessel manifest

Sea waybill

From the eFTI perspective
The required data could be compiled from the transport company’s system. The transport status can be monitored through 
various checkpoints, for example: transport ordered, accepted for transport, arrived at the port, delivered at the port, loaded onto 
the vessel, vessel departed, vessel arrived, unloaded from the vessel, released for onward transport, delivered to the recipient
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‹

Road transportation

Maritime transport

Road transport

Maritime 
transport 

order Manifest

CMR

Port pre-notification

DGD

Sea Waybill

Arrival 
notification

CMR

As the process progresses, data comes 
from the previous stage's systems.
eFTI would enable the use of primary 
data, so that only data produced at the 
processing step would augment the 
information content. N.b. requires B2B 
data exchange.
This would have a significant impact on data 
quality and operational efficiency.

The process is structurally the same, even if a freight forwarder 
were to produce it. (blue frame)

For the customer, visibility into the progress of the process may 
be better (status tracking from a single location), but the process 
still involves manual data transfer and the transmission of the 
same information content to several parties.

Visibility to the authorities is the same as in the chain organized 
by the customer themselves.

Notification

Document

Event

Forwarder

Currently, the same information 
content is transmitted from different 
sources through separate notices and 
documents to multiple destinations 
using different methods.  Good 
opportunity to streamline the data 
exchange processes.

Transport 
order
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• The data content of the CMR is defined. However, the data content of the transport order is not standardized and the transport order is 
based on preliminary information.

• The ERP systems used by transport companies differ, and the functions of in-vehicle terminals vary between systems. Hence, there is 
no standard system or information. 

• Typically, the driver receives information from the system on the in-vehicle terminal, and this information is based on the transport order.
• In practice, the driver acknowledges an assignment that is based on preliminary information.

• A manually confirmed CMR by the driver does not necessarily link to the system’s data content other than by the CMR number. The 
manual CMR is only connected to the assignment at the invoicing stage. As a result, the only usable data generated by the driver in 
the system is a timestamp indicating when the assignment (e.g., loading) has been completed.

Once the cargo has been loaded, the data becomes factual. 
Only this data is valid for the later stages of the transport chain, 
such as sea transport.
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Findings from the interviews 1/2
• Errors usually arise in the information flow of the transport operator.

• For example, the waybills differ from the actual contents of the shipment; IMO/ADR discrepancies; 
the transport operator’s booking may lack ADR/IMO information, while it is included in the waybills.

• A booking reference from the shipping line is required for access to the port.
• Different ports have many varying practices.

• Interface definitions for integrations should be harmonised.

• Terminal notification practices vary depending on the operator and port.

• VGM (Verified Gross Mass) – there are different operating models: when are the actual weights 
required, or is the ordered quantity accepted?

• In other words, is consistency checked against export documents?
• Combining Intrastat data without factual information is questionable.

• Supporting documents, such as certificates of origin
• How are supporting documents attached in the eFTI process?
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Findings from the interviews 2/2
• Documents prepared on behalf of the consignor (e.g. CMR or DGD, VGM submission). 

• The responsibility lies with the consignor, but the actual data source and submitter may be the 
transport operator.

• To what level of accuracy is VGM information required, for example, in vessel stowage planning?

• IMDG checks at the booking stage are based on the shipping line’s own practices.

• A factor slowing down integrations is the grate number of systems and practices, as well as their 
differences. 

• For example, if the consignor manages the transport chain, from their perspective integrations 
would need to be made with, for instance, three ports, four shipping lines, and several transport 
operators.

• Delays in sending and processing documentation, as well as errors in documents, are common.
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General findings
• The actual data content of the CMR should be transmitted as such throughout the transport chain. Is this 

realistic without eFTI?

• The transmission of information along the transport chain works with current methods (manually via email 
or paper, semi-manually via, for example, a web user portal, or through direct integration), but the data 
does not flow bidirectionally. Updates made later in the transport chain are not transmitted backwards. For 
example, a change of transport equipment is not communicated to the sender.

• Dynamic information related to sea transport is, in practice, information produced by the shipping line 
about the vessel, where the transport unit has been loaded. Information about the sea transport leg would 
be available, but it is a separate part of the process and hence in many cases, it is also handled separately 
starting from the order stage.
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Recommendations
• Data transfer between companies and systems is often manual; increasing electronic 

data exchange would bring significant savings and improve reliability.
• More collaboration with the industry is recommend, so that industry actors realise 

the benefits and capabilities.

• Port pre-notification and pre-enquiry practices should be standardized.
• Pre-notification data could be used to build national situational awareness system 

for ports and their dangerous goods volumes on daily level.
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information provided “as is” and no guarantee or warranty is given that the information is fit for any particular purpose.
The user of the information uses it as its sole risk and liability.
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