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Description of measure 
 
In light of the Paris agreement (2015) and initial IMO GHG Strategy (2018) it is the responsibility of both 
global and regional actors to take swift and effective action to mitigate and decrease greenhouse gas 
emissions on all sectors – including shipping.  
 
Several ports in the Baltic Sea region are currently in the process of installing Onshore Power Supply 
(OPS), both due to recent EU legislation as well as voluntary initiatives. According to the EU directive on 
Alternative Fuels Infrastructure (2014/94/EU), shore-side electricity shall be installed as a priority in ports 
of the TEN-T core network, and in other ports, by 31 December 2025, unless there is no demand and the 
costs are disproportionate to the benefits, including environmental benefits. Also the European Green 
Deal includes a proposal to make OPS mandatory, if available, when the ship is berthed. As part of an 
effort to proactively improve the availability and use of OPS, the ports of Helsinki, Stockholm, Tallinn and 
Turku signed in 2016 a Memorandum of Understanding (MoU) focusing on a common approach for OPS. 
In the MoU the ports agreed to provide newly built connections with a same joint standard voltage of 11 
kV and a frequency of 50 Hz. The MoU encourages further other ports and shipping companies to do the 
same and commit the signatories to continue the work to reduce the environmental impact of port 
operations in the Baltic Sea region. 
 
Despite the environmental advantages and recently improved availability, (OPS) electricity and other 
similar shore-based energy distribution (district heating) are currently disadvantaged alternatives to 
marine fuels in terms of pricing. OPS is today uneconomical for shipowners as ships have auxiliary 
engines on board and relative price of OPS is high.  
 
Preferential tax treatment of OPS can be considered as a specific case of energy taxation, at least for EU 
Member States. Electricity production within powerplants on the shore is potentially less polluting than 
generation on-board, naturally depending on the technologies used. The currently valid EU Energy 
Taxation Directive (2003/96/EC; ETD) does not provide for preferential treatment of OPS compared with 
that generated on-board. In fact, OPS is currently disadvantaged due to the valid taxation exemptions to 
electricity produced on board a craft as well to the marine fuel used in such generation. Nevertheless, 
derogations are possible according to Article 19 of the ETD and by 2019 four Members States have 
agreed to temporarily apply a reduced tax rate to OPS. 
 
Thus,  Baltic Sea coastal EU countries could enable lower prices by provide tax relief to OPS energy in line 
with the current practice of EU ETD exemptions by Sweden, Germany and Denmark. On the longer time 
perspective, it would be important to work for the revision of the EU ETD to permanently exempt OPS 
from energy taxation.   
 
Disregarding port investment costs, important elements of the current high price of OPS is perceived to 
be high initial mobilization fees of an OPS connection, in part due to the need to mobilise port personnel, 
as well as the price per energy unit which was higher than that of electricity generated on board ships. A 
reduction in the OPS energy price is possible to incentivise via energy taxation. In the short term, Baltic 
Sea EU Member States could apply for an exemption from energy taxes for OPS, following the approach 
already taken by Sweden, Germany and Denmark, while working for a more permanent solution via a 
revision of the 2003 EU Energy Tax Directive. 
 
 
Actions proposed 

1. HELCOM Contracting Parties to promote onshore power supply availability. 
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2. Baltic Sea EU Member States to apply for an exemption from energy taxes for OPS, following 
the approach already taken by Sweden, Germany and Denmark, while working for a more 
permanent solution via a revision of the 2003 EU Energy Tax Directive. 
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Activity:  
Transport – shipping infrastructure (harbours, ports, ship-building)  
Transport – air, including infrastructure 
Pressure: 
Input of nitrogen 
Input of other substances (e.g. synthetic substances, non-synthetic substances, radionuclides) — diffuse 
sources, point sources, atmospheric deposition, acute events 
 
Input of other substances (e.g. synthetic substances, non-synthetic substances, radionuclides) — diffuse 
sources, point sources, atmospheric deposition, acute events 
State: 
Ships’ emissions (incl. greenhouse gas emissions) 
Extent of impact: 
 
It is of common knowledge that airborne emissions have no borders. Therefore, it is the responsibility of 
both global and regional actors to take swift and effective action to mitigate and decrease various types 
of emissions, including greenhouse gas emissions on all sectors – including shipping.  
 

Effectiveness of measure 
 
Using OPS enables the ship to stop using its auxiliary engines and burning fuel while at berth. This in turn 
reduces the emissions from the ship itself to zero. It is to be noted that the overall effectiveness of this 
measure depends on the energy source used for creating the energy used by the ship through the OPS 
and therefore priority should be given to promoting OPS in ports with clean energy sources. On the other 
hand, a number of Baltic Sea cities and ports where e.g. coal power is the source of energy, are expected 
to phase in the use of more sustainable energy sources in the future.  
 
The effectiveness of the porposed measure depends also on the ship’s energy consumption while at 
berth and the duration of the ship’s port call. Therefore, priority should be given to OPS in ports where 
ships dock for relatively long times and where ships’ energy consumption during the port call is high. 
 
Reduced the emissions from ships at berth to zero will have environmental benefits, but also significant 
health effects on coastal populations, and in particular populations in port cities. This is not only through 
the resulting cleaner air, but also due to reduced noise as ships in ports have been identified as a 
significant source of noise pollution.   
Cost, cost-effectiveness of measure: 
OPS require infrastructure investments both in a port and onboard a vessel. Estimated typical investment 
of one OPS enabled berth costs approx. EUR 0.5 million for ferry/roro berth, EUR 1.5–2 million for 
container berth and EUR 3–4 million or even more for a cruise berth. Even if a standard for OPS has been 
developed and is available since 2012 and recently revised in 2019, older vessels are less likely to have 
the necessary facilities for onshore electricity connections. Vessels equipped with OPS get port fee 
reduction in ESI member ports. Even when OPS is available, and the ship has the necessary equipment 
available, there is currently an environmentally counterproductive incitement in place to use on-board 
power generation. This is because the fuel used in onboard energy production is tax-exempt. As part of 
the revision of the EU Energy Tax Directive (2003/96/EC), exemption from energy taxes for onshore 
power is under discussion at EU level.  
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Feasibility: 
The technological means for OPS are available and the measure entails mainly legal and financial 
considerations. Therefore the measure is considered to be feasible.  
 
Follow-up of measure: 
 
Number of OPS connections in the Baltic ports/piers. Meeting the global levels of ambition and emissions 
reductions agreed at IMO.  
Background material: 
 
Economic incentives to promote environmentally friendly maritime transport in the Baltic Sea region 
Traficom Research Reports 6/2020 
 
Within environmental policy, economic incentives refer to economic measures that accelerate 
improvements in the environmental performance of human activities, such as maritime transportation. 
In the maritime field, economic incentives include measures such as environmentally differentiated 
operational fees and taxes, as well as national and EU co-funding for investments in technology and 
practice. A relatively diverse palette of such economic incentives is currently available in the Baltic Sea 
region. This study provides a comprehensive overview of the existing economic incentives for maritime 
transportation in the Baltic Sea region. The aims are to estimate the impact of these incentives, to 
recognise challenges related to them, and to discover best practises. These provide material for 
considering international recommendations on economic incentives. The specific purpose of this report 
is to contribute to work within the HELCOM GREEN TEAM on the use of economic incentives in the Baltic 
Sea Region. The report is based on a comprehensive literature review and on questionnaires sent to 
national administrations, shipowners and shipowners’ associations. For shipowner respondents, the 
questionnaire was followed-up by semistructured interviews. Economic incentives to promote 
investments to improve the vessels’ environmental performance, both in new ships and retrofits to 
existing ships, were found influential in reducing the environmental impact of shipping. The 
administrations of the Baltic Sea region have established several measures to support sustainable 
maritime transport. National state aid, EU co-funding and financing tools have been relevant instruments 
and have promoted the investments into environmentally friendly technology. In addition to these 
methods, environmental taxation was found as an effective economic incentive. Financing a new ship 
appears to be a challenge for shipowners today. According to the results, various ship financing 
possibilities should be further developed to ensure the implementation of environmentally friendly 
technology in new ships. In the short term, banks in the region could be encouraged to sign agreements 
with the European Investment Bank (EIB) to facilitate access to its green ship financing instruments. 
Environmentally differentiated operational fees were not found to significantly influence the 
investments on improving the vessels’ environmental performance. Besides the low economic benefit 
compared to the magnitude of the required investments, the concept was questioned as the gain is not 
directed to the investor. The shipowner responsible for the investment may act as a tonnage provider 
and does not necessarily bear the operational fees. The findings highlight the importance of sharing of 
information and best practices on different economic incentives on a regional level and in public-private 
collaboration. The available co-funding for forerunners to invest in environmental technologies appeared 
as an important tool to lower the investment risk and to promote additional environmental investments 
beyond existing legislation. Predictable and coherent systems of economic incentives were called for and 
should be designed with a long-term perspective. 
 

References 
Economic incentives to promote environmentally friendly maritime transport in the Baltic Sea region 
Traficom Research Reports 6/2020  

https://www.traficom.fi/sites/default/files/media/publication/Economic%20incentives%20to%20promote%20environmentally%20friendly%20maritime%20transport%20in%20the%20Baltic%20Sea%20region%20by%20Finland.pdf
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