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Executive Summary 
 

The abolition of rebates for red diesel will have a significant impact 

on the UK ports sector – a highly competitive and highly productive 

industry that is critical to the UK economy.  

The planned changes will not meet their 

stated aim of reducing emissions as there are 

no viable electric alternatives that can meet 

the demands of port operations on the 

market. Fuel is already a significant expense 

for UK ports and there is already an incentive 

to minimise its use through efficiencies and 

other means. Even if there were a market for 

electric alternatives to diesel NRMM, 

switching within two years is not feasible 

given the costs and the equipment lifespans.  

We are also concerned that these changes will 

erode efforts to encourage more freight to be moved by sea. Shipping is 

the most efficient way to move freight and making it less competitive 

by increasing costs so dramatically risks ‘reverse’ modal shift. 

Ports have indicated that they are likely to pass on the costs through a 

variety of means – up the chain in port tariffs and down the chain in 

cranage and other terminal fees, affecting price sensitive industries. 
 

 

We urge Government to delay the abolition of this relief for port 

operators until at least 2030. If the abolition goes ahead, a phased 

approach is urgently needed and low emission diesels should continue 

to be eligible. Either way, support for transition from Government 

would be welcome.  

Forklifts 

Harbour Cranes 

Reach Stackers, Straddle 
Carriers 

Tugmasters and Tractors 

Loaders and Shovels 
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The UK Ports Industry 
 

 

The British Ports Association (BPA) represents the interests of over 100 

port and terminal members. Together, our members own and operate 

approximately 400 ports, terminals and port facilities, accounting for 

86% of UK port tonnage. 

We have undertaken a survey of our members into the expected impact 

of changes to the tax treatment of red diesel. We have spoken to some 

ports in more depth to understand the impacts on particular types of 

ports. 

This paper constitutes our response on behalf of the industry but does 

not prejudice any individual responses made by our members. 

 

 

The UK ports industry is diverse, independent and competitive. It is the 

second largest in Europe, handling 95% of UK trade, almost 500 million 

tonnes of freight and over 60 million international and domestic 

passenger journeys each year.  

The industry contributes £29.0 billion in business turnover and £9.7 

billion in GVA to the UK economy annually as well as 115,000 jobs. Each 

year the industry contributes approximately £2 billion to the Exchequer 

and invests around £600 million in infrastructure. The aggregate impacts 
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are much higher: it is estimated that the ports industry helped to 

support a total of £70.0 billion in turnover, 822,000 jobs and £10.8 

billion through the compensation of employees in 2017. 

The competitive nature of the UK ports industry is the result of 

Government policy designed to deliver private investment and an 

efficient logistics industry. Ports compete with others in the UK and 

Europe on the quality of their infrastructure and quality of service, as 

well as other areas largely outside of their control such as location and 

hinterland connectivity. 

The success of Government policy over the last three decades is evident 

in the thriving sector that efficiently services a wide range of sectors 

and is an enabler of trade – 95% of which passes through UK ports. This 

success has been built on a stable policy platform and close working 

between Government(s) and the industry. Sudden changes to key pillars 

of policy, such as this change to the tax treatment of a fuel widely used 

to power equipment in the sector is unwelcome and threatens 

productivity and investment. The sector has welcomed interest from 

Government in supporting ports to become hubs or wider logistical and 

economic activities, for example through its freeports programme. The 

sector is also collaborating with Government on decarbonisation and has 

welcomed the Government’s clean maritime plan, establishment of the 

Clean Maritime Council and the Government’s wider net zero ambitions. 

 

 

The ports industry has been working closely with UK Governments on 

reducing emissions. Whilst tax and regulation have a role to play in 

helping reduce emissions, to be effective this must be introduced with 

a long-enough lead time to allow industry to plan future investment in 

plant and equipment.  

Almost all major ports in England are currently preparing air quality 

strategies. This is a voluntary measure agreed by industry and guidance 

has been published by Government as part of the Clean Air Strategy on 

the understanding that regulation may follow should these not prove 

effective. This work is a good example of how collaboration and 

engagement between industry and Government has led to concrete 
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action being taken to reduce emissions. Whilst we understand the 

urgency of the Government’s emissions reductions plans and other 

pressures that have led to the abolition of rebates for diesel for NRMM, 

we do not believe it will be effective and would urge a more holistic 

approach that involves ports and considers unintended consequences 

and wider impacts of the removal of rebates.  

As a direct result of work to reduce emissions, some ports have made 

moves towards more low-emission diesels – in most cases an option that 

will not be commercially viable should the overall cost of diesel rise 

significantly. 

We are open to exploring how industry and Government can work more 

closely together to meet shared aims around emissions reductions. The 

BPA is represented on the Government’s Clean Maritime Council and can 

facilitate joint work in this area. In our view, phasing out rebates for 

fossil fuels needs a longer timeframe and support from Government for 

energy infrastructure and potentially for direct or indirect assistance 

with assets that may need replacing before the end of their intended 

lifecycle.  
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A Lack of Viable Alternatives 
 

The abolition of tax relief on diesel for NRMM will not incentivise a shift 

to electric alternatives due to several significant barriers to electrifying 

port operations. Foremost amongst these is a lack of a mature market 

for most types of equipment with available alternatives often not able 

to meet port needs. There is often simply no realistic alternative and 

that will not change by 2022.  

The market for electric NRMM is many years behind the electric vehicles 

market. Illustrated in Annex B are several examples of UK port operators 

investing in electric vehicles for use in their terminals. In some cases, 

this has necessitated upgrades to energy infrastructure. Ports have a 

good record of investing to lower emissions where there is a viable 

alternative (see Annex B). We do not believe that this change to taxation 

will drive change in the electrification of port NRMM as the market is 

global and the UK is a relatively small part of it. 

 

 

The planned changes to red diesel will affect a wide range of plant and 

equipment in UK ports, including harbour cranes, forklifts, reach 

stackers and terminal tractors, all of which are critical to cargo 

operations. We have included a summary of impacts on each type of 

non-road mobile machinery typically found in ports in Annex A. We 

understand that harbour vessels will not be materially affected as they 

will be eligible for marine voyage relief.  
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The consultation document states that “more expensive diesel should 

provide businesses with a much stronger incentive to improve the energy 

efficiency of their vehicles and machinery, look for more 

environmentally friendly alternatives, or just use less fuel.”  

Cost is a primary factor in investment decisions for ports, but given the 

critical role that this plant and equipment play in ensuring a port can 

operate efficiently, alternatives must be proven and be able to operate 

to the same standards as diesel equipment. 

 

 

The UK ports industry is highly competitive. Whilst exact amounts differ 

from port to port, fuel costs are already a significant business cost to 

the industry. One large operator told us it is their second highest 

expense after payroll and that is likely to be the case for many ports. 

As a significant existing cost, there is already an incentive for ports to 

find efficiencies in their operations, simultaneously reducing emissions 

and reducing operating costs. As evidenced in Annex B, there is already 

a large amount of activity underway in the industry to reduce emissions. 

Electrifying port equipment is just one of many ways to reduce 

emissions. Ports are investing in more efficient equipment, energy 

saving technology and processes, hybrid plant and equipment, and new 

ultra-low emission forms of diesel.  

If viable electric alternatives were widely available and able to compete 

with diesel equipment, it is likely there would already have been a 

significant shift. 
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Our members’ experience when considering investment in electric 

alternatives to diesel NRMM – where they do exist – is overwhelmingly 

one where costs are significantly higher, equipment less productive (as 

charging time reduces their availability to work), and in many cases 

unable to operate at the necessary or comparable levels. 

Desk research undertaken by the BPA on the market for electric NRMM 

found that there are stark differences in prices – up to 88% more 

expensive in broadly like-for-like capabilities for new forklifts. Larger 

equipment such as reach stackers and harbour cranes tend to be more 

bespoke and therefore it is harder to quantify additional costs, but they 

are substantial. Our members tell us that in many cases, larger 

electrified port equipment such as heavy-lift cranes that meet the 

power needs of multi-use port operations simply does not exist. For 

equipment where there is a small market for alternatives, such as 

smaller harbour cranes or cargo-handling machinery, there are several 

barriers to adoption including a very limited choice, high costs and a 

lack of energy infrastructure to support them. 

 

 

Whilst it can be difficult to find directly comparable versions of electric 

NRMM, they are consistently far more expensive, by 40-90% than diesel 

counterparts when we compared forklift options. Forklifts are at the 

smaller end of the NRMM found in some ports and has the most well-

developed electric market.  

Electric forklift options are consistently far more expensive than their 

diesel counterparts, yet do not reach the same standard in terms of 

performance. Ports often require forklifts that can lift in excess of 28 

tonnes, which electric forklifts on the market currently do not cater for.  

Similar comparisons for larger pieces of NRMM are harder to make as the 

market is less well developed, which is itself a significant issue for 

industry. Indeed, even forklifts – the NRMM with more electrified 
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alternatives than any other – finding heavy capacity examples was 

difficult.  

One port currently making significant investment in efforts to become 

net-zero emissions recently purchased new diesel 5-tonne forklifts as 

electric forklifts were not available at that capacity, but is fuelling them 

with low emission diesel. 

 

 

Not only is the cost significantly greater, electric equipment also 

performs at a far less efficient level than current diesel alternatives; 

the shortest charge time we found for electric forklifts was 80 minutes 

(though often was more than a few hours), while diesel refuelling is 

almost instantaneous.  

Ports that have trialled electric NRMM tell us that having to charge 

equipment reduces their productivity. If purchased at scale, ports may 

have to invest in additional equipment to cover charging times. This 

means that each piece of kit is approximately 20% less productive. 

Many ports operate 24 hours a day, meaning that charging must take 

place whilst operations continue. Even ports that do not operate 

continuously report that electric equipment they have looked at would 

not last for a full working day. This means that ports must invest in more 

equipment – up to twice as much in some cases – to avoid a drop in 

productivity whilst charging takes place. Given that grid produced 

electricity is not ‘zero emission’ at source and loses 40% of its power 

during transmission/distribution, it is not even particularly efficient or 

‘green’.  

Due to the under-developed market for electric-powered NRMM, even if 

certain electric plant equipment is available, in the event of a 

breakdown, affordable repairs and swift replacement of parts cannot be 

guaranteed.  Poor availability of replacement parts will mean the 

downtime for repairs is extended and the productivity of electric NRMM 

is further reduced. Not only is the initial cost of purchasing this 

equipment higher than diesel counterparts but this cost disparity 

continues long after the initial purchase. 
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Many pieces of port NRMM are highly-specialised, often to the needs of 

an individual port or terminal. There are approximately 125 cargo 

handling ports in the UK, meaning the UK market is relatively small. The 

UK ports market is not big enough to stimulate enough demand to 

encourage the main manufacturers of specialised equipment to 

accelerate the development of alternatives. The market is therefore not 

necessarily sizeable enough for an increase in demand to stimulate 

greater supply in this case.  

Even where there is a larger generic market – for example with forklifts 

– ports tell us that they are not available at the necessary specification 

for heavy duty port work. 

 

 

The ports industry has been operating diesel-powered plant and 

machinery for decades. Fuel costs including reduced duty rates have 

long been factored into the operating models of the industry. The lead 

time for purchasing a new crane is 12-24 months.1 

Life cycles for different pieces of NRMM will vary, 

but it is usually measured in decades. Many ports 

will have hire purchase contracts for specialist 

machinery that were entered into before the 2020 

Budget. These vary in length but terminals 

reported typical lengths of six years for some 

agreements. 

We recognise that port electrification is important, 

and the industry is taking steps in a number of 

areas to reduce emissions from operations as well 

as from customers and tenants. The barriers we 

 
1 Kalmar: https://www.kalmarglobal.com/4a6045/globalassets/services/crane-
upgrades/brochures/kalmar_wp_services_crane-upgrades_a-longer-life-for-your-port-
cranes_web.pdf  

Typical Lifespans of 
Selected Port NRMM 

New 

Crane 20-30 years 
Loading Shovel 10 years 
Forklift 6 years 
Refurbished 

Crane 10-15 years 
Loading Shovel 6 years 
Forklift 4-5 years 
 
Source: BPA member 

 

 

• Crane:  

https://www.kalmarglobal.com/4a6045/globalassets/services/crane-upgrades/brochures/kalmar_wp_services_crane-upgrades_a-longer-life-for-your-port-cranes_web.pdf
https://www.kalmarglobal.com/4a6045/globalassets/services/crane-upgrades/brochures/kalmar_wp_services_crane-upgrades_a-longer-life-for-your-port-cranes_web.pdf
https://www.kalmarglobal.com/4a6045/globalassets/services/crane-upgrades/brochures/kalmar_wp_services_crane-upgrades_a-longer-life-for-your-port-cranes_web.pdf
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have identified in this document are not insurmountable, given time, 

but tackling them within two years is not feasible for any port.  

Significant additional costs are inevitable for the industry if these 

changes come into effect in 2022. We deal with what that means in the 

next section. 

 

 

Energy distribution networks are not equipped to cope with widespread 

electrification of port equipment.  

Research by the BPA earlier this year found that 70% of UK ports in 

England are in areas where the electricity grid is at or near capacity.  

Earlier this year the BPA looked into barriers to the provision of shore 

power to ships in UK ports.2 One of the most significant barriers reported 

by many ports was a lack of capacity in their local energy network. 

Whilst the energy demands from large ships are generally many times 

higher than port NRMM, many ports have told us that their local 

electricity grid does not have capacity for charging or powering NRMM. 

The costs of upgrading electrical capacity in a port or terminal falls on 

the port operator and vary wildly, but it is not uncommon for costs to 

run to millions and the process can be lengthy. One port we spoke to 

when preparing this response told us that the cost of upgrading their 

energy networks to accommodate a number of 400kW electric cranes 

would match the cost of a new crane itself. 

The average piece of plant equipment at a port uses 50kW for a minimum 

of 8 hours a day. A typical harbour crane might use 400kW, although 

again the power requirement will vary as widely as the specification of 

the individual crane. Most ports with have multiple cranes and terminals 

report that the capital costs for electricity network upgrades usually 

necessary to power an electric crane would run into millions. For larger 

ports, there are typically 50-150 pieces of plant equipment used in daily 

operations. Should a fleet of electric machinery come into use, this 

 
2 British Ports Association - Reducing emissions from shipping in ports: examining the barriers to 
shore power 
https://www.britishports.org.uk/system/files/documents/bpa_shore_power_paper_may_2020.pdf  

https://www.britishports.org.uk/system/files/documents/bpa_shore_power_paper_may_2020.pdf
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sudden demand for electricity simply could not be supported by the local 

grid without overloading the network. Our research into barriers to shore 

power (for vessels at berth) found that it often takes years for electrical 

distribution and transmission network upgrades to be planned and 

delivered. One port told us that adding 1MVA of electrical capacity to 

their terminal took three years from start to finish. 

This barrier is compounded by the fact that UK electricity prices are 

amongst the highest in Europe. BPA research in May 2020 found that UK 

businesses pay 10.96 pence per kilowatt hour, although some of our 

members tell us that they pay 20%+ more than this during daytime hours. 

This puts operators at a continuing disadvantage to European 

competitors. 

 

Price of Business Electricity (High Usage Industries), selected 
countries supporting port electrification, and the UK, before tax 

Nation Pence per kWh (2020) 

UK  10.96 

Spain  7.83 

Germany  7.75 

Norway  7.35 

Belgium  6.48 

USA  5.69 

France  5.67 

Netherlands  5.31 

Sweden 4.62 
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Additional Operational Costs 
 

  

We estimate that this change would lead to additional costs that 

represent an average of 3.10% of port turnover. This is an approximate 

additional cost of £476,963 per cargo-handling port or terminal. For 

some, the costs will be significantly higher, in many cases running into 

several millions. Depending on the price they are currently able to 

purchase fuel at, this represents a cost increase of between 85% and 

130% for operators. 

Some types of ports will need more plant and machinery to move cargo 

than others. Many are highly specialised. For instance, ports specialising 

in decommissioning or project cargo will need heavy lift cranes whereas 

ports handling forestry products will need a fleet of forklifts and other 

mobile machinery. Container ports will need gantry cranes and 

specialised vehicles to move containers such as reach stackers and 

straddle carriers.  There are also a large number of multi-purpose ports 

in the UK that deal with a variety of cargoes. This makes it difficult to 

accurately calculate the impact as it will not be felt uniformly across 

the sector. 

Our research indicates that larger ports will see a larger commercial 

impact as they are often able to buy fuel at lower prices. This means 

that removing the rebate will have a relatively higher impact in terms 

of cost increase.  

Given the lack of viable alternatives set out in the previous section, we 

anticipate that the abolition of red diesel rebates for NRMM in 2022 

having a significant impact on UK logistics. 
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Whilst it is difficult to predict how industry will react to new costs, ports 

have generally indicated to us that they would seek to pass these 

additional costs on to customers – vessel owners and operators – in 

increased port tariffs. Given the tight margins in most shipping trades 

and a difficult year, we believe these costs would be further passed on 

to other logistics operators and ultimately onto consumers. Some ports 

have said that they believed they would not be able to pass on the costs, 

however, and would instead have to make cuts to operational budgets 

elsewhere. 

We noted that Government have exempted the agricultural sector from 

any changes to red diesel rebates because of the high impact on the 

sector. UK ports handled over 10.7 million tonnes of agricultural 

products in 2019 – 2.2% of all port tonnage. One major port that has 

significant agricultural throughput told us that they are planning to 

increase handling charges for their customers by approximately 6%. 

 

 

37% of UK electricity was generated from renewable sources in 2019. 

Whilst that number will grow, it is worth noting that electricity is not 

entirely ‘green’ and investment in electrification is just one option 

available to ports looking to improve efficiency and/or reduce 

emissions. 

By increasing ports’ fuel costs, it is inevitable that there will be less 

capital available for investment in meeting emissions reductions goals. 

Investment in other options may well be better for overall emissions 

reductions or energy use than electrification whilst nearly two thirds of 

generation is from fossil fuels. 

Ports are key to supporting and enabling emissions reductions from 

shipping. Emissions from ships in port tend to be far larger than 

emissions from port operations. This is likely to require significant future 

investment in electrification and bunkering of alternative fuels. 
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Increasing fuel costs will lower the amount of investment available for 

meeting this key priority.  

One port we interviewed as part of our research is switching from using 

gas oil to a low emission diesel – Gas-to-Liquids (GTL). At the time of 

writing, this is approximately 8% more expensive than their usual gas oil 

– 4.6 pence per litre. The port took this decision in order to improve air 

quality – a key Government priority. It is unlikely the port could have 

made this change without the current rebate. It would be unfortunate 

and perverse if Government changes intended to incentivise emissions 

reduction were to reverse some of the progress that has been made. 

 

 

We agree that taxation will have a role to play in incentivising industry 

investment. However, as well as having a realistic alternative, the 

taxation should be proportionate.  

The Climate Change Levy (CCL) is around 5-10% of the commodity unit 

price and is reclaimable in certain circumstances in recognition of the 

potential commercial damage it could do to businesses. Removing the 

rebate on red diesel for NRMM would increase fuel costs by 85 – 130%. 

We would argue that if the rebate is to be eventually removed, it should 

be phased and additional policy remedies considered such as a scrappage 

scheme. 
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‘Reverse’ Modal Shift 
 

 

We were surprised and disappointed by the Government’s decision to 

exempt the rail industry because it is a low emission freight option: 

shipping is by far the most efficient mode of freight transport and it has 

been Government policy for many years to encourage ‘modal shift’ to 

rail and sea. 

Ports are the enablers of the greenest mode 

of freight transport: up to twenty times 

more efficient per freight tonne than rail. 

Whilst seagoing cargo vessels themselves 

will not directly pay more as a result of 

these changes, increasing costs on ports is 

very likely to indirectly increase costs and 

thereby affect the sector’s competitiveness 

against other modes of transport. 

 

 

 

 

 

  

 

“the removal of the red diesel entitlement 

for passenger or freight journeys risks 

creating perverse environmental outcomes, 

namely transferring rail freight or passengers 

to more polluting lorries, coaches and cars if 

costs rise”. 

Government Red Diesel Consultation 
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Annex A: Summary of Expected Impacts on Port Plant & Equipment 

 

 
 

 
The market for alternatively powered forklifts 
is more mature than other more specialised 
NRMM. However, ports often require 
equipment at the very top end of the market, 
so there is only a marginal difference in 
availability and feasibility.  We therefore judge 
that these changes will have a moderate to 
high impact on ports regarding forklifts, as 
some alternatives are available, but they are a 
consistently much higher cost and of lower 
productivity, before barriers such as limited 
capacity in local energy networks are even 
taken into account.  
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Cargo handling NRMM at ports is highly 
specialised, including tugmasters and tractors for 
towing unaccompanied trailers at ferry ports, 
reach stackers and straddle carriers at container 
ports, and loaders, forklifts and more at bulk 
handling ports.  
 
The market for port NRMM is global and the UK is 
not big enough for changes in demand to drive 
significant change in supply. 
 
Trials of electric machinery is underway at a 
number of ports, although early reports indicate 
that they struggle to compete with diesel 
equipment despite the premium cost. The need 
for charging also carries a productivity penalty. 
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Cranes are critical to most cargo-handling ports. 
It is possible to electrify cranes, or parts of them, 
but given the high power demands this often 
means that electrical grids will need additional 
capacity at a large cost. 

 

  

 
 

We understand that harbour craft will be eligible 
for marine voyage relief and so should not be 
materially affected. 
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We have focussed our work on non-road mobile 
machinery, but we understand that vessels on 
inland waterways are not eligible for this relief 
but vessels operating within the boundaries of a 
harbour are. These are not mutually exclusive. 
The definition of a ‘marine voyage’ for the 
purposes of marine voyage relief appears to be a 
voyage “in which you are, at all times, either 
within the limits of a port or at sea. It does not 
include any part of a voyage where you are on 
inland waterways.” Inland waterways such as the 
Thames and Humber facilitate marine traffic 
that takes trucks off the road.  We would 
welcome clarification and would support the 
inclusion of commercial vessels operating within 
ports but also on inland waterways. 
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Road vehicles are not eligible for fuel relief so no 
change. Port investment in electric vehicles for 
use in and around the port is increasingly common 
and demonstrates the industry’s willingness to 
invest in such technology where realistic 
alternatives exist. 
 
 

 

We have not covered the impact of these changes 
on the leisure marine sector in this paper but we 
share the view of representatives of leisure 
boaters that there needs to be a sufficient lead-
in time for changes for this sector and allowances 
made for switchover. A large number of UK ports 
serve the leisure and tourism sector, which has 
had an extremely challenging six months because 
of covid-19. Detrimental tax changes impacting 
this sector would be unwelcome and potentially 
endanger a recovery. 
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Annex B: Some Examples of Emissions 

Reductions Activity in UK Ports 

The BPA has recently compiled a package of case studies regarding 

environmental good practice from many UK ports. These can be accessed 

at https://www.britishports.org.uk/news-events/environmental-news  

While not a comprehensive list, it illustrates the huge scale of the 

industry’s environmental investment and efforts to reduce emissions.  

Project Description 

Renewable 
Energy 
Generation 

The Port of Milford Haven has invested heavily in on-
site renewable energy generation. This green energy 
generation supplied to business and the grid is now 
equivalent to 1,686.81 tonnes of CO2, 3.93 tonnes of 
methane and 9.12 tonnes of nitrogen dioxide for the 
same amount of energy generated using fossil fuels. 
The CO2e is offset against our emissions that include 
fuel and energy use and is calculated to total 6,182tCO2. 
 
The Port of Dover has installed 4,837 
individual PV Panels have been installed on the roof of 
the new Cargo Terminal West and 933 
individual PV Panels at the former Eastern Docks multi-
storey car park to improve energy efficiency and 
increase the amount of energy obtained from renewable 
sources. The port has been successful in achieving a 41% 
carbon reduction since 2008, already double 
the EU and UK targets to achieve a 20% reduction in 
carbon emissions by 2020. 
 
All new buildings at Shoreham Port in the last ten years 
– transit sheds, industrial and commercial units have 
been designed to take a full array of solar panels, with a 
total of 2.6 Megawatts (peak) of panels installed so far - 
enough to keep about 3,000 average residential 
properties supplied. Furthermore, two 100-kilowatt 
wind turbines have been installed close to the port’s 
pumphouse, their largest consumer of electricity and in 
an averagely windy year, these will supply about 550,000 
kilowatt-hours, or units, of electricity – more than the 
pumphouse uses. 
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The Port of Tilbury installed four wind turbines in 2013. 
These 2.3MW, 80 metre turbines operate continuously 
and provide up to 60% of the ports electricity needs. 
 
In January 2020, Associated British Ports (ABP) 
announced an investment of £6.8 million in the Port of 
Hull to install the Humber’s largest roof mounted solar 
scheme. With this new installation up and running, 17 
of ABP’s 21 ports have renewable energy projects in 
operation, generating clean power for the company and 
its customers. 
Falmouth Harbour Commissioners have recently 
installed an array of 28 PV panels on their workshop 
roof. It is estimated the panels will produce 7280kWh per 
year. This has the potentially to save an estimated 
£30,000 in electricity bills over the next 20 years. 
 
Brixham Trawler Agents (BTA) operate the fish market 
at Brixham Harbour, which is owned and operated by 
Tor Bay Harbour Authority. BTA have invested in solar 
panels to cut down on greenhouse gas emissions. The 
solar energy system was fully funded by BTA, with 
permission from the building owners and Harbour 
Authority, Torbay Council. The system uses a total of 420 
panels, providing 120Kw of energy and should remove 
approximately 132,720 pounds of carbon from the 
atmosphere each year.  

Efficient 
Use of 
Energy and 
Fuel 

Energy efficiency was a key factor in the design of 
Lerwick’s new fish market in terms of insulation, 
heating and cooling systems. Measures include reduced 
energy usage for both cooling the market itself and for 
heating the office areas. The cooling systems use Care45 
and Hycool refrigerants rather than other harmful 
alternatives. 
 
The new state-of-the-art Greenhill Fish Market opened 
in 2018 and will support Peterhead Port’s drive for 
energy efficiency. The building has 270 solar panels 
providing electricity for the fish market 
chilling & lighting. This saves over 9600kWh of energy – 
50 tonnes of CO2e – per year. The port is targeting a 
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further reduction of 8000kWh for 2020. Surplus energy 
from the fish market is used to provide heating for 
offices and welfare rooms in the market. 
 
Forth Ports have achieved certification for 
the ISO 50001 Energy Management Standard, a global 
benchmark for organisations looking to conserve energy. 
Using energy efficiently helps organisations conserve 
resources and tackle climate change. ISO 50001 supports 
organisations to use energy more efficiently, through the 
development of an energy management system. 
 
Portsmouth International Port received ERDF funds to 
optimise the use of existing infrastructure as a priority 
by removing what was seen as a bottleneck at the port. 
In this case it was not just a bottleneck at the port but 
also a pain for the City of Portsmouth as thousands of 
vehicles everyday entered into the City of Portsmouth 
turned around and then headed out in order to enter the 
Naval Dockyard and what was then MMD (the operators 
of two traditional berths at the commercial port). 

Electric 
Vehicles 

In June 2019, ABP East Anglia announced an investment 
of more than £120,000 in a new fleet of electric vans to 
be deployed at its East Anglian Ports of Lowestoft, 
Ipswich and King’s Lynn. 
 
In January 2020, new 22kW dual output Electric Charger 
units will be installed at Albert Building in Lerwick’s 
Town Centre. Lerwick Port Authority secured funding 
from the Energy Saving Trust to install charging points 
throughout its estate for staff and public use. 
 
Portland Port has invested in a new Mitsubishi Outlander 
hybrid electric 4x4 to help reduce carbon emissions from 
the port’s vehicle fleet. The Port intends to install a fast 
charging point for the vehicle. 

Hybrid Port 
Vessels 

The Port of London Authority (PLA) ordered the UK’s 
first plug-in diesel hybrid pilot boat from Norfolk boat 
builder, Goodchild Marine, in 2019, delivering on a 
commitment to encourage the installation of green 
technology. The new pilot cutter is expected to deliver 
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dramatic improvements in the PLA’s overall 
environmental performance. 
 
 
In July 2019, the Port of Lowestoft launched its new 
state-of-the-art pilot boat, the ‘Kingfisher’, which 
represents an investment of £670,000 in port equipment 
and sustainability. 

Shore 
Power 
Connections 

Whilst there can sometimes be technical or economic 
barriers to providing shore power, Fraserburgh Harbour 
have made significant progress in rolling out shoreside 
power connections across the port, and completed a 
third phase investment in 2019. Both pelagic and 
whitefish fishing vessels, which previously did not have 
the ability to plug into shore power, are now able to 
access shore power and switch off their diesel engines. 
 
Orkney Islands Council unveiled a project to supply 
locally produced ‘green’ electrical power to 
the MV Hamnavoe NorthLink ferry while docked in 
Stromness in 2019. It is believed to be the first large 
commercial ship shore connection in the UK and is just 
one element of an overarching low carbon travel and 
transport project. This power supply system will cut the 
current overnight carbon footprint from the vessel’s 
diesel generators and engines, lowering fuel 
consumption by at least 500 tonnes a year and resulting 
in a significant reduction in carbon dioxide. 

Energy 
Standards 
Recognition 

PD Teesport is the first port in the Northern Powerhouse 
to achieve certification to the Energy 
standard ISO 50001 across all of its 13 sites and 
operations nationwide. The accreditation process 
involved seven days of intense auditing by an external 
body, Lloyds Register, to ensure PD Ports’ Energy 
Management System fully met the requirements for the 
standard. 
 
For the Port of Dover’s flagship £250 million Western 
Docks development, the CEEQUAL sustainability 
assessment and awards scheme has been adopted, 
improving sustainability from specification, design and 
construction to operation. Achieving an ‘excellent’ 
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rating, the development supports every business stream 
across the port – ferry, cruise, cargo, marina and 
property. 

Air Quality The Port of Plymouth is dedicated to helping improve the 
air quality throughout the city. Cattewater Harbour 
Commissioners published their Port Air Quality Strategy 
in 2019, setting out the Harbour’s current and future 
plans to improve air quality in Plymouth. Measures that 
have been put in place include a cycle to work scheme 
for employees; building renovations to reduce the 
carbon footprint by installing LED lighting, insulation 
and timers; air quality monitoring to produce baseline 
data and monitor improvements; commissioning an 
independent review of the harbour’s pilot vessel to 
assess its emissions; and gaining EcoPort accreditation, 
the main environmental initiative of the European port 
sector. 
The 25-year Air Quality Strategy for the tidal Thames 
was developed by the Port of London Authority (PLA) in 
partnership with a wide range of organisations linked to 
the river. Guided by a baseline inventory completed in 
2018, it aims to half emissions of harmful pollutants from 
river traffic by 2041. The goal is to complete 19 priority 
actions by 2022, working with the Greater London 
Authority and Transport for London.  
 
The Port of Southampton revealed significantly 
improved average levels of nitrogen dioxide across the 
port in October 2019. Achievements included increasing 
the electric vehicle fleet so that the majority of ABP’s 
port-use only vehicles are zero emissions. 
 
Shoreham Port have commissioned consultants to 
assemble a Port Air Quality Plan to catalogue all sources 
of air quality emissions from port operations. Working 
with local authorities, Shoreham Port will expand the air 
quality monitoring systems around the port with the 
intention of demonstrating year-on-year improvements 
as sources of pollutants are removed or replaced with 
cleaner systems. 

Modal Shift A project to lengthen the tracks at the Port of 
Southampton’s Solent Rail Terminal has been 
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completed and aims to reduce lorry movements in the 
city by 180,000 each year. Solent Stevedores 
and ABP Southampton partnered on the scheme to 
extend the track by 70m so that two 645m container 
trains can be serviced simultaneously. Previously only 
one shorter train could be accommodated at the 
terminal at a time. 

Smart 
Lighting and 
Electricity 

In recent years Belfast Harbour has been undergoing a 
light replacement scheme on both quays and throughout 
the 30km of estate roads. This project is now 75% 
complete which is realising a 50% reduction in their 
lighting energy consumption. Belfast Harbour has also 
installed more than 40 smart electricity meters across 
the estate. These meters record a reading every 30 
minutes allowing organisations to analyse their usage 
and if necessary make changes to be both more energy 
efficient and save money.  
 
The Port of Tyne has made the strategic decision to 
replace all of its indoor and outdoor lighting across its 
620 acre estate with low energy LED lights. 
 
In 2019 Falmouth Harbour Commissioners (FHC) 
replaced night storage heaters and fluorescent strip 
lights with thermostated electric heaters and LED lights. 
In some less used areas i.e. corridors FHC also installed 
motion sensors so lights would only come on as required. 
Falmouth Harbour monitor energy usage in the office 
and have identified a 20% saving in electricity use and 
associated carbon emissions in the first 11 months 
compared with the same period the previous year. 
Following the Carbon Trust report Portsmouth 
International Port (PIP) received from Portsmouth City 
Council a grant of £185,000 to replace all the existing 
floodlighting within the port with LED floodlights. 
Using LED over conventional floodlighting represented 
significant energy savings (in the region of 65%). 

 


