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Foreword
Norway is among the largest and most
advanced maritime nations in the world,
and we are stronger today than we have
been for many years. We have strengthened our position as a maritime nation in
the wake of the financial crisis. We are also
one of the few countries with an effectively
complete maritime cluster, with shipping
companies, shipyards, equipment manufacturers, classification societies, shipbrokers, insurers and financial institutions
among the world’s best. Competence
and technology have made the Norwegian
maritime industry a global leader, not just
at sea, but now also in and under the sea.
The maritime industry in Norway employs
100,000 people and creates value of some
NOK 150 billion per annum. Along with
the rest of the maritime industry, Norwegian shipping has a unique global
impact, a fact that was well-documented
in last year’s research project entitled “Et
kunnskapsbasert Norge” (a knowledgebased Norway). The Norwegian maritime
industry has demonstrated its ability to
create a world-leading maritime cluster
based on knowledge. This is an industry
characterised by an unparalleled ability to
innovate and generate value. Value creation per employee is among the highest in
Norway.
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But it would be naive to imagine that such
a capacity to innovate cannot be copied by
others. We will not maintain our prominence without a willingness to take risks
and invest. We need to excel at both knowledge and innovation if we are to keep our
global lead.
The combination of shipping companies
with expertise in new requirements and
an effective industrial cluster is the main
reason for the maritime industry’s present
standing. The Norwegian maritime cluster
has a breadth which makes it effectively
complete within the knowledge-intensive
areas. Very intense domestic competition
makes the individual actors competitive
and gives them global clout. At the same
time, this maritime cluster has established
close and effective cooperation in those
areas where joint initiatives are of common
interest.
The key factor in further strengthening
developmental capacity in the maritime
industry is to ensure that Norway remains
an attractive location for the most innovative segments. Without shipping companies with head offices and active owners
in Norway, and a significant number of
Norwegian seafarers, the foundation of
the maritime industry’s great capacity to
innovate would crumble. The maritime

industry is one of Norway’s most valuable
renewable resources. Industry and the
authorities must jointly manage and nurture this competitive knowledge environment with its global impact and attraction.
The shipping companies’ activities are
strongly influenced by global economic
fluctuations. Patient, competent, long-term
capital is a characteristic and a prerequisite
for the development of Norway’s position
as one of the world’s most prominent and
advanced shipping nations.

“2013 will
be a year of
optimism and
great maritime
opportunities”

The purpose of this report is to provide
an overview of the primary economic
development trends in the world’s maritime markets and a more detailed examination of developments in key drivers
and opportunities. 2013 seems set to be a
year of optimism and opportunity, with
greater investment and increased activity.
For this reason, the Norwegian Shipowners’ Association has chosen to entitle this
economic report for 2013 «Great maritime
opportunities».

Sturla Henriksen
director general
Norwegian Shipowner’s Association
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Summary

“If Norway
is to remain
competitive,
we will need
increased
recruitment”

The prospects for the Norwegian maritime
industry are good, and 2013 seems set to
become a new record year for the industry.
The shipping companies are forecasting
more turnover and better profitability and
are positioning themselves for long-term
growth.
Overall, they are projecting turnover to rise
8.3 per cent in 2013, and this following a
2012 which itself looks like a record year.
Deepsea, shortsea and offshore companies
are all anticipating a solid rise in turnover in
2013 with offshore-related activities leading
the way.
The shipping companies are confident of
better profits in 2013; 45 per cent anticipate
a bottom-line improvement, while a similar
proportion expect no change. Generally
speaking, it is the offshore shipping companies and the large shipping companies
who are most optimistic.
Norway is home to less than one-thousandth of the world population, yet is a
world-leading maritime nation. During
the past decade, the Norwegian-controlled
foreign going fleet has expanded by nearly
100 ships, even though total tonnage has
fallen. In terms of value, Norway’s fleet has
grown due to the strong boost in offshore
service vessels. In terms of its share of the
market value of the world’s foreign going
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fleet, Norway accounted for 5.5 per cent in
2012, up from 4 per cent in 2002.
Norwegian shipping companies are a major
feature of Norwegian trade and industry.
In 2011, the country’s maritime industry
created value of close to NOK 150 billion,
or nearly 10 per cent of all Norwegian business value creation.
Half of this in turn is the result of shipping activities. Recent decades have seen
strong growth in the shipping companies
and maritime industry in general. In the
wake of the financial crisis, the shipping
business is picking up again. Norwegian
shipping companies operate advanced
industrial shipping, including chemical
tankers, ro-ro vessels, gas freighters and
bulk carriers, and are enjoying particularly
strong growth in offshore-related activities. The shipping companies play a key
role in the Norwegian maritime cluster.
This is clearly visible in their shipyard
contracts, which largely go to Norwegian
yards.
The maritime industry has an international
focus and Norwegian shipping companies
earn their revenues from around the world.
The largest growth markets in the time
ahead will be the Norwegian Continental
Shelf (NCS) and the High North/Arctic
region. The offshore markets in Brazil,
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West Africa and Australia will be important
for Norwegian shipping companies.
In recent years, the strongest growth for the
maritime industry has come from offshore
oil and gas activities. Activity levels on the
NCS are high, and the maritime industry
is winning its share of this boom. Activity
levels here are set to increase further in the
years ahead. Investment forecasts from the
Norwegian Petroleum Directorate (NPD)
show that investments on the NCS will rise
from around NOK 180 billion in 2012 to more
than NOK 200 billion by as early as 2014. The
industry is also moving northwards. In February, the NPD produced resource estimates
for the Barents Sea and the areas around
Jan Mayen. These new estimates point to
an increase in undiscovered resources on
the NCS of a full 15 per cent. Three development areas in the High North are of special
interest to Norwegian shipping companies:
offshore energy extraction, intra-regional
transport and polar transit.
More activity on the NCS presents challenges for the industry in terms of capacity

utilisation, recruitment and competence.
The mobile rigs in the North Sea will need
4,500 new, highly skilled employees in
the next few years. Eight in ten shipping
companies are already finding it difficult
to recruit Norwegian technical personnel.
If Norway is to remain competitive, the
groundwork needs to be laid for increased
recruitment and more effective competence development in future.
The Norwegian Shipowners’ Association
will continue working to improve the industry’s framework conditions in Norway. The
key point from the shipowners’ perspective is for the Norwegian authorities to
pursue a proactive maritime policy with
internationally competitive framework
conditions. The competition for skilled
labour is intensifying. The Norwegian
labour market is extremely tight and this
is causing Norway difficulties in terms of
both access to skills and high wage growth.
The shipping companies also indicate that
it is more difficult to gain access to capital
for new projects.
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Maritime opportunities

Globalisation and the growth in world
trade are the most important market drivers for world shipping. 90 per cent of world
trade is transported by ship. Globalisation
is gathering pace and world trade is continuing to grow, even under the uncertainty
linked to the global and especially European economy.
The need for maritime freight capacity will
therefore continue to expand. Shipping is
being challenged to carry ever greater volumes between the continents in a more efficient and eco-friendly way. Regional trade
is also on the rise. Shipping is efficient and
is the greenest way of transporting goods
domestically and within Europe.
Another key driver is the growth in demand
for energy. In a world with a rising population, more than 1.2 billion people still live
without electricity. The necessary growth
in access to energy is producing an ever
greater need for transport, both of oil and,
notably, gas. For shipping, energy production and energy services also represent an

extremely important market. Energy and
oil are extracted from increasingly more
difficult areas at sea. The shipping industry
has a key role in permitting oil extraction
in increasingly deeper water and under
harsher weather conditions.
There has been a tremendous increase in
the efficiency of shipping in recent decades,

Continued growth and need for new solutions

Increased globalisation
and growth in intercontinental trade

• Growth in deepsea shipping
(traditional intercontinental shipping)

Growth in regional trade

• Growth in shortsea shipping
• Growth in floating oil and gas production
• Growth in energy transport, notably gas

Growth in demand
for energy

• Growth in need for offshore services
• Need for new solutions for more demanding oil and gas extraction
• Need for new solutions in renewable energy

Increased environmental
and efficiency requirements

• Increased demand for quality
(efficiency, risk management and environment)
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through the development of larger and
more efficient vessels. This trend will
continue. At the same time, the demands
for environmental improvements, both
regulatory and market-driven, are greater

Lower, but more robust global growth
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Relationship between GDP growth and growth in seaborne trade.
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Despite the financial crisis, recent decades
have seen generalised growth in the world
economy. As the figure shows, growth in the
world economy and demand for shipping
are intimately linked. Changes in maritime
transport have traditionally also followed
regional variations in growth. Looking,
for example, at container shipping, trade

Annual growth in global GDP.
annual percentage growth

The world economy will probably have to
prepare itself for a lower rate of growth in
the years to come. Nonetheless, it appears
that global growth will be above four per
cent from 2014 onwards. For many countries, this is a relatively high level. While
progress is slow in much of Europe and to
some extent in the USA, the average masks
considerably higher growth in China, India,
parts of Africa and elsewhere. The countries
we have chosen to focus on here, all have
outlooks of stable or increasing growth.
Unanticipated events may, of course, intervene and reduce progress, but reforms and
new optimism provide a platform for better growth than expected. There remains,
however, considerable uncertainty.

annual percentage growth

1 2

than ever. These challenges represent great
opportunities for those segments of the
shipping industry that have the capacity
to develop new solutions.

Global GDP (right axis)

SOURCE: CLARKSON RESEARCH SERVICES LTD.
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was dominated by Japan in the 1970s while
China has taken over since the new millennium. From 1998 to 2008, China alone
accounted for 60 per cent of the growth in
maritime transport.
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The shipping markets are greatly affected by
the cyclical nature of demand. This volatility
creates opportunities for high earnings but
also for large losses. Much of today’s shipping markets are subject to difficult conditions since low growth rates in parts of the
world economy are coinciding with overcapacity in the global fleet. Some segments
are still thriving. The maritime industry in
Norway is becoming increasingly more
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specialised and is now positioned within
the most advanced segments in markets
with good growth potential.

Oil prices
The price of oil is highly significant for the
world economy in general and has great
influence on demand for offshore services.
Demand for oil has risen moderately in
recent years. Consumption rose by 0.7 per
cent in 2011, equivalent to 600,000 barrels
per day, but this figure conceals a fall of
that amount in the OECD countries and
an increase of twice that, 1.2 million barrels
per day, in the rest of the world. Compared
with total energy consumption, which rose
by 2.5 per cent in the same year, growth
in oil consumption is moderate. China’s
effect on oil prices is clear from the fact that
its growth in oil consumption of 505,000
barrels per day constituted nearly 85 per
cent of global growth. On the supply side,
Saudi Arabia holds a unique position, due
to its ability to adjust production upwards
and downwards to a marked degree. This
gives it a clear opportunity to influence
price formation in the direction of a stable,
relatively high level. Developments in other
countries are balancing the reduction in
more mature areas and keeping pace with
the moderate growth in consumption.
Given Saudi Arabia’s considerable reserve
capacity and willingness to use it proactively, there is reason to believe that the

price will remain stable and fairly high. At
the same time, it is clear that the country
has no interest in driving the price so high
that it impacts the world economy. The
recent years of a declining share for oil in
energy consumption appear, meanwhile,
to have demonstrated that the global
economy will withstand a higher oil price
than previously. One notable uncertainty
in this scenario is the production of shale
oil in the USA. A continued strong rise in
production may drag oil prices downwards.

Emerging economies are driving oil demand. Accumulated growth
since 1994. Millions of barrels per day. 1994-2014
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The financial crisis washing over the international finance market in the autumn of
2008 was a reminder of how dependent we
are on the world around us. The Norwegian economy acquitted itself rather well.
The recession in Norway was over in the
space of a year.
One key reason for this is that we produce
goods that are in strong demand in those
countries that still exhibit strong growth.
The world economy’s centre of gravity is
shifting. Over the next few years, China is
almost certain to become the world’s largest economy. Emerging economies – with
China at their head – are the key drivers
behind the increase in demand for crude
oil and other raw materials. This is helping
to sustain the prices of the goods Norway
sells, even as growth among our traditional
trading partners in the EU is weakening.
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Crisis in Europe - less freight. Interest rate difference vs Germany. 10-year government
bonds. Percentage points. 1 January 2010 - 11 February 2013
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The euro countries – Extended slump

Macroeconomic indicators. Eurozone countries
forecast

Investments

2012

2013

2014

18,7

18,7

18,8

per cent of GDP

Exports

2,2

2,5

3,6

percentage change

Imports

-0,5

1,8

3,2

percentage change

GDP

-0,4

-0,2

1,0

Unemployment

11,2

11,5

11,2

2,3

1,6

1,4

percentage change

-0,5

0,2

0,7

per cent of GDP

Consumer
prices
Budget balance

percentage change
per cent of total
workforce

SOURCE: IMF

The debt crisis in the euro countries is
affecting development. The European
Commission’s growth forecasts have been
downgraded several times. A core country
such as Italy was previously reckoned to
be in a new upturn in 2013. Instead, hopes
of conservative growth turned into a new
recession. This further corroded people’s
confidence in their personal finances. The
cuts in social welfare have also served to
stifle consumption. Many economists
have therefore wondered whether the cuts
designed to bring the national budgets in
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Southern Europe into balance have been
overdone, inasmuch as the Greek economy,
for example, has effectively been in freefall
for some years. Even Germany, the export
powerhouse, has felt the effects of such a
large proportion of its trade being with
partners in the eurozone, where demand
has been falling.
There is serious debate about how much
Germany itself has capitalised on a relatively weak euro. But as long as Germany
is unwilling to finance the balances of
payments and budget shortfalls in other
countries, there are few alternatives to deep
cuts. And although the medicine is very
hard to take, there are also signs that it is
starting to work. Falling costs and greater
labour-market flexibility in Spain have
also made foreign investors more willing
to target new production. The European
Central Bank has played a pivotal role.
Measures to support tottering banks and
a willingness to intervene that has brought
public lending costs under control in the
hardest-hit countries has reduced the risk

of economic collapse. But many unanswered questions remain. What will the
huge youth unemployment mean in the
longer term? Will high unemployment
become a permanent structural problem?
What will be the political consequences of
such a long-term crisis?
All the same, looking forward, the IMF and
others forecast moderate growth. Despite
structural and demographic challenges,
Europe as a whole should also enjoy considerable opportunities. The crisis has
helped free up regulations in some countries, the population is well-educated and
many people are more mobile than they
were.
Early signs of increased protectionism
are a cause for concern. If this trend were
to increase, world trade and the basis for
welfare that it provides would be weakened.
With its open economy, Norway would be
hit harder than many others. It is in our
own interests to work to counteract such
a development.
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China – A more balanced development

Macroeconomic indicators. China
forecast

Investments

2012

2013

2014

47,8

47,5

47,0

per cent of GDP

Exports

5,0

7,2

10,9

percentage change

Imports

8,8

8,8

11,4

percentage change

GDP

7,8

8,2

8,5

percentage change

Unemployment

4,1

4,1

4,1

per cent of total
workforce

Consumer

3,0

3,0

3,0

percentage change

-1,3

-1,0

-0,6

Budget balance

per cent of GDP

SOURCE: IMF

In 2001 China joined the World Trade
Organization (WTO). In 2008, China
overtook the USA to become the world’s
largest industrial producer, and in 2009
China became the world’s largest exporter,
ahead of Germany and the USA.
The Chinese economy grew by 7.8 per cent
in 2012, the lowest rate of increase since
1999. China’s economy has grown by an
average of 9.7 per cent per annum since the
late 1970s, and the IMF expects growth of
8.2 per cent for 2013, rising to 8.5 per cent
in 2014. The Chinese export industry was
hard-hit by the international financial crisis
of 2008-2009. The authorities responded to
the situation with the world’s largest stimulus package (4,000 billion CNY, approx.
NOK 3,700 billion) which contributed
to increased public investment and an
expansive monetary policy. This yielded
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positive results in the short term in the
shape of continued economic growth, but
the negative after-effects of this enormous
support package are now in evidence. The
package increased the amount of money
in the economy and contributed to high
inflation. The official consumer price index
reached a peak in July 2011 of 6.5 per cent.
Price rises for basic foodstuffs, gasoline
and fuel were much higher. Beijing therefore introduced a tighter monetary policy
through 2011, in particular by increasing the
banks’ capital reserve requirements. During
2012, inflation was brought under control
and in January 2013 was at 2.0 per cent.
China’s economic growth has been driven
by large investments, especially in the
public sector, a large foreign trade surplus
and strong growth in housebuilding and
urbanisation. This growth model is dependent on growth in the world economy. With
the debt crisis in the EU and low growth
prospects in the USA, exports have fallen
off, although the picture is variable. The
investment rate of around 50 per cent is
however considered to be extremely high
and unsustainable over the longer term.
The need for restructuring of the Chinese
growth model towards increased private
consumption has thus become increasingly more evident. Economic growth that
is driven to a greater extent by domestic
consumption will, in the longer term, be

PHOTO: Jeff Absalon

more stable and less vulnerable to external
shocks. Household consumption as a percentage of GDP was 34 per cent in 2011. This
is low in comparison with countries such as
India (57 per cent), Brazil (60 per cent) and
Russia (48 per cent). Chinese households
have increased their consumption in recent
years, but since the rise in GDP has been
even higher, consumption as a share of
GDP has nonetheless fallen steadily.

2011. China continues to hold record-high
foreign currency reserves of USD 300 billion (2012), around 60 per cent of which are
US securities. The EU, the USA and Japan
are China’s major trading partners, while
exports to new markets in Africa and Asia
are increasing most strongly.

The current five-year plan (2011-2015)
aims to develop the domestic consumer
market, not least by increasing household
income and improving welfare schemes.
A large proportion of Chinese households’
disposable income is saved for pensions,
healthcare expenses and education. By
developing the social security network,
the hope is, over time, to be able to free
up some of this disposable income for
consumption. The demographic composition of the country, with a rapidly ageing
population, makes this increasingly more
important. The five-year plan also entails
a strategy for moving the economy up the
value chain. The development of high-tech
industries, such as alternative energy, biotechnology, IT and the car industry, is at
the forefront. The service sector is also to
be strengthened.

China is Norway’s largest trading partner
in Asia, even though the growth in Norwegian exports has fallen off and in 2012
Korea was a significantly larger market
for Norwegian goods. Norway’s goods
exports to China fell by more than 14 per
cent in 2012. Export figures vary from year
to year and it is the trend that is more significant. A more alarming figure therefore
is that exports in 2012 were nearly 9 per
cent lower than in 2009. While exports to
other Asian countries are growing strongly,
we know that there has been 30 per cent
overall growth in China since 2009. The
Norwegian Shipowners’ Association is
concerned that the figures indicate that our
commercial standing in China is waning.
In the light of China’s importance for world
trade, the shipping companies and other
Norwegian export-oriented businesses are
concerned by developments in Norway’s
relationship with China.

In 2012, China had a trade surplus of USD
231 billion, an increase of 48 per cent from

Norway and China
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USA – Challenges and opportunities

Macroeconomic indicators. USA
forecast

2012

2013

2014

16,2

16,8

17,6

Exports

4,3

4,3

4,8

percentage change

Imports

3,5

3,6

4,6

percentage change

GDP

2,3

2,0

3,0

percentage change

Unemployment

8,2

8,1

7,7

per cent of total
workforce

Consumer
prices

2,0

1,8

1,8

percentage change

-8,7

-7,3

-5,6

Investments

Budget balance

per cent of GDP

per cent of GDP

SOURCE: IMF

The US economy is the largest in the world,
comprising one quarter of the world’s total
economy. In 2012, GDP per inhabitant in
the USA was approx. USD 49,800, compared with some USD 34,900 (adjusted for
purchasing power) in the EU. In 2012, the
US economy grew by 2.3 per cent, whereas
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growth in 2009 had been negative, at -3.5
per cent. The USA’s national debt rose
from 62 per cent of GDP in 2007 to more
than 100 per cent in 2012, exceeding USD
16,600 billion. For comparison, Japan’s
debt is 204 per cent of GDP, while that of
the eurozone is around 90 per cent.
The USA has previously displayed an ability to come through economic crises, even
though large budget deficits and escalating
debt, a large trade deficit and resourceintensive military commitments present
major challenges in the present situation.
The USA is largely self-sufficient in the
majority of raw materials. Oil and gas have
however been an important exception
here. Foreign trade constitutes a smaller
proportion of the US economy than is

PHOTO: FOTOLIA

the case for many other countries, with
exports and imports totalling only 29 per
cent of GDP (2010). Despite the USA having a much larger economy than Germany,
their goods exports are of equal size. On
the other hand, the USA’s goods imports
are by far the world’s largest. The result
is a large deficit in the country’s overseas
trade balance sheet. The revolution in the
extraction of unconventional oil and gas
may alter this scenario. Access to cheap
energy pay also give American industry a
new boost.
The USA’s economic growth does not
benefit everyone alike. The figures show
that the average American household, the
large middle class, has seen a decline in real
income in the last decade. An increasingly
large share of the country’s revenues are

going to the very richest. Around 1980,
some nine per cent of total revenues went
to the richest one per cent of the population. In 2012, this share has risen to around
20 per cent. While social inequality has
increased and most people’s real income
has stagnated, the middle class has been hit
by higher costs for health and education.
Compared with countries such as Japan,
Korea and a number of European states,
the USA has a low proportion of highly
educated people.
It will be difficult for the USA to reduce the
national budget deficit and stem the rise in
debt. In the longer term, it is the forecasts
for health-service charges in particular that
are problematical for the public purse. The
USA spends a larger proportion of its GDP
on the health sector than any other country.
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India – Traction for new growth
necessarily hurt India’s GDP as much as in
the past, but they still have serious impacts
on much of the population.

Macroeconomic indicators. India
forecast

2012

2013

2014

36,0

35,9

36,0

Exports

3,7

6,3

9,5

percentage change

Imports

1,3

3,3

7,4

percentage change

GDP

4,5

5,9

6,4

percentage change

-

-

-

Consumer
prices

10,3

9,6

8,3

Budget balance

-9,5

-9,1

-8,9

Investments

Unemployment

per cent of GDP

per cent of total
workforce
percentage change

per cent of GDP

SOURCE: IMF

Following a comprehensive reform process that helped open up India’s economy
in the 1990s, the country now enjoys
strong economic growth. However, this
has largely been powered by the domestic market. With an ever-larger, affluent
and dynamic middle class, India has huge
growth potential.
The Indian economy can be divided into a
traditional agricultural sector, contributing
some 18 per cent, a varied industrial sector
of around 27 per cent, and a competitive
service sector of around 55 per cent. But this
does not reflect the distribution of labour.
The service sector employs less than 30 per
cent of the workforce, while more than 60
per cent of the population work in agriculture. As a result, poor harvests do not
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The desire for strong economic growth
cuts across political divides. In addition
to the authorities’ ambitious goals on
poverty reduction and rural development,
considerable economic growth is required
to absorb a labour force that is growing
by 14 million per annum. The government
wants to encourage greater influx of capital
into the country, facilitate more exports
and increase investment, not least through
public/private partnerships. Two-thirds
of India’s exports currently go to the EU,
the USA and Japan. When these markets
are in difficulty, this has a major impact on
India’s export sector.
India was less affected by the financial crisis
than the more export-reliant countries. It did
however experience a slowdown of 4.5 per
cent in 2012. India also faces considerable
challenges in the upgrading of its dilapidated
infrastructure, coordination of the individual states’ policies and high agricultural
subsidies. The government’s new reform
ambitions are also to include reductions in
the subsidies, and the IMF estimates that
growth will rise again, to 5.9 per cent in 2013
and up to 6.4 per cent in 2014.

PHOTO: Ivan Morozow, Hawk, Blystad Group.
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Brazil – Continued great optimism

Macroeconomic indicators. Brazil
forecast

2012

2013

2014

20,2

20,8

21,2

Exports

2,0

6,6

8,9

percentage change

Imports

2,8

5,3

6,7

percentage change

GDP

1,0

3,5

4,0

percentage change

Unemployment

6,0

6,5

7,0

per cent of total
workforce

Consumer
prices

5,2

4,9

4,8

percentage change

-2,1

-1,6

-2,0

Investments

Budget balance

per cent of GDP

per cent of GDP

The governments of the 1990s implemented a number of major reforms that
helped modernise, stabilise and open up
the economy. High tariff barriers to protect
domestic industry were replaced by trade
liberalisation. Along with this, subsidisation of export agriculture was wound down.
It was only with the introduction of the
1994 Plano Real and the currency devaluation in 1995 that inflation was finally
brought under control.

SOURCE: IMF

Since the Second World War, the Brazilian economy and industrial policy has
undergone major changes. For many
years, Brazil was characterised by strong
governmental intervention and high inflation with repeated peaks that had serious
consequences for the national economy.
Economic and political chaos in the 1960s
pushed inflation up above 100 per cent.
And the same scenario was repeated in
the 1980s. After two decades of extensive
state intervention, in the 1980s Brazil had
the largest state-owned sector outside
the communist countries. The growth
model pursued by the military dictatorships between 1964 and 1985 reinforced
economic and social inequalities.
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An extensive privatisation process took
place during this period, encompassing key
sectors such as energy and telecommunications. This led to increased investment
from abroad.
Brazil now has a sound banking system,
large currency reserves, inflation under
relatively good control, a large domestic
market and well-diversified trade relations.
The government has set about actively
combating the economic crisis. Even so, a
rising exchange rate had contributed to a
rapid slowdown, with growth of only 1 per
cent on 2012. Inflation is also reckoned to
have slowed growth, having been at one per
cent above the target of 4.5 per cent this last
year. The latest economic indicators point
to more business optimism, lower inflation
and growth rising to 3.5 per cent in 2013 and
4.0 per cent in 2014.

PHOTO: DOF ASA
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Russia – On the rise, but reefs to avoid

Macroeconomic indicators. Russia
forecast

2012

2013

2014

23,5

25,6

25,7

Exports

3,0

3,0

3,4

percentage change

Imports

7,5

8,1

8,0

percentage change

GDP

3,6

3,7

3,8

percentage change

Unemployment

6,0

6,0

6,0

per cent of total
workforce

Consumer
prices

5,1

6,6

6,5

percentage change

Budget balance

0,5

0,2

-0,6

Investments

per cent of GDP

per cent of GDP

SOURCE: IMF

The Russian economy grew by 4.2 per cent
in 2011, and 3.6 per cent in 2012. Growth
was driven primarily by high oil prices and
dependable domestic demand. The crisis in
Europe has contributed to both domestic
and foreign investors seeking to reduce
risk, with the result that investment and
growth have been weaker than anticipated.
The development of the Russian economy
remains dependent on the trend in raw
materials prices, especially the price of
oil. Based on the market forecasts for oil
and assumed lower growth in domestic
consumption, the economy is expected to
continue growing at 3.5-4.5 per cent over
the next few years.
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The downturn in 2009 shows how vulnerable the Russian economy is. In addition
to its dependency on raw materials prices
and its low productivity, low investment
levels compared with other emerging
economies are a fundamental challenge.
In order to boost productivity, better competitiveness and probably reduced state
ownership are required. Both these factors
will affect powerful vested interests and
appear to be politically difficult to achieve.
Inflation however has been brought under
control at an historically low level of 6 per
cent. And unemployment is also low. Wage
growth has increased domestic demand,
but reduced productivity. While oil prices
remain high, the country will be able to
continue delivering growth above the level
of OECD countries. But the problem is that
this will provide few incentives to undertake the structural reforms that more balanced and sustainable growth will require.
Russia’s accession to the WTO is making a
positive contribution to the country’s economy and she is set to balance the national
budget in 2013. But Russia has a serious
corruption problem and is ranked as one
of the world’s 40 most corrupt countries in
Transparency International’s Corruption
Perceptions Index.

PHOTO: Rederiet Stenersen AS
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Australia – Consistent and promising growth

Macroeconomic indicators. Australia
forecast

Investments
Exports

2013

2014

28,4

29,0

29,1

4,3

3,9

5,5

percentage change

per cent of GDP

Imports

7,1

6,1

5,4

percentage change

GDP

3,3

3,0

3,2

percentage change

Unemployment

5,2

5,3

5,2

per cent of total
workforce

Consumer
prices

2,0

2,6

2,3

percentage change

-2,8

-1,0

-0,3

Budget balance
SOURCE: IMF
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2012

per cent of GDP

Australia has negotiated its way through
the financial crisis better than most industrialised countries and considers itself the
only industrialised country to have avoided
recession. The main reason for this is
continued high demand for raw materials, along with Chinese investment in the
commodities sector. Following growth of
3.3 per cent in 2012, the IMF is estimating
growth of 3.0 per cent in 2013. The trend has
caused tourism and traditional industries
in Australia to wither as in Norway, while

PHOTO: Peter Harrison/Wilh. Wilhemsen gruppen

the commodities-based economy has continued to grow.
Australia currently has a significant development of petroleum deposits underway,
involving many, and large, projects, including offshore. Australia’s major trading partners are Japan, China and the USA. The
most important exports are coal, minerals,
oil, gold and agricultural products. Gas
(LNG) exports are rising strongly.
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“Norway has
a strategic
location in
the region,
with unique
maritime
competence”

The Arctic – New opportunities for Norwegian industry

The US Geological Survey has maintained
its estimate indicating that 23 per cent of the
world’s undiscovered petroleum resources
will be found north of the Arctic Circle.
The majority of these are assumed to lie
offshore. If extraction were to accelerate in
earnest, this would generate a considerable
level of activity in the Arctic, especially for
the maritime industry. Polar transit traffic
to Asia also has significant potential. The
increase in the last three years has been
large, even though the 46 transits in 2012
remain a modest overall total. There is
also a large growth potential for mineral
extraction.
Year-round operations in the Arctic are
extremely difficult and will remain so; they
place high demands on both equipment
and crews. The negotiations in the IMO
under Norway’s leadership for a binding
Polar Code are very important for ensuring
that maritime operations in the Arctic are
subject to controls that safeguard life, the
environment and the climate. Maritime
transport and mineral and energy extraction depend on both local and global acceptance of increased industrial activity in the
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Arctic. This makes it essential to prevent
accidents that may damage confidence in
the operations. A broad focus on knowledge
and research is also crucial for increasing
industrial activities in the Arctic.
Norway has a strategic location in the
region, with a unique Arctic centre of excellence. Petroleum extraction in the Arctic
is already taking place on the Norwegian
side of the Barents Sea, which will further
strengthen Norwegian expertise. Developments on the Russian side and elsewhere in
the Arctic will probably happen at a rather
slower pace. But once these developments
have been set in motion, there will be huge
tasks to take on and actors with experience
of the region should have excellent business opportunities open to them.
It is important for the authorities to scrutinise the opportunities in the Arctic and
contribute to a strengthened and more
comprehensive focus on competence and
knowledge. Both private and public-sector
organisations must examine closely what
potential is being opened up for Norwegian
trade and industry.

PHOTO: Troms Offshore
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The Norwegian foreign going fleet

Norway is one of the world’s largest shipping nations, with an advanced maritime
environment. During the past decade, the
Norwegian fleet has expanded by nearly
100 ships, even though carrying capacity
measured in total deadweight tonnage has
fallen.
In the traditional shipping markets such
as dry bulk and oil freight, there has been
a decrease in the fleet, whereas the Norwegian offshore fleet, measured by number
of vessels, has grown by 60 per cent in the
last decade. The Norwegian-controlled
offshore fleet is the world’s most modern
and its second largest after the USA.
Other markets where Norwegian shipping
companies have a large presence in international terms are chemical tankers and
ro-ro (roll-on-roll-off). These markets have
also grown over the same period.
Ten years ago, nearly 60 per cent of the
Norwegian-controlled fleet sailed under

the Norwegian flag. This has changed considerably, in that today the proportion of
Norwegian-flagged vessels is down to 43
per cent. Measured by DWT (deadweight
tonnage), the proportion of Norwegian
flags is somewhat higher at 48 per cent.
In practice, a large number of ships under
the national flag is an important precondition for Norway continuing to influence
shipping policy and legislation internationally. In 2003, there were 750 vessels registered in NIS, the Norwegian International
Ship Register, compared with 529 now. The
number of vessels in the Norwegian Ordinary Ship Register (NOR) is the same as
ten years ago. If Norway is to maintain and
extend its international influence, it is crucial that the NIS register remains healthy.
For it to remain an attractive register, it
must be competitive compared with other
international registers. The framework
conditions must be stable, predictable and
internationally competitive. Its attractiveness would be enhanced by combining a

“If Norway
is to maintain
and extend its
international
influence,
it is crucial
that the
NIS register
remains
healthy”
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number of measures, for example, removing the distance constraints in combination with the introduction of an adequate
net salary scheme for seafarers on board
NIS vessels. There is great pressure on the
ship registers to attract as many vessels
as possible. This makes it important for
25
Norway to remain an attractive maritime
host20country.

Development of the Norwegian foreign going fleet from 2000 to
2013, number of vessels over 100 GT.
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average age of the Norwegian fleet has
fallen by nearly three years since 2007. This
must10be viewed in the context of a comprehensive fleet renewal. The age of vessels
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SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION

Average age of Norwegian foreign going fleet weighted by GT.
Norwegian flagged

Total

NOR

NIS

Total

2007

12.4

14.2

14.0

13.6

13.8

2008

11.4

13.7

13.4

13.0

13.3

2009

10.0

13.2

12.8

13.3

13.1

2010

9.4

14.0

13.6

12.8

13.2

2011

7.9

11.8

11.5

11.7

11.6

2012

8.1

11.4

11.1

11.4

11.2

2013

8.2

11.4

11.2

11.0

11.0

SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION
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1 January

flagged
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Kina
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NIS
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NOR
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100

Kombinasjonsskip

The figure below shows the Norwegiancontrolled foreign going fleet broken down
by segments and flags. Offshore service
vessels comprise the largest group – and
the only one with a significant number of
vessels1100
in NOR. The second largest group,
other dry bulk vessels, is dominated by
1000
foreign flags.

Passasjerskip
og ferger

Bøyelaster
og lagerskip

Andre
oljetankskip

Composition of the Norwegian foreign going fleet at 1 January 2013
– no. of ships

600

Foreign
flagged

500

NIS

400
Utenlandske flagg

200

900

While the number of Norwegian vessels in
the foreign
800 going fleet has been relatively
stable since the new millennium, there
700 major changes in terms of the
have been
flags they sail under. In 2000, 60 per cent
600
of the Norwegian-controlled foreign going
fleet sailed
under the Norwegian flag.
500

NOR

Norsk flagg

300

100

Combined
carriers

Passenger ships
and ferries

Buoy loaders and
storage vessels

Other oil tankers

Gas tankers

Bulk freighters

Chemical tankers

Offshore service
vessels

0
Other dry bulk
freighters

Gasstankskip

Bulkskip

Kjemikalietankskip

Andre
tørrlastskip

Offshore
serviceskip

0

SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION
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Number of ships in the Norwegian foreign going fleet
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The Norwegian rig fleet

Over recent years, the Norwegian rig fleet
has hovered around the 60 unit mark, and
currently numbers 63 units. More than 90
per cent of the rigs are involved in drilling activities, with the remainder devoted

to the accomodation market (flotels and
accommodation rigs). 16 per cent of the
rigs are registered under the Norwegian
flag.

Developments in Norwegian-controlled rigs
Drilling
1 January

Norwegian

Accomodation

Foreign flagged

flagged

Total

Foreign flagged

flagged

2007

8

37

-

15

60

2008

7

40

-

3

50

2009

9

49

-

3

61

2010

10

54

-

3

67

2011

9

43

-

4

56

2012

10

44

-

5

59

2013

10

48

-

5

63

SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION
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Norwegian

NORWEGIAN-CONTROLLED RIGS BY AREA OF OPERATION 1 JANUARY 2013

2%

33%

CANADA 1 RIG

NORWAY 20 RIGs

17%

uk 10 RIGs

15%

23%

America 9 RIGs

ASIA 14 RIGs

8%

AFRICA 5 RIGs

2%

AUSTRALIA 1 RIG

PHOTO: DOF Subsea.

The value of the Norwegian foreign going fleet

Business analysis firm Menon Business
Economics has recently estimated the
value of the world’s fleet by calculating its
value each year on the basis of newbuild
costs within different vessel segments,
adjusted for the fleet’s age and size. The
figure on the left shows the Norwegiancontrolled fleet’s value in 2002 and 2012 by
1. The eight segments are broken down into six types of freighter and
two on the operational side. The six freight categories are chemicals,
crude oil, dry bulk, oil products, liquified gases (LPG and LNG) and
a combined category for freighters including containers, ro-ro and

25000

2012
2002

20000
15000
10000

Other operations

Other Cargo

Crude Oil

Liquified Gas

0

Oil Products

5000

Chemicals

Carrying capacity is however misleading
as a metric for the maritime industry’s
international position, for several reasons.
The most important is that the size of the
fleet provides limited information about
its value. The Norwegian fleet consists
increasingly of specialised, expensive
vessels that have not been designed to
maximise freight volumes but to perform
advanced operations.

Value of the Norwegian foreign going fleet in 2002 and 2012. USD millions

Bulk Dry

When measuring the Norwegian maritime
industry’s international position, it has
been usual to base this on carrying capacity,
measured by deadweight tonnage (DWT)
For many years, using this metric, Norway
was the third largest shipping nation, after
Japan and Greece. China and Germany
overtook Norway some years ago and
Norwegian-owned shipping companies
now control the world’s tenth largest fleet
– measured by DWT.

Offshore service

2 3

SOURCE: Menon/Lloyds

vessel segment1. It demonstrates that the
fleet has changed considerably over this
period. In 2002, tankers for crude oil and
oil products accounted for 22.4 per cent
of the total value of the Norwegian fleet;
this proportion had fallen to 4.5 per cent
in 2012. In offshore vessels, the opposite
trend applies. The offshore vessels’ share
of the Norwegian fleet’s total value rose
other smaller categories. The two operational categories are an overall
category for offshore and a combined category for operational vessels,
including fishing, research, dredging, towing etc.
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Norway’s share of the world’s ship value has increased.
8%
7%
6%
5%
Norway's share of the
market value of
the world's foreign fleet

4%
3%
2%

2002

2003

SOURCE: MENON/LLOYDS
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Norway's share of the
world's foreign fleet,
by DWT.

from 13.2 per cent in 2002 to 45 per cent in
2011 – or, in other words, is now ten times
more valuable than the tanker fleet.

Value of the Norwegian fleet matches China
and the USA
By estimated market value of the vessels,
the Norwegian-controlled foreign going
fleet is the world’s fifth largest. The Greek
fleet is six times larger than the Norwegian by DWT, two and half times larger by
number of vessels and only fifty per cent
larger by value. The main reason for this is
that Greece has the world’s largest tanker
fleet and the world’s second-largest dry
bulk fleet, while Norway has almost completely withdrawn from these segments
and is dominated instead by smaller but
advanced and expensive offshore ships.
The figure on the left shows the world’s largest shipping nations ranked by estimated

value in 2012. Japan has the world’s largest
fleet (by market value), followed by Germany and Greece. China, Norway and the
USA have roughly equally large fleets (by
market value), while there is a relatively
wide gap to the next four nations: the UK,
Denmark, Singapore and South Korea.

Norway’s share of the world’s ship value
has increased in recent years
Even though the Norwegian-controlled
fleet’s share of global tonnage has fallen
since 2002, its share of global ship value has
actually risen. This development is illustrated in the figure captioned «Norway’s
share of global ship value has increased». In
2002, Norway’s share of global tonnage was
7.7 per cent. At the start of 2012, it was only
2.8 per cent. By market value, the opposite
has happened. In 2002, Norway’s share of
market value was 3.8 per cent, but had risen
to 5.5 per cent by 2012.

“The
Norwegiancontrolled
foreign going
fleet is the
world’s fifthlargest by
market value”
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Strong growth in value creation and employment

Norway is home to only one-thousandth
of the world’s population, but we are one
of the great powers in the international
maritime industry. Norwegian shipping
companies own around 5.5 per cent of the
world’s total shipping fleet by market value.
Norwegian companies are world-leaders
in a range of areas, including, for example, marine financing, drilling equipment

Norwegian shipping companies’ total turnover and operating
margin 2004-2011
14 %
12 %

200

10 %
150

8%
6%

100

4%
50
0

Operating margin

Turnover (NOK bn)

250

construction, freighting of chemicals and
dynamic positioning systems. In addition, Norwegian companies and knowledge organisations are driving a stream
of innovations in ship design, propellers,
equipment and services. Many of these
innovations have positive environmental
and climate effects. In 2011, the industry
had more than NOK 400 billion of turnover, value creation approaching NOK 150
billion and employed more than 100,000
people in Norway. The shipping companies accounted for more than half of
the value creation and just under 40,000
employees.

2%
2004
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Turnover
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Operating margin

SOURCE: menon
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Since 2004, the industry’s value creation
has more than doubled and has boosted
its significance for the country’s economy.
While the maritime industry accounted
for around 8 per cent of value creation
in Norwegian business between 2004
and 2007 (excl. oil and gas), the figure
has approached 10 per cent in the last
three years. The shipping companies are
responsible for a large share of the maritime industry’s value creation. In recent
years, activities have clearly veered in the
direction of oil and gas. This is true of the
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maritime industry as a whole as much as
of the shipping companies.
Growth is variable, depending on the different shipping segments. The deepsea
companies have seen unchanging turnover
since 2004, while offshore-focused activities have experienced annual turnovers of
20 per cent. 2008 was a peak year, with more
than NOK 210 billion in turnover. After a
large decline in 2009, turnover rose again
in 2011 back to the 2008 level. Profitability
was excellent in the years up to 2009. The
shipping companies’ operating margins
have fallen to around six per cent in the last
three years. Due to a very difficult global
market situation, the deepsea companies
had the clearly lowest returns, whereas

offshore businesses, under better market
conditions, delivered operating margins
above ten per cent, even post-2008.
Examining the different groupings within
shipping businesses makes the change of
focus to offshore activities plain. In 2011,
the offshore shipping companies and drilling and production companies accounted
for around 65 per cent of value creation in
the shipping business. This share had been
less than 30 per cent in 2004. The offshorefocused businesses are expected to increase
their share of total value creation moving
ahead, based on the strong anticipated
growth in the offshore market.

Employment, turnover and value creation for shipping company activities in 2011 by sub-groups.
Year
Drilling and production companies

Employment

Turnover (NOK bn)

Value creation (NOK bn)

8 915

48,2

22,2

Deepsea shipping

6 893

83,1

20,0

Offshore shipping

11 327

58,7

26,1

Shortsea shipping

11 731

21,1

9,7

Shipping companies overall

38 866

211,1

78,0

SOURCE: Menon
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Employment on ships and rigs in Norwegian foreign going trade

In the 1960s and 1970s there were more
than 60,000 seafarers just in the foreign
going fleet alone, and far more with sea
experience. Since then the number of
Norwegian seafarers has fallen dramatically. The total number of employees in
the Norwegian foreign going fleet has
fallen by seven per cent since 2002 alone.
The decline breaks down as three per cent
among foreign employees and 17 per cent
among Norwegians.

Looking exclusively at employment
on board ships, the number of foreign
employees has fallen by four per cent, and
the number of Norwegian employees by a
full 28 per cent over the period. On board
the rigs however, the picture is different.
Here, there has been 20 per cent growth
in employment, of both Norwegians and
foreigners, and this means that the growth
in employment on the rigs over the last
decade has been 22 per cent.

Employment trends on ships and rigs.
Ships
Year

Norwegians

Rigs

Total

Foreigners

Norwegians

Foreigners

Norwegians

Foreigners

Total
64 550

2002

14 660

43 750

4 080

2 060

18 740

45 810

2003

13 190

45 090

2 985

2 550

16 175

47 640

63 815

2004

13 025

42 905

2 740

2 590

15 765

45 495

61 260

2005

12 265

37 460

2 945

2 885

15 210

40 345

55 555

2006

12 000

35 500

2 800

2 800

14 800

38 300

53 100

2007

13 100

38 400

3 000

2 900

16 100

41 300

57 400

2009

10 370

42 880

5 045

2 825

15 415

45 705

61 120

2012

10 500

42 000

5 000

2 500

15 500

44 500

60 000

SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION
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Norwegian
labour market
– recruitment and effective
competence development
3 1

Decline in productivity

The level of employment in Norway is
high, having risen strongly since the mid1990s. The Government’s use of oil money
has sustained activity and employment
through the financial crisis. Measured in
hours of work, the labour input has also
risen, but not by as much. On average,
the working day is therefore increasingly
shorter.

We are working less
Adjusting the rate of employment for time
worked yields an expression of the average input in hours of work for the working
population. In the figure, the actual hours
worked are compared to a normal year’s
work of 1,750 hours. In 2011, on average,
Norwegians worked around 60 per cent of
a normal year’s work. By this measure, the

rate of employment was higher in Greece
than in Norway until Greece felt the full
force of the crisis. Total labour input is
considerably higher in Sweden and the
USA than in Norway. We work less that
the average for the OECD countries.
When incomes rise substantially, it is natural to use some of the increased welfare for
leisure purposes. It is nonetheless paradoxical that we work notably less than the
countries we do most trade with, despite
unemployment in Norway being extremely
low. In recent years, high inward labour
migration has compensated for a lack of
adequate relevant labour, but such a development is unlikely to be sustainable. Before
the so-called grey wave sets in, reforms to
further incentivise work are required. The
pension reform was one important step in
the right direction.
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Many people in work, but working less. Employment rates.
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Growth in productivity has declined. Change in gross product (value creation) per hour of labour.
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Fall in productivity and low labour input
Productivity in the mainland economy
increased notably in the 1990s, not least
due to a number of structural reforms. The
banking sector was streamlined following
the banking crisis. The tax reform laid the
groundwork for profitable investment in
and restructuring of businesses. Improved
competitiveness and the development of
petroleum activities provided a sound basis
for allowing companies to rapidly grow
and exploit new technology. The growth

3 2

in productivity remained at a relatively
high level until around 2005. Since then,
it has fallen. And this fall has been more
evident in Norway than among our trading
partners.
Declining productivity combined with
a low labour input constitutes a serious
bottleneck for further economic growth.
Access to suitable, competent labour is crucial if we are to achieve knowledge-based
value creation.

High Norwegian cost levels

The relative price of Norwegian labour
is high. Norway’s petroleum economy
is doing much to increase the cost of the
country’s workforce. In periods of prosperity, Norwegian business have coped with
the high costs by becoming more efficient
and because the prices of what they sell
have risen. Other European countries have
seen similar strong price rises for a number
of years. Through structural reforms, cost
cutting and a lot of unused capacity, they
are now improving their competitiveness.
In the event of a recession in Norway, our
high cost levels may be a hindrance in the
fight to win tenders and market shares.

Payroll costs per produced unit in common currency. Q1 2000 = 100.
Q1 2000 - Q3 2012
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Global recruitment

Norwegian shipping companies operate
in an international market where access
to qualified labour at an international cost
level is fundamental to being competitive.
The solution is to recruit crew and officers
from countries with a much lower cost level
than Norway. The Norwegian Shipowners’
Association has therefore negotiated tariff
agreements of a high international standard with trade unions from 13 different
countries outside of Norway. Because of
pay trends in Norway in the last decade, the
extra cost of retaining Norwegian labour
is considerable. Strengthening of the
Norwegian net salary scheme is therefore
crucial for maintaining the present number
of Norwegian seafarers in foreign trade.

PHOTO: Kent Mackinnon

THE MAJOR RECRUITMENT COUNTRIES

Scandinavia

Romania

Russia

Croatia

Estonia

China

Latvia

India

Lithuania

Bangladesh

Poland

Philippines

Ukraine

Indonesia

The members of the Norwegian Shipowners’
Association employ 60,000 seafarers and offshore
workers from more than 50 countries. The
Norwegian Shipowners’ Association has tariff
agreements with seafarers’ organisations in the
major recruitment countries. The Norwegian
Shipowners’ Association is the largest employer
organisation on the Norwegian Continental Shelf,
with tariff agreements comprising 12,000 employees.
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“Education
and training
must be
tailored to
industries’
needs”

Lack of competent labour

The members of the Norwegian Shipowners’ Association employ 60,000 seafarers
and offshore workers from more than 50
different nations.
Due to developments in the maritime
offshore sector, we are also now clearly
the largest employer organisation on the
Norwegian Continental Shelf (NCS), with
around 12,000 people employed under our
tariff agreements. 6,500 of these work in
the rig sector.
Within just the short period up to 2020,
the number of rigs is set to grow by 50 per
cent. As a result, there will be a requirement for increased access to personnel in
the rig sector of around 4,500 people in
the next few years. Many of the jobs that
need to be filled require long training and
experience. Combined with such factors
as the rotation scheme on the NCS, this
means that there will be major challenges
in terms of recruiting sufficient personnel.
We are therefore faced with a widespread
skills deficit in the Norwegian maritime
industry and on the NCS.
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Activities are moving northwards
Much of the increase in activity will take
place in the High North. This will move
work and demand for skills northwards.
A high level of activity will produce a tight
labour market with intense competition for
qualified personnel. In many people’s view,
this will affect the entire maritime industry
since demand for maritime competence
cuts across the different segments of the
industry. We will increasingly see a skills
drain, with demand for suitable labour running along the entire business chain, from
operators and mobile units, via offshore
vessels to domestic shipping and fisheries.
The lack of qualified labour is exacerbated
by the fact that we are currently unable to
offer a sufficient number of training places
and traineeships.

The education system must deliver
The NCS will undoubtedly be a highly
attractive market for many years to come,
and access to competence will be an
increasingly important factor. There will
be especially high demand for engineers
and other science-based skills.

The structure of what is offered by the Norwegian education sector must be tailored
to the competence requirements of Norwegian business and industry. Educational
programmes need to be developed that
offer better opportunities for more rapid
entry into working life at an appropriate
skills level; educational courses need to be
seen as more vocationally relevant.
If study trends continue developing as
at present, demographic trends point to
an increase in the number of students in
education. Such an increase will require
more resources in the form of investments
in infrastructure and teachers.
The choices that young people themselves
make will continue to be decisive for the
size and shape of the education system, and
a number of gloomy conclusions have been
drawn from these choices. For example,
figures from international studies show
that Norway ranks below the OECD average for the proportion of students taking
mathematical, scientific and technology
courses in higher education. In the present
situation, where there is a huge demand for
labour with a scientific or technical background, this is, to say the least, unfortunate.

Strengthened tripartite cooperation
To manage these competence challenges,
we need a long-term strategy for securing
access to and developing the necessary
expertise. A lack of initiatives here will push
prices even higher. Industry must assume
its share of responsibility for raising awareness of the relationship between studies,
courses of education and careers. However,
this is not a difficulty which we can buy our
way out of. It requires the social partners,
together with the authorities, to sit down
and discuss the challenges and solutions in
a binding tripartite cooperation.
Long-term strategies will however not
resolve the short-term challenges concerning how the industry will accommodate
the large increase in activity currently in
progress. There is consequently a need for
the authorities and the industry to quickly
rally and identify how to streamline the
training of existing personnel and arrange
for an increased take-up of qualified foreign labour.
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Business

outlook
2013-2015
The Norwegian Shipowners’ Association has conducted a survey among its
members. All 160 members were asked
about future prospects, growth markets
and access to capital and competence.
Political framework conditions were also
mapped out. The questionnaire was sent
out in January and the survey concluded
on 25 February 2013. A total of 102 shipping
companies responded to the questionnaire

1.
2.
3.
4.

Shortsea shipping – 19 respondents
Deepsea shipping – 29 respondents
Offshore service vessels – 33 respondents
Offshore construction vessels (rig
companies) – 13 respondents
5. Other – 8 respondents

Growth in turnover, employment and profitability
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In this year’s questionnaire, around 60 per
cent of the shipping companies responded
that they are anticipating growth in 2013. 40
per cent of them are anticipating growth
of between 1 and 10 per cent, while the
remainder are more optimistic, believing
growth will exceed 10 per cent.
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In 2011, total turnover generated by Norwegian shipping companies was NOK 211
billion (Maritim verdiskapingsbok 2013).
The estimated growth in turnover in 2012 is
12 per cent, making total turnover of NOK
237 billion last year.

Annual year-on-year change in Norwegian shipping companies’
turnover. In NOK bn, for the period 2004-2013

06/05

Total turnover generated by Norwegian
shipping companies is expected to increase
by 9.9 per cent in 2013.

05/04

4 1

in whole or in part. These break down into
the following five groups:
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The survey indicates that the average growth
in turnover in 2013 will be 8.3 per cent, i.e.
somewhat weaker than in the preceding
year. The largest companies, however, are
rather more positive than the smaller ones,
so that, adjusting for size, we anticipate the
shipping company industry’s overall growth
in turnover to be 9.9 per cent.
If this estimate is transferred to the whole
industry, Norwegian shipping companies
can expect overall growth in turnover from
2012 to 2013 of NOK 23 billion – from NOK
237 to 261 billion.

Most growth expected among the rig
companies.
There are considerable differences in
growth estimates among the shipping
company groups. The rig companies and
other shipping companies which supply
drilling and production services have the
highest expectations at 14 per cent. The
offshore shipping companies also have a
positive view of the prospects, expecting 12
per cent growth in turnover. The deepsea
and shortsea companies also believe in
growth this year, with a combined estimate
of six per cent. It should be mentioned that
in these groups too, the largest companies
are more optimistic than the smaller ones2.
2. The group estimates are weighted by size

Projected growth in turnover from 2012 to 2013 for selected Norwegian
shipping company groups.
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The shipping companies are confident of
greater profitability in 2013
Norwegian shipowners are not just expecting to grow in 2013, but also to improve
their profits. The company executives were
simply asked whether they believed that
their operating profit would be better than,
worse than or on a par with 2012:
•
•
•

9 per cent are expecting lower operating profits
46 per cent are expecting unchanged
operating profits
45 per cent are expecting higher
operating profits

For this indicator, the large companies
are more optimistic than the smaller
ones. The reason for this is probably that
shipping companies with revenues from
oil companies and offshore suppliers are
considerably larger than the other shipping company groups. Among companies
supplying drilling and production services,
none are expecting operating profits to
decline. Among the offshore shipping companies, only one respondent is expecting
a fall in profits. The deepsea and shortsea
companies are also generally optimistic,
but the profit expectations are more mixed.
83 per cent of the deepsea companies are
expecting an unchanged or better bottom
line in 2013 compared to 2012.
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Norwegian shipping companies’ shipbuilding contracts
Norwegian shipping companies lead the
world in ship orders

Value of ship contracts signed in 50
2012 by owner country.
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Earlier in the year, Clarkson Research Services published an analysis showing that,
in 2012, Norwegian shipping companies
had ordered ships to the value of USD 17.4
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Acquisitions and disposals in the Norwegian-controlled foreign going fleet 2007-2012.
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The size of the Norwegian-controlled foreign going fleet was reduced in the wake
of the financial crisis in both 2009 and
2010. In 2011/2012, the indicators are back
pointing upwards. While the total tonnage
of delivered newbuilds has been around
2 million DWT in the period 2007-2012,
purchases in the secondhand market and
sales/losses have varied greatly from year
to year. At the same time, delivered newbuild tonnage has increased from its 2009
and 2010 level. Overall, this has meant an
increase in net influx in both 2010 and 2011.
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2008 was a new record year in terms of Norwegian shipping companies’ orders, with
378 vessels on order. Although this volume
has fallen in recent years, it remains higher
than a decade ago. On 1 January 2013, there
were a total of 137 ships on order, a fall of
nearly 100 since 2010. The order volume has
a total value of NOK 66 billion in 2013. This
is at the same level as in 2011 and 2012, but
is only half of the contract value in the peak
year of 2009. Most of the ships currently on
the order books are to be delivered within
the current year, while around 40 per cent
of them are to be delivered in 2014 and 2015.

No. of ships

shipping companies are now positioning
themselves for a new upturn.

Value (NOK bn)

Number of ships and contract value ordered by Norwegian shipping companies
2007-2013 Figures at 1 January
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Where are Norwegian shipping companies building their ships?

More than 40 per cent of the present total
contract volume has been placed with Norwegian shipyards. The trend in the last four
years indicates that Norwegian shipyards
are becoming increasingly important for
Norwegian shipping companies. The
number of contracts with Norwegian yards
increased from around 40 ships in 20102012 to the current 56 ships. After Norway,

Norwegian shipping companies in foreign going trade - contract volume at 1
January 2013 by country of construction.
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the two most important shipbuilding countries for Norwegian shipowners are South
Korea and China. While South Korea has
sustained its order volumes in recent years,
Chinese yards have lost much of their
importance. Following a peak in early 2010,
the number of vessels in Chinese yards has
fallen dramatically from 74 in that year to
the current 17.
60 per cent of Norwegian ship orders consist of offshore service vessels. Of these,
two-thirds are to be built in Norway. The
maritime cluster at Møre is renowned as
a world leader in advanced offshore vessels and many of the ships are to be built
by the yards here. In this way, Norwegian
shipping companies contribute to value
creation in many small local communities
where shipyard and equipment supply are
dominant business activities.
Norge

Of 137 ships on order, some
50 are not
Romania
offshore service vessels. Among these are
Japan
specialist buildings for carrying chemicals,
gas, cars and other freight.Spania
Over half of the
vessels are to be built in South
Korea, which
Vietnam
China as the next most important country
with 29 per cent of the orders.

Brasil

Canada

Sør-Ko

Andre l

Norwegian shipping companies in foreign going trade - offshore service vessels by country of construction. Status at
1.1.2013.

Norwegian shipping companies in foreign going trade vessels (excl. offshore service vessels) by country of construction. Status at 1.1.2013.

SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION

SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION

7%

9%

6%

4%
3%
3%
29%

5%

5%

7%
66%
56%

Norway

Brazil

Other countries

Romania

Canada

China

Japan

South Korea

South Korea

Spain

Other countries

India

Vietnam

250

200

150

100

Rig contracts
Number of rigs ordered by Norwegian rig companies and total value of orders
2007-2013 (as at 1 January)
100

80

60

40

33
25

25
14

20

0

14

18

8

2007

2008

2009

Value in NOK bn

2010

2011

2012

50

At the start of 2013, Norwegian rig companies had 18 rigs on order, at a value of NOK
0
2005
45 billion. This is four more rigs than2004
in
2012. Ten years ago, Norwegian shipping
Omsetning
companies had no rigs on order. In the
peak year of 2009, they had 25. Of the 18
rigs now on order, five are to be delivered
in 2013, seven in 2014 and six in 2015. All
the rigs are being built in Asia. The figures
presented here indicate that Norwegian rig
companies are positioning themselves for
further growth.
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 orwegian shipping companies’ growth markets – projected
N
growth 2013-2015

Europe is anticipated to be an important
growth market for Norwegian shipping
companies in the years ahead, even though
there has been a slight decline in the growth
forecasts. South America is the most
important foreign market after Europe,
closely followed by West Africa, South-East
Asia, East Africa and the Gulf of Mexico.
The North Sea has been a very good market for Norwegian shipping companies in
recent years. 38 per cent of them highlight
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the North Sea as one of their most vibrant
growth markets in the period 2010-2012.
The North Sea is expected to become even
more important in the next three years.
The largest change in market growth is
however expected to be the High North/
Arctic. Only three per cent of the shipping
companies have had the High North as a
growth market in recent years, but 15 per
cent are confident of high growth in this
region in the next three years.

NORWEGIAN SHIPPING COMPANIES’ GROWTH MARKETS – PROJECTED GROWTH IN THE PERIOD 2013-2015.
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The shipping companies are expecting
strong growth in the High North
The figures in the table of growth markets
mask major differences between the shipping company groups. The High North/
Arctic is expected to become an important
market in the years to come, especially for the
offshore service and deepsea companies. For
the shortsea companies, Europe is expected
to be indisputably the most important
growth market in the next few years – even
more so than it has in the last three.
The deepsea companies are spread across
more markets - China, Brazil, Europe,
South-East Asia and the High North.
For this shipping company group, the
growth markets are expected to change

substantially. Although Europe is forecast
to be an important growth market in the
years ahead, its relative importance appears
to have weakened. For 55 per cent of the
shipping companies, Europe was a growth
market in the period 2010-2012, while only
33 per cent are forecasting growth here in
the next few years.
For both offshore service companies and
offshore construction companies (meaning
essentially rig companies), the North Sea is
expected to be clearly the most important
growth market. West Africa is also expected
to be significant, whereas only 20 per cent
of companies are anticipating high growth
in Brazil. It is actually the deepsea companies that have the greatest expectations of
Brazil in the coming years.

The five most important growth markets for the companies within selected shipping company
groups. Share of the shipping companies that are confident of high growth in specified geographical
markets in the period 2013-2015.
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The offshore market is looking up

Increased confidence in the Norwegian
Continental Shelf and Barents Sea after
major discoveries in 2001
In many ways, 2001 was a turning point for
the Norwegian Continental Shelf (NCS).
After a number of years of low oil production and small discoveries, the gigantic
Johan Sverdrup field was discovered in the
North Sea and Skrugard/Havis in the Barents Sea. The Sverdrup find was the largest
in the world in 2011 and it is estimated that
between 1.7 and 3.3 billion barrels of oil can
be extracted from this field. This makes it
one of the four largest ever in Norway.
While Johan Sverdrup generated new
optimism in this mature area of the NCS,
the Skrugard and Havis finds offered new
confidence in the potential of the Barents
Sea. Before Skrugard and Havis, it was
assumed that, by and large, only gas would
be found in the Barents Sea. One challenge
concerning gas finds in the North is that
the infrastructure for the pipeline transport
of gas does not stretch further north than
Haltenbanken. Skrugard was discovered in
2011, and Havis in January 2012. The finds
are around 7 km apart and are now largely
treated as a single find. They are between
350 and 400 metres below the surface and
located about 200 km from the coast of
Finnmark and a similar distance from
Bear Island (Bjørnøya). Statoil estimates

that there are between 400 and 600 million barrels of oil in the fields, making the
find the second largest in Norway in 2011.
Statoil aims to begin production as early as
at the end of 2018. This will be the world’s
most northerly development of an oil field.
Before Skrugard/Havis was discovered,
there was not widespread confidence that
finds would be made in the area, not least
because Hydro had drilled a dry well only
14 km away 26 years earlier.
In February of this year, the Norwegian
Petroleum Directorate (NPD) produced
new estimates for undiscovered resources
in the Barents Sea and Norwegian sea
areas around the island of Jan Mayen. In
the open areas of the Barents Sea and in
the North of the Barents Sea, there are
expected to be undiscovered resources of
960 million Sm3 o.e. This is equivalent to
37 per cent of the undiscovered resources
on the NCS. These new estimates point
to an increase in undiscovered resources
on the NCS of a full 15 per cent. There is
consequently much interest in oil activities in the Barents Sea. This was clearly
apparent in December 2012 when the
application deadline for the 22nd licensing round for the NCS expired. Statoil has
stepped up exploration and technological
development in the North and in 2013 will
drill nine wells in the northern part of the
Barents Sea. The company has also tripled
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“The Barents
Sea is still
an immature
area and may
yet hold great
surprises”

its budget for technological development in
the North to NOK 250 million i 2012. There
is great optimism for the Hop area in the
far North of the Barents Sea. The Barents
Sea is still an immature area and it may yet
hold great surprises3.

Record-high investments in the years ahead
2012 was a new record year for investment
on the NCS. The figures show that nearly
NOK 180 billion were invested in the petroleum sector, a figure that is expected to rise
to more than NOK 200 billion in 2014 and
nearly NOK 230 billion in 2017. From 2011
to 2012, investment increased by 16 per
cent, while, from 2012 to 2013, 11 per cent
higher growth is expected. The trend in the
different segments in the period 2008-2017
is shown in the figure on the right.

3. For more information about the opportunities in the Arctic, see the
Norwegian Shipowners’ Association report: “High North, High Stakes:
Maritime opportunities in the Arctic”.
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Up to 2015, annual investments on the
NCS are expected to rise by NOK 37 billion
compared with the record-year to date of
2012. The NPD is anticipating growth in all
segments except subsea installations in the
next three years. The Directorate estimates
that investments in new subsea installations will fall by 30 per cent from 2012 to
2015, a decline which can be explained by
the record-high investments in 2012. Comparing investments in 2015 with those in
2011 reveals a slight increase in this segment
too. From 2015 to 2017 however further
growth is anticipated. The figure on the
right shows expected annual changes in
investments on the NCS, compared with
costs in 2015 and investments in 2012.

Investment and exploration costs in petroleum activities on the Norwegian shelf 2008-2017 (KPI adjusted).
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Projected changes in annual investments and explorations costs on the NCS in 2015
compared with investment level in 2012. KPI adjusted.
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Strong growth in the Norwegian rig market
In 2012, there were 32 rigs on assignment on
the NCS. This number is expected to rise
strongly in the years ahead, with 14 new
rigs expected on the Norwegian market
before 2015. All 14 are already under contract, half of them with Statoil. 9 of the 14
are semi-submersibles.
There is a a widespread skills deficit on
the NCS. Within just the short period up
to 2020, the number of rigs is set to grow
by 50 per cent. As a result, there will be a
requirement for increased access to personnel in the rig sector of around 4,500
people in the next few years. Many of the
jobs that need to be filled require long training. Combined with the existing rotation
scheme, this means that there will be major
challenges in terms of recruiting sufficient
personnel.

At the same time, we will be moving activities
and skills northwards. Access to competence
will take on increasing significance and the
high level of activity will result in intense
competition for qualified labour. Skills drain
is a major problem throughout the entire
industry; from fisheries, domestic shipping
and offshore vessels, via mobile units, and
through to the operating companies. The
lack of qualified labour is exacerbated by
the fact that we are currently unable to offer
a sufficient number of training places.
A long-term strategy is therefore required
for dealing with the competence challenges
in the industry. A lack of measures for
securing access to competent personnel
will push prices in the sector even higher.
The issue requires the social partners,
together with the authorities, to sit down
and discuss the challenges and solutions in
a binding tripartite cooperation.
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There is a need for further research
and innovation in order to ensure
that Norwegian businesses remain
internationally competitive.
With many years of strong growth behind
it, the Norwegian supplier industry is
highly optimistic. Good results in recent
years have reinforced a strong global
standing. The offshore supplier industry
had foreign turnover of NOK 170 billion
in 2011, up from NOK 144 billion in 2009
(Menon, 2102). With increased investment
on the NCS, the Norwegian supplier industry is also expected to deliver high growth
and solid returns going forward. This is
dependent on the Norwegian companies

remaining innovative and knowledgeintensive, so that the industry can justify
its high cost levels.
Despite the large increases in investment
on the NCS, all five of the large development contracts in recent months have gone
abroad. The contracts for Dagny, Martin
Linge, Aasta Hansteen, Ivar Asen and Statoil’s UK Mariner development have ended
up outside of Norway, primarily in South
Korea. Lost contracts are problematical for
sections of the Norwegian shipbuilding
and supplier industry. But this does not
mean that the supplier industry is excluded
from the developments. For example, Aker
Solutions is negotiating with Daewoo of

Projected trend in number of rigs on NCS 1990-2020.
High scenario. All contracts
renewed.
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- modern fields
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18 active
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Low scenario. No contracts
renewed.
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South Korea concerning a subcontract
for development of the Dagny field worth
NOK 1.4 billion. This corresponds to just
under 25 per cent of the contract value
Daewoo signed for with Statoil. Another
example of investments on the NCS being
made outside of Norway is the Polarled
pipeline, which, in February 2013, went to
companies based in Malaysia, Japan and

Switzerland. This contract was for NOK
4 billion. The pipeline will export the gas
from Aasta Hansteen in the Norwegian Sea
to the Nyhamna gas plant in the county of
Møre. Consequently, the contracts for the
Aasta Hansteen pipeline and the design
and build of decks for Dagny have essentially gone overseas. These two contracts
alone are worth around NOK 10 billion.

The shipping companies participate in all phases of petroleum activities – from initial seismic surveys to production and finally
decommissioning of non-producing fields

INVESTIGATION

EXPLORATION

FIELD DEVELOPMENT

PRODUCTION

OFFSHORE

TRANSPORT

DECOMMISSIONING

SEISMICS, SURVEYING

TEST AND
PRODUCTION DRILLING

FROM THE DRAWING
BOARD TO PIPELINE
INSTALLATION AND
OTHER SUBSEA
SOLUTIONS

FLOATING
PRODUCTION,
STORAGE AND
OFFLOADING

SUPPLY
ANCHOR HANDLING

shuttle tankers,
OIL TANKERS,
LNG/LPG,
SHIP-TO-SHIP

ADVANCED HEAVY
LIFTING
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“Brazil’s
offshore
market will
overtake
Norway’s”

Expected global market trends for offshore activities

The Norwegian maritime industry is
becoming increasingly more internationalised and it is therefore important to take
a wider perspective and see how the global
markets are developing. Global demand
for fossil fuels is still rising and it is anticipated that outlays in the offshore markets
will increase by 10-15 per cent annually over
the next 10 to 20 years (DNV, 2012). The
drivers for further growth in the offshore
market are the oil companies’ exploration
and production costs, combined with sustained high oil prices. The offshore market
is also growing as a result of new demand
for specialised vessels, including for use in
offshore wind power installations.
The most easily extractable resources
onshore and close offshore have largely
already been developed. Future petroleum
activity will therefore be taking place in
deeper and more demanding waters. The
IEA estimates that, of the world’s remaining recoverable oil resources, around 45 per
cent are offshore. They also estimate that
around one quarter of these will be in deep
water, i.e. more than 400 metres down. Production from deep-water offshore fields is
expected to have increased by 80 per cent
between 2011 and 2035 (IEA, 2012). The
biggest growth markets in the deep-water
segment will be the Gulf of Mexico, West
Africa and Brazil.
As offshore activities move into new areas,
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the demand for specialised offshore vessels increases further. Offshore vessels
constructed before 1995 are not suitable
for deep-water subsea operations, which
has led to increased demand for vessels
capable of operating in deep and very deep
water. Demand has been particularly high
for larger specialised offshore vessels and
vessels that can provide support functions
for operations in challenging environments. In the segment for large, advanced
offshore vessels, Norwegian offshore shipping companies have a predominant role.

Norway overtaken by Brazil as the world’s
largest offshore market.
In 2011, Norway was the world’s largest
offshore market, a position now being
challenged by vigorous growth in Brazil.
Between 2013 and 2016, the offshore market
in Brazil is expected to reach some USD
200 billion and overtake Norway. Between
2006 and 2011, Brazil’s offshore market
tripled, to reach USD 38 billion. Much of
the focus in this market has been on the
authorities’ choosing between achieving
production targets and keeping to the
strict local-content requirements. This
latter has been a challenge for Norwegian
businesses. Companies such as Aker Solutions have already made losses on their
investments in the country due to a lack

PHOTO: Farstad Shipping

of resources among Brazilian suppliers.
Norwegian offshore shipping companies
are also reporting difficulties relating to
the requirements for local content. As this
report was in preparation, the production
targets were apparently being downgraded
in order to develop the local oil and gas
industry.
Australia and Angola are other markets
where strong growth is anticipated. In

the last five years, the Australian offshore
market has grown by USD 5 billion to
reach USD 13 billion in 2011. This market is
expected to nearly triple to USD 37 billion
per annum by 2016. The graph below shows
the expected size of the offshore markets
in the next three years. Comparing the two
graphs, it is clear that the expectations of
future investment in Brazil and Australia
especially have increased greatly in the past
year.

Projected total expenditure on offshore activities for the following three years in 2011 and 2012, by offshore market (USD billions).
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WHAT WILL BE THE MAJOR GROWTH DRIVERS FOR 2013-2015?
The questionnaire asked the shipping companies what would be the most significant drivers of growth in
2013-2015.

North Sea activity
INCREASED OIL CONSUMPTION

DEMAND FOR RIGS

GAS PROJECTS

Financing

Oil company investments

AUSTRALIAN MINING INDUSTRY

COMPUTERISATION/AUTOMATION
PREDICTABLE FRAMEWORK CONDITIONS

Global economic growth
ENERGY PRICES

High oil prices
SOUTH AMERICAN MINING

SOUTH-EAST ASIAN GROWTH

WESTERN EUROPEAN GROWTH SITING OF CAR FACTORIES

ACCESS TO NEW EXPLORATION AREAS

EUROPEAN MANUFACTURING

NOK EXCHANGE RATE

LOWER WAGES

AFRICAN INFRASTRUCTURE

SOUTH AMERICAN CONTRACT VOLUME

GLOBAL GROWTH
EXPLORATION ACTIVITY

LOAN CAPITAL

DELIVERIES OF NEW UNITS

Qualified labour
US GROWTH

Rig activity
RISK CAPITAL

NORTH AMERICAN GROWTH

CAPITAL MARKETS

FRAMEWORK CONDITIONS
REGULATORY FRAMEWORK

Access to capital

NET WAGE SCHEME

SUBSEA PROJECTS
TECHNICAL OPERATIONS

Chinese growth

European growth

EXPLORATION AND DRILLING IN THE HIGH NORTH
THE HIGH NORTH

INNOVATION

US SHALEGAS

ACCESS TO NEW RIGS

FLAG STATE REGULATIONS

Tonnage balance

DEVELOPMENT OF THE OFFSHORE MARKET
BRAZILIAN GROWTH
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BALTIC GROWTH

URBANISATION
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Good maritime policies yield good outcomes

The shipping industry is dynamic and
global. The industry is attracted to countries
with the best overall framework conditions
in terms of competitiveness, stability and
predictability. Experience has shown that
political decisions can yield rapid results.
Policy measures have been taken to make the
Norwegian maritime industry more competitive, including, for example, measures
concerning competitive shipping company
taxation, the seafarers’ refund scheme and
regulatory changes. Competition is intense

and, in the absence of the measures that the
Norwegian authorities have taken, Norway’s
global maritime position would not be what
it is today. The introduction, for instance, of
a competitive shipping company taxation
system in 2007 was an important measure
that has generated strong growth in the fleet
under this Norwegian scheme. During the
last four years, the number of vessels in the
scheme has risen by around 65 per cent, and
is approaching 1,100.
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 strong presence in Norway stimulates innovation and
A
development

The maritime industry in Norway employs
around 100,000 people and creates some
NOK 150 billion in value per annum. The
industry still holds huge potential for further growth. The requisite foundations in
the shape of skills and innovativeness are
firmly in place. In order to realise the major
opportunities available in the industry, it is
crucial that the companies in the sector and
the authorities jointly ensure the continued
existence of the conditions underlying the
sector’s growth potential. There is also a
need to enhance the industry’s scope for
growth and innovation through new, targeted measures.

The combination of shipping companies
with expertise in new requirements and
an effective industrial cluster is the main
reason for the maritime industry’s present
standing. The shipping companies and
their owners, through their constant search
for better and more efficient solutions, are
the drivers of the industry. The seafarers are
key transmitters of experience and expertise from sea to shore and between actors
onshore. The Norwegian maritime cluster
has a breadth which makes it effectively
complete within the knowledge-intensive
areas, including shipyards, equipment suppliers and maritime services.

Combined initiatives are beneficial

Norwegian presence

The Norwegian maritime industry has
demonstrated its ability to create a worldleading knowledge-based maritime cluster
characterised by a unique ability to innovate and create value. Value creation per
employee is among the highest in Norway.
But it is naïve to assume that this Norwegian industry’s unique capacity to innovate
could not be copied by others. We need to
excel at both knowledge and innovation if
we are to keep our global lead.

The key factor in safeguarding innovation and developmental capacity in the
maritime industry is to ensure that Norway
remains an attractive location for the most
innovative sectors of the industry. Without shipping companies with head offices
and active owners in Norway, and a significant number of Norwegian seafarers,
the foundation of the maritime industry’s
great capacity to innovate would crumble.
A strategy and policy for innovation must

therefore be based on competitive conditions for shipping companies, their owners
and seafarers. The industry’s initiatives in
recruitment and competence building are
contributing to sustaining the capacity to
innovate in the longer term.

The shipping companies are the engines
of the maritime cluster

SHIPPING COMPANIES
Drivers of the cluster
and of innovation

Investment in R&D
There is a need for increased R&D investment in the years ahead. Increased R&D
investment in the maritime industry is
especially profitable given the strong innovative dynamic inherent in the industry.
There is a need to invest in new researchoriented infrastructure.
The realisation of the Ocean Space Centre
in Trondheim will give us the lead we need
in marine technology research capacity.
There is also a need to increase publicsector funding for maritime research
through the Maroff programme, which
is currently insufficient for realising the
industry’s ambitions. The industry itself
has implemented one of the largest privately financed initiatives ever through
the Global Maritime Knowledge Hub. To

Maritime
services

Cluster-based,
open and efficient
information flow
Strong competition

Equipment
suppliers

SEAFARERS who transmit
know-how

Shipyards

date, more than 20 professorships have
been sponsored by the industry and we
are working to add doctoral fellowships
to these.
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Competitive maritime framework conditions

Without shipping companies with head
offices and active owners in Norway, and a
significant
number
Kina - I hvor stor grad er deres virksonhet
berørt
av dette?of Norwegian seafarers,
the foundation of the maritime industry’s
Regler om skattemessig bosted
great capacity to innovate would crumble.
Refusjonsordning/nettolønnsordning for norske sjøfolk
A strategy and policy for innovation in the
Et attraktivt
norsk skipsregister
maritime
industry must therefore be based
on competitive
conditions for shipping
Arveavgift
companies, their owners and seafarers.
Formueskatt

regime in 2007 made it attractive and competitive for shipping companies to locate
themselves in Norway. A competitive level
of shipping company taxation must be
maintained in order to ensure that shipping companies remain in Norway.

A competitive tax regime for shipowners

The Norwegian Shipowners’ Association’s ownership policy is founded on a
conviction that active private ownership
Norsk rederiskatt
Without Norwegian shipowners, the mari- delivers significant added value to society.
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tant driver of innovation and development. sustaining a strong shipping industry and
The introduction of the new shipping tax for imparting an impetus to innovate to the
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Share of shipping companies who consider that specific framework conditions are important to or decisive for their business
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entire maritime industry. Innovation in
the Norwegian shipping industry is largely
powered by entrepreneurial spirit. The present tax on shipowners is not competitive.
Norway’s wealth tax needs to be eliminated
in order to make Norway an attractive
country for active owners. We also believe
that inheritance tax should be abolished
and that the rules for tax residence should
be harmonised with our neighbouring
countries.

A competitive pay scheme for seafarers (net
wage)
Norwegian seafarers are key contributors
to the innovation processes in the maritime
industry – as transmitters of know-how
and information. The net wage scheme is
necessary to make it possible to employ
Norwegian seafarers, The scheme is a good
investment in innovation and competence.
But, in its present shape, it is no longer
competitive. Among other things, the present cap on the scheme must be removed
and the scheme should also apply to the
NIS register.

A competitive register of shipping/flag state
A competitive register of shipping and
Norwegian flag is important for maintaining our position and identity as a maritime
nation. They provide influence in international forums where future requirements
and framework conditions are decided on.
NIS, the Norwegian International Ship
Register, has standing as an international
register of quality. It is important for its
competitiveness to be further enhanced.
It is also important that NIS ships should
be able to sail along the Norwegian coast
and on the NCS, in the same way as ships
on every other ship register in the world.

A competitive export financing and
guarantee facility

“Norwegian
shipping
companies fill
a large share
of Norwegian
shipyards’
order books,
and create
extensive
value for local
communities
on Norway’s
coast”

A well-functioning export financing and
guarantee facility ensures access to financing of very capital-intensive investments.
Norwegian shipping companies fill a large
share of Norwegian shipyards’ order books,
and create extensive value for local communities on Norway’s coast. Dependable
export financing and guarantee schemes
through GIEK and Export Credit Norway
are essential for the maritime industry’s
competitiveness and employment.
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“Access to
Norwegian
technical
skills is seen
as extremely
restricted”

Need for qualified heads and hands

Eight in ten shipping companies are finding
it difficult to recruit Norwegian technical
personnel
Norwegian shipping companies are finding that the relevant skills are in short supply. 80 per cent of the shipping companies
state that it is difficult to recruit sufficient
Norwegian technical staff. Only 30 per cent
find it similarly difficult to appoint foreign
technical personnel.
The labour market for foreign shoreside
personnel does not appear to be especially
problematical; only 19 per cent of the companies report difficulties here. But it is less
easy to recruit Norwegians for similar
work, since 48 per cent of shipping companies are finding the labour market for
Norwegian onshore staff tight.

The shortsea shipping companies are finding recruitment of ordinary seamen the
most difficult
The four shipping company groups have
very different experiences of the skills deficit. For example, the shortsea companies
are finding the labour market for Norwegian ordinary seamen extremely tight,
while the three other groups have fewer
problems in this regard. The rig companies
are the only group to find the market for

S
 hare of shipping companies

Share of shipping companies which

which find that there is a tight

find the specified labour of no

labour market for ...

relevance

Officers/individually remunerated (Norwegian)

54 %

Officers/individually remunerated (foreign)

30 %

9%

Ordinary seamen/paid under tariff agreement (Norwegian)

48 %

25 %

18 %

Ordinary seamen/paid under tariff agreement (foreign)

13 %

10 %

Onshore personnel (Norwegian)

48 %

10 %

Onshore personnel (foreign)

19 %

21 %

Technical personnel (Norwegian)

81 %

14 %

Technical personnel (foreign)

30 %

22 %

SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION
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The figure below makes clear these large
differences in the labour markets for Norwegians and foreigners. For all types of
profession, the markets are considerably
tighter for Norwegians. The biggest difference is in lower-ranking sea personnel.

foreign technical staff difficult, probably
because these are large companies and with
large-scale requirements for technical personnel. Common to all shipping company
types is that access to Norwegian technical
skills is seen as extremely restricted.
Perceptions of how tight the market is
also depend on how petroleum-oriented
the shipping companies are. The most

petroleum-oriented companies are unable
to recruit enough technical personnel.
Shipping companies focused on other
markets are finding the biggest challenge
is to recruit Norwegian shoreside staff.

3. Using a rotated factor analysis, nationality came out as the most
important factor; all Norwegian groups loaded on factor 1 and all
foreign groups on factor 2.

Share of the shipping companies finding that the labour market is tight for selected Norwegian
and foreign professional groups
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SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION

Onshore
personnel

Technical
personnel

1
0

Tilgang på kapital

Shortsea

De

87

5 5

Access to capital

The shipping industry, more than most
others, is capital-intensive, procyclical and
internationally exposed. It typically has a
long lead time from investment decision to
actual investment, which means that there
is great demand for long-term financing. In
Norway, we have two of the world’s leading
shipping banks.

Solid banking industry
There are currently a number of processes
in the pipeline linked to the development
of regulations for the European finance
sector in the wake of the financial crisis.
The so-called Basel Committee has recommended a new regulatory framework for
banks’ capital and liquidity. These Basel
III norms impose stricter requirements
on the level and quality of the capital base.
Stricter liquidity coverage is defined and
there are special rules for banks that are
assessed as important for the banking
system as a whole. For business in general
and the maritime industry in particular, a
solid banking industry is a good thing. We
therefore support the broad sweep of the
international efforts on new, stricter regulation of the banking industry. Solid capital
coverage is a competitive advantage and
our assessment is that Norwegian banks
are well-situated. In order to ensure proper
competition for the benefit of customers, it
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is however important that the requirements
and the implementation of the rules are as
equitable as possible between countries.
There is much discussion internationally
about the final formulation of the requirements and the schedule for their introduction. Adjustments and adaptations are being
made so that the regulations do not have
a procyclical impact with further negative
effects on the real economy in Europe. The
risk is that the high cost or scarcity of capital
will be to the detriment of otherwise profitable investments and projects. It is therefore
necessary to strike a balance that makes the
banks more robust while allowing them the
capacity to lend money to businesses.

Norway-specific regulation
Bank regulation in practice concerns business framework conditions, value creation
and jobs. Regulatory uncertainty and regulations specific to Norway, especially with
regard to what capital requirements are to
be introduced and when, may stretch the
banks’ capacity to finance growth. Norwegian regulations in this area may mean lower
investment capacity for Norwegian companies. The interaction between the banking sector and other industries is crucially
important. The banks must be in a position
to continue lending money so that companies can invest and create jobs. Regulatory

Norwegian shipowners’ assessment of their own business’s access
to capital. Scale from 1 to 5, where 1 is most positive and 5 is most
negative8
5
4
3
2
1
0

Access to capital

Shortsea

The terms on which
capital is offered

Deepsea

Offshore

Anticipated access
and terms in 2013

Unite

Offshore contractors

8. Access: 1 = good availability to 5 = very restricted. Terms: 1 = better terms, 3 = unchanged,
5 = worse terms. Access and terms in 2013: 1 = better, 3 = unchanged, 5 = worse.
SOURCE: NORWEGIAN SHIPOWNERS’ ASSOCIATION

uncertainty weakens the banks’ ability to be
growth engines for the economy. A number
of banks have already signalled that they
need to reduce their lending activities due
to the new capital coverage regulations.
The Norwegian Shipowners’ Association
members have reported their assessment of
the situation in the capital market. Around
90 per cent of the respondents believe
that the conditions under which capital

Sa

Share of shipping companies finding
that access to capital for new projects
is restricted

60 %

Share of shipping companies which
think that terms have changed for the
worse in the last year

88 %

Share of shipping companies which
anticipate that access to capital and
the terms on which it is offered will
worsen in 2013

54 %
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“Access to
financing of
highly capitalintensive
investments is
important for
the Norwegian
maritime
industry
and for
employment
along the
entire coast.”

is provided have changed for the worse
in the last year. In addition, 60 per cent
of respondents state that access to capital
for new projects is tight. Well over half of
the respondents anticipate that access to
capital and the terms it is provided on will
worsen in 2013.

Guarantees and export financing
Norwegian shipowners account for 80
per cent of all Norwegian shipyards’ order
books. For each ship ordered at a Norwegian yard, typically between 70 and 100
Norwegian sub-suppliers are used. For each
offshore vessel built at a Norwegian yard,
more than 500 direct man-years of labour
for Norwegian industry along the coast
are created. Access to financing of highly
capital-intensive investments is important
for the Norwegian maritime industry and
for employment along the entire coast.
Norway and its maritime industry also
have substantial and increasing interests

5 6

GIEK and Export Credit Norway are key
agencies for ensuring maritime businesses’
access to financing. Export Credit Norway
secures robust and competitive export
financing for Norwegian trade and industry. The loans are provided by the state, so
that customers have secured loans even in
situations where the capital markets are
not functioning. GIEK’s guarantee frameworks make an important contribution to
simplifying sound financing and landing
major export contracts.
The maritime industry and Norwegian
shipping are the largest users of export
financing. A well-functioning export
financing and guarantee scheme is therefore essential for the maritime industry’s
competitiveness and consequently for
employment along the Norwegian coast.

From land to sea

A total of 29 per cent of all domestic traffic
takes place at sea. Sea transport is cheaper
than road transport and it is both reliable
and eco-friendly. Transport by ship also
reduces pressure on the roads, and hence
the risk of accidents, pollution and noise
levels. A single vessel can replace hundreds
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internationally. For example, nearly one
quarter of offshore vessels on the Brazilian
Continental Shelf are currently controlled
by Norwegian shipping companies.

of lorries. An ever-increasing proportion
of goods is being transported on the Norwegian road network, contrary to policy
objectives. The growth in goods transport
is happening offshore and all forecasts
indicate that this trend will continue unless
fundamental changes are made in the basis

PHOTO: Trond Stensaker

of competition between road transport and
other means of transport. The outcome is
less safety for everyone on the roads, more
CO2 emissions and local pollution, road
wear and tear, and congestion.
The potential for switching goods from
land to sea is considerable. The pre-studies
for the National Transport Plan estimate
that ¼ of goods transport on Norwegian
roads could be carried by sea or rail. One
modern ship can replace 150-200 trailers.
Norway’s «inshore motorway», the coastal
sea route, is naturally free of traffic but it is
not currently matching up to its tarmacked
competitors.
A strategy for increased maritime transport must have clear objectives for how
much cargo is to be switched from land to
water and clear prioritisation of where it
is especially important or efficient to use
the sea route.

modes of transport must be improved.
Certain harbours need to be defined
as national hubs where sea, road and
rail transport converge, and their
upgrading and development needs to
be prioritised.
•

A simpler duty and taxation system:
The arena in which shortsea shipping
competes with land-based transport
means that the differences in duty and
taxation levels between the modes of
transport are crucial for their competitiveness. Maritime transport is subject
to both more and higher taxes and fees.
Maritime transport infrastructure is
much more extensively user-financed
than that of land transport. This is true
of both sea routes and harbours. We
therefore need a comprehensive overhaul of the maritime transport duty
and taxation system, which will result
in maritime transport becoming at
least equally, if not more, competitive
than road transport.

•

Renewal of the shortsea shipping fleet:
The authorities should facilitate a more
targeted fleet renewal in order promote
even more efficient, reasonably priced
and eco-friendly freight transport to
and from Norwegian harbours.

Three key concepts are necessary for moving more transport from land to sea:
•
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A national harbours strategy:
Norway is lacking a coherent strategic
and planned approach to the
development of key harbours and
freight hubs. In order to unlock the
potential for increased maritime
transport, the interaction between the

WHAT FRAMEWORK CONDITIONS ARE PERCEIVED AS
IMPORTANT FOR OWNING AND OPERATING A SHIPPING
COMPANY IN AND FROM NORWAY?
In the questionnaire, the shipping companies were asked about which framework conditions were
important for owning and operating a business from Norway.

Recruitment/
skills deficit

Study places on relevant courses/colleges

Competitive register of shipping
Environmental requirements

Pilotage rules Pilotage Exemption Certificate

Regulations concerning foreign labour
Relationship with China

Shipping company taxation

Wealth tax
Inheritance tax

Offshore personnel work regulations

Net wage scheme
THE GOVERNMENT’S MARITIME STRATEGY

THE HIGH NORTH

Tax rules for drillships/drilling rigs

Allowing for more companies on the NCS

Good financing solutions
OPENING UP NEW LICENCES

Equitable competition with overseas
WORKING ENVIRONMENT ACT

GIEK/Export Credit Norway

Stable framework conditions/
tax regime
Shortsea fleet mortgage scheme

About the survey

Data basis and methodology
This report employs a wide range of data
sources, as specified in the text, tables and
figures. Three types of analyses were carried out specially for this for this economic
report. The data sources and methodology
are described in brief below.

Survey of the shipping companies’ prospects
and framework conditions
The survey was carried out between 4 January and 25 February 2013. All 160 members
of the Norwegian Shipowners’ Association
were sent an electronic questionnaire to
elicit responses concerning prospects,
growth markets, access to capital and skills
and policy framework conditions. The survey was irrelevant for 10 of the members, so
the actual survey population was 150 shipping companies. 102 of these, i.e. around
2/3, responded in full or in part.
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In our assessment, the shipping companies which participated in the survey
are representative of the membership of
the Association in terms of both size and
type. We consider the material sufficient
to generalise based on the population
cohort. Almost without exception, the
responses came from owners and senior
management.

Valuation of the world’s shipping fleet
Menon has estimated the value of the
world’s fleet by calculating its value each
year on the basis of newbuild costs within
different vessel segments, adjusted for
the fleet’s age and size. The breakdown of
the number of ships, gross tonnage and
deadweight tonnage for each individual
country is based on the data series from
IHS Fairplay, World Fleet Statistics from
2001 to 2011. Only vessels over 100 GT are
included. The same applies to the classification by vessel category. We use 12 categories in all; four for operational shipping

and eight for freight-related shipping. We
have calculated the value per category for
the largest vessel types, which IHS has
published data for. The value estimates
are based on age-adjusted newbuild prices.
The newbuild prices are obtained from
Clarkson Research Services Ltd: Shipping Intelligence Weekly and elsewhere.
The prices for offshore services vessels are
primarily obtained from Global Support
Vessel Monthly, published by RS Platou.
We have adjusted the value for vessel age
by straight line depreciation down to scrap
value, with a general depreciation period
of 30 years. In some segments, ships are in
service for considerably longer and their
age is less precarious. In these cases, we
have increased the depreciation period.

Calculation of the shipping companies’
growth in turnover in 2012 and 2013

questionnaire asked the shipping companies to state their turnover in 2012 and
projected percentage growth in 2013. In
the absence of complete turnover figures
for all shipping companies in 2012, we have
calculated these in two ways:
a) By comparing the shipping companies’
self-reported turnover in 2012 with audited
turnover in 2011, in order to allow the average growth of these shipping companies to
be estimated.
b) 4th quarter figures (failing that, 3rd
quarter figures) for stock exchange-listed
companies were used to estimate their
growth from 2011 to 2012.
Combining these two methods, we arrive at
an estimated 12.5 per cent turnover growth
in 2012 for the Norwegian shipping company industry as a whole.

From Menon’s accounting database,
we have figures for all Norwegian shipping companies’ turnover in 2011. The
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