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Abstract  

Purpose:   The purpose of this thesis is to study and evaluate the Norwegian 

tonnage tax system and its impact on Wilhelmsen Group. 

Background/Problem: The maritime sector has always been highly affected by financial and 

political shocks. So when Norway introduced their new tonnage tax 

system, it came as a great shock for shipping companies located in 

Norway. They now had to decide whether to enter the new system 

or not.   

Method:  To solve the purpose, Wilhelmsen's annual reports has been scruti-

nised in order to create an overview look of the impacts of the new 

tonnage tax system. In addition, useful information has come from 

several journals and seminars attended at BI 2008. 

Conclusion:  The findings of this thesis argues that the New Norwegian tonnage 

tax system is in its core state, where many changes are still being 

made. However what has been established is that the new tonnage 

tax system is profitable, and that Wilhelmsen group wants to apply 

for this new system, shows its successfulness.  
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Definitions of some tax concepts 

Income tax: Based on taxable profits.  

Distribution: When you pay taxes, you pay them to the government because they have a re-

sidual share in all companies.  

Current tax: Current tax is the amount you will pay based on the taxable profit for one spe-

cific period.  

Deferred tax liability: It is the amount of income taxes that you should pay in the future, in 

respect of taxable temporary differences. 

Deferred tax assets: If you have some unused tax losses from previous, that has a value, 

depending if you will generate taxable profits in the future you can utilize these unused tax 

losses and reduce your future tax expense.  

Temporary difference: Difference between the book value and the tax value. Meaning the 

difference between a carrying amount of your asset and liability you have recognized in 

your balance sheet and the assets and liabilities in your tax base. Tax base is the tax value of 

an amount of that asset or liability. If the carrying amount of that asset is higher than its tax 

base you have a taxable temporary difference. The same applies if the carrying amount of a 

liability is lower than its tax base.  

Deductible temporary differences arise when the carrying amount of an asset is lower than 

its tax base or if the carrying amount of a liability is higher than its tax base. 
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1 Introduction 

In this section, there is a brief background of the global Maritime sector and its importance to global econ-

omy and also an insight in the Norwegian maritime sector. Followed by the introduction of the problem dis-

cussion, purpose and the various of delimitations 

1.1 Background 

The global maritime sector is highly affected by economical and political factors; this puts 

the industry in a constantly unstable position, so every small change in the economy or 

politics can heavily affect the industry. (Palmberg, Johansson & Karlsson, 2006) To make 

matters worse, this industry is very capital-intensive (where companies need large profit 

margins in order to go around) since some assets are being owned and some are being 

leased. (Dyrnes, 2008) 

Also there occur a wide range of variability in cost bases, and this explains the short-term 

instability the industry experience. (Notteboom, 2004) Hence the shipping industry tends 

to be a very unstable industry, since it is affected by external impacts, like economical crisis. 

For example the boom in Asia 1999-2000 resulted in a decline in shipping activities years 

2001 – 2002. (Notteboom, 2004) 

A unique thing for shipping companies is that the tax system is specially constructed for 

the shipping business. For example in some EU countries the profit from shipping activi-

ties will have 0% taxes. (Rødal & Haukaas, 2008) 

Shipping is the third largest export industry in Norway and approximately 10% of all ship-

ping tonnage in the world is controlled by Norway. (Jenssen, 2003) So shipping is a very 

important industry in Norway’s economy, despite their vast oil and gas reserves.  

In the figure (1.1) below, you can see that the Norwegian maritime sector is a very complex 

sector connected to a set of segments. 
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Figure 1.1 The Maritime Sector in Norway: An overview, Source: Benito, Berger, de la Forest & 

Shum, 2000 

Thus main actors in the Norwegian Maritime sector are the Shipping industry, Shipbuilding 

industry and Maritime services. In addition there are a lot of organisations and institutions 

in close connection with the maritime sector such as the vast oil- and gas- industry. The 

shipping has a more complex connection to the gas and vast oil industries than just trans-

portation, for example offshore ships are manufactured by the shipping industry and ship 

steering producers are delivering both to the offshore sector (offshore oil-drilling plat-

forms) and the maritime sector.  (Benito, Berger, de la Forest & Shum, 2000) 

The shipping industry is also delivering to fishing industries, and connections are also 

found among the maritime sector and the IT sector, since the maritime sector is highly de-

pendent on communication. Hence the IT sector provides for example customised satellite 

transfers. (Benito, Berger, de la Forest & Shum, 2000) 

Ever since 1973, the shipping industry in Norway has been through a period of major tran-

sitions, and has had an aggressive competition from low-cost countries in Asia. This has 

put a huge amount of pressure on Norway’s shipping industry. (Jenssen, 2003) 

Norway developed a new sea-politic which followed a more beneficial tonnage tax system 

1996, which resulted in a more prosper and stable shipping industry. This tonnage tax sys-

tem was based on a tax deferral system. In 1998 the shipping business constitutes of nearly 

92 % of the total shipping industry and constitutes for over 90% of the total turnover for 

the shipping industry.  
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In the end of the 20th century you can conclude that Norway’s shipping industry sector has 

been stable in terms of keeping their shipping industry in Norway. (Benito, Berger, de la 

Forest & Shum, 2000) 

The main office and production for Norwegian shipping companies have mainly been lo-

cated in Norway. However Norway once again reformed their tax tonnage system in 2007, 

which forced shipping companies to pay taxes for years 1996 – 2007. This created a very 

unpleasant situation. (Benito, Berger, de la Forest & Shum, 2000) 

1.2 The Problem Discussion 

As we have stated before, the shipping industry is already very unstable, due to its capital 

intensive nature (Dyrnes, 2008) and the high affection by economical and political changes. 

(Palmberg, Johansson & Karlsson, 2006) 

So the new tonnage tax system that has been created in Norway lead to a huge impact on 

the Norwegian Maritime sector. The problem here is that the tax deferral system caused the 

Maritime sector to live in a “dream” world, where you did not have to pay taxes now but in 

a future point of time. (Ernst & Young, 2008) However the situation has changed with the 

new tonnage tax system, where the government has imposed a back-taxation. Forcing 

companies to pay taxes 10 years back. This has been a major shock within the maritime 

business sector. (Ernst & Young, 2009)  

This whole situation generated that Companies in the Maritime Sector, mainly the Shipping 

industry segment, had plans on moving their operation bases to other countries, such as 

Great Britain, Bermuda, Singapore, Cyprus and Malta. (Norges Rederiforbund, 2010-08-02) 

As a result on this matter, Maritime companies are trying to figure out the best solution in 

how they will continue with their operations. Hence this study will be focusing on the 

changes in the tonnage tax system and how it has affected the associated companies using 

Wilhelmsen Group as empirical evidence.  

Wilhelmsen Group had a big drawback in their profit year 2007. They had a net profit of 

$240m before taxes, since they suddenly had to pay $228m in deferral taxes, so their net 

profit ended on $7m for year 2007, which is a huge difference from 2006, where they had a 

net profit of $200m. (Wilhelmsen Group’s annual report 2007) 
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Wilh. Wilhelmsen was established by Morten Wilhelm Wilhelmsen in 1861. By 1865 the 

first vessel was acquired, by 1900 the company controlled 22 steamships and 1 sail ship, 

and the fleet had grown to be the largest under Norwegian flag, and even today it is still 

holding a place as one of the leading company in the Maritime sector. Today the company 

goes under the name Wilhelmsen Group and is operating in two segments (Maritime Ser-

vices, and Shipping & Logistic). (Wilhelmsen.com, 2010-08-02) 

1.2.1 Researching questions  

* How is the tonnage tax system rules in Norway compared to other European tonnage tax 

systems?  

* How has Wilhelmsen dealt with the back-taxation? 

* How is Wilhelmsens financial situation before and after the new tonnage taxation system? 

* What is Wilhelmsens future plans regarding the new tonnage tax? 

1.3 Purpose 

The purpose of this thesis is to study and evaluate the Norwegian tonnage tax system and 

its impact on Wilhelmsen Group. 

1.4 Delimitations 

Due to the new tonnage tax rules being constantly changed, the authors can not foreseen 

information which has not yet been established, concerning the new tonnage tax system. 

Since some of the foundations are yet to be established by the Norwegian government.  
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2 Theoretical Framework 

This section presents several calculation models which has been used, as well as the models for the tonnage 

tax systems and the Norwegian Maritime Sectors in depth. This to furthermore strengthen the knowledge 

within the Maritime sector. 

2.1 Maritime sectors 

The maritime sector has always been put into two categories, on one side there are service 

providers and on the other side there are product providers. In addition there are many or-

ganisations and institutions related to the Maritime sector. (Benito, Berger, de la Forest & 

Shum, 2000)  

Shipping is only one of many components of a large maritime cluster. Even though it is the 

centre of the maritime sector, you can not rule out the whole maritime sector, since they 

are all mutually connected. (Finckenhagen & Fjeld, 2008) 

Benito, Berger, de la Forest and Shum (2000) recognised that there are many types of sub 

categories of activities in the Norwegian maritime sector, hence they have split them up 

and put them under three groups, the Shipping industry, Shipbuilding industry and Mari-

time services, which you can see in Figure 1.1 in the introduction chapter. According to 

Finckenhagen & Fjeld, (2008) these three groups are interdependent and they rely on each 

other in order to increase maximised value creation.  

While other nations mainly focus their strengths within one or two maritime categories, the 

unique thing about the Norwegian Maritime sector is that it is among the most compre-

hensive in the width of services, products, and expertise. (Finckenhagen & Fjeld, 2008) 

The Maritime service sector’s activities are connected to both the Shipping industry and 

shipbuilding industry. Where as shipbuilding industry focus most on physical activities that 

are highly connected to the Shipping industry. The shipping sector and maritime services 

are even connected to other industries like offshore, fishing, and aquaculture industries. 

From all the 15 activities, 11 of these are directly connected to services or product delivery. 

(Benito, Berger, de la Forest & Shum, 2000) 



 

 6 

2.1.1 Shipping Industry 

The shipping industry is in general all services providers related to the maritime sector. 

This sector represents the biggest piece of the entire Maritime sector. Where it provides 

69,3% of the entire Maritime sectors total revenue. This is the biggest segment in the entire 

Maritime cluster, where it is providing approximately 90% of the total revenue of this sec-

tor. (Benito, Berger, de la Forest & Shum, 2000) 

It is also “one of the world’s most global industries and is generally seen as a necessity for 

economic growth for exporting countries.” (Finckenhagen & Fjeld, 2008) 

2.1.1.1 Shipping business 

This activity includes all Norwegian companies whom operate or relates to the sea trans-

portation. This activity can be summed up with transporting, both nationally and interna-

tionally, goods from point A, to point B. According to Benito, Berger, de la Forest & Shum 

(2000) the shipping business is approximately equivalent to 62% of the total organisations 

within the Maritime sector. However they also argue that the majority of these companies 

are relatively small. It is the bigger shipping business companies that are representing the 

greater profit. (Benito, Berger, de la Forest & Shum, 2000) 

2.1.1.2 Ship broking 

This activity is containing all the companies which works within the field Maritime sector 

with ship broking, which contains distribution of missions for shipping, and constructing 

contracts. In addition ship broking should be in the middle of shipping and ship repairing, 

contractors and shipyard. It established connections between different actors, mainly 

within shipping. Benito, Berger, de la Forest & Shum (2000) argues that the Norwegian 

Shipping industry is completely reliable on the existents of ship broking. Therefore the 

shipping industries evolution will be critical for the ship broking activity. 

2.1.1.3 Ship insurance 

In this category, every insurance company with shipping insurance in their portfolio is 

counted. Ever since the Shipping business has increased, there has been an increase in de-

mand for ship insurances, which is now seen as a vital category for the shipping industry. 

(Benito, Berger, de la Forest & Shum, 2000) 
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2.1.1.4 Shipping finance 

This category contains all banks, or financial institutions that operates within the maritime 

sector. For example it can be a bank that is loaning money to a shipping company, but it 

can also be banking activities where the focus lies on transactions between customer and 

suppliers. There are many banks in Norway whom focuses their operations within shipping 

finance, both nationally and internationally. The Norwegian Bank (DnB) is one of the 

world’s biggest shipping banks and has long traditions within the financing of shipping ac-

tivities. (Jakobsen, 2004) 

2.1.2 Maritime services 

A variety of specialised providers of services has been developed as a close relation to the 

sea transportation business (Jakobsen, 2004), thus creation of the Maritime services seg-

ment. Shipping companies frequently use service providers in all different parts of their 

value chain, and also yards, ports and equipment makers use specialised providers for ser-

vices. As we know, shipping is a capital intensive industry, with a cyclical nature, and also a 

high financial risk factor. (Jakobsen, 2004) Thus the shipping financing becomes a vital 

knowledge intensive activity, so a vital part of the Maritime services is for example the 

shipping consultants. These provide vital information in all areas for a shipping company 

to survive. (Benito, Berger, de la Forest & Shum, 2000) 

The increase in the shipping industry has had a positive effect on the demand of Maritime 

services. (Finckenhagen & Fjeld, 2008), thus it shows how well connected the Shipping in-

dustry and the Maritime services sectors are.  

2.1.2.1 Classification 

This category is very important, since all ships have to be registered. This happens through 

a register board, which issues one or more certificates, who describe the ships type, dimen-

sion of the ship and its technical standard. Also the Classification category is preparing and 

calculating the insurance premium the company will have to pay when they insure their 

ship. (Jakobsen, 2004) 

“Det Norske Veritas”, DNV in short, is one of the leading organisations in the world when 

it comes to register of ships. They have approximately 300 offices localised in 100 countries 

around the world.  (Benito, Berger, de la Forest & Shum, 2000) 
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2.1.2.2 Ship consultants 

The shipping consultants’ category is straight forward, the organisations whom operates 

with consulting within the shipping industry, shipping equipment, ship engines, etc. There 

is a broad range of categories where consultants are needed. The shipping consultant is 

providing the companies with vital information and how they should proceed with their 

business. (Benito, Berger, de la Forest & Shum, 2000) 

2.1.2.3 Other services related to shipping transportation 

This category contains organisations with services related to the shipping transportation, 

which can be for example loading and discharging of ships, ship expeditions and also pro-

viding operation and maintenance to the marine. This category merely provides 7,1% of 

the entire maritime sector. (Benito, Berger, de la Forest & Shum, 2000) 

2.1.3 Shipbuilding industry 

This industry contains all organisations that produces and provides products to the mari-

time sector, such as ship engines, or ship building. As stated before, this industry is highly 

connected to the Shipping industry, so it is dependent on the way the shipping industry is 

going. The Shipbuilding industry is representing 30,7% of the entire total revenue of the 

Maritime sector. (Benito, Berger, de la Forest & Shum, 2000) 

The growing demand of shipping drives the shipbuilding industry forward, and there are 

direct correlation between the shipbuilding demands and the demands for maritime equip-

ment, thus the marine equipment industry relies on the ship building industry. (Finckenha-

gen & Fjeld, 2008) 

2.1.3.1 Building and repairing ships and boats  

All companies within this category are operating with building, and/or repairing ships. 

These are the biggest revenue providers within the shipbuilding industry, where building 

and repairing ships is a vital part in the entire maritime sector. Hence this category is being 

highly connected to the shipping industry. (Benito, Berger, de la Forest & Shum, 2000) 

One important aspect of this category is that it is not focused on producing the biggest 

volume in fastest times; instead it is a slow industry, where every boat takes a tremendous 

amount of time to build. Every impact on the shipping industry, transforms to the ship-
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building industry, which then needs to have long-term plans. This category builds ap-

proximately 1 – 3 boats per year, by full capacity. So the repairing operation of this cate-

gory is vital for companies, in order to go by each year. (Finckenhagen & Fjeld, 2008) 

2.1.3.2 Marine equipment 

Contains a variety of products connected to ship equipment, for example pumps, compres-

sors, and other vital equipment on ships and boats. The Marine equipment category mainly 

provides their services to ship building and to shipping categories, both nationally and in-

ternationally. This category is also sometimes providing equipment to offshore facilities 

and fishing industry.  This category is living of solving several requirements and problems 

for customers. However on the other hand, the shipping category leaves requirements to 

the shipyards, whose mission is to solve the problems. So it is vital that the equipment 

category is adapted to these demands. In this complex relationship, it is vital for the infor-

mation to flow from the shipping, to the shipyard, to the equipment category. All three 

categories need to be working flawlessly, so they are all highly affected by each other. 

(Finckenhagen & Fjeld, 2008) 

2.1.3.3 Ship Engines 

The ship engine category is mainly on building engines, however also maintaining engines. 

The ship engine producers are mainly producing goods to the shipyards, which mount 

these engines onto the sips and boats. This is a small category, which represents only of 

0,3% of the entire maritime sector in Norway, nevertheless a very important category for 

the entire shipping industry. (Benito, Berger, de la Forest & Shum, 2000) 

2.1.3.4 Other services within shipbuilding 

Other shipbuilding productions, which do not fall under the other categories, are collected 

here. We can found for example wholesale trades with shipping equipment in this category. 

(Benito, Berger, de la Forest & Shum, 2000) 

2.1.4 Outside organisations which affects the Maritime sector 

The four outstanding sources that connect to the Maritime sector are Science, which pro-

vides research within the field. Education is providing personnel with training and educa-

tion, in order to enter the Maritime sector. Non-government organisations provide lobby-
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ing, and taking care of trade union (such as Rederiforbundet) interests. Also Government is 

an important segment, with its legislation of laws and rules, and the control of the entire 

traffic on Norwegian waters. (Benito, Berger, de la Forest & Shum, 2000) 

2.2 Back taxation and tax acknowledgements 

The back taxation has stroked only the shipping activities and shipping companies have 

tried to avoid these taxes by evaluating various tonnage tax systems. (Rødal & Haukaas, 

2008) Explanations regarding back taxation have further been established.  

2.2.1 Back taxation 

Tax payments are not usually made in exchange for goods or services. It is the benefits 

from those investments to the company that accounts, you pay taxes from the contribu-

tions to those investments.  Taxation is a complicated issue and to know if the taxes are a 

distribution or an expense is very hard to predict, you have to take accounting periods into 

consideration. For simplifying things we will see the taxes as an expense for the company. 

We have a lot of different taxes that are imposed for businesses, for example value added 

tax, for simplifying we will say that income taxes include all domestic  and foreign taxes 

which are based on taxable profits. To know whether or not it is an income tax, meaning 

based on taxable profits you can divide the taxes in different categories. The categories are 

tax expense, income tax or collected behalf of the government. (Rødal & Haukaas, 2008) 

The temporary difference is only an accounting term to move the cost for example tax ex-

penses, to align differences between when the government allows you to take the deduc-

tions, and when according to your financial statement recognized the expense for that as-

set. In the accounts you have the tax expense, meaning profit before tax, tax expense and 

net profit. There are two items within the tax expense which is the current tax and change 

in deferred tax, as illustrated in figure 2.1 below. 

 

Figure 2.1 Illustration of the Taxation 
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A current tax was the tax to be paid on these periods of taxable profits. You take the tax-

able income towards the taxable deductions and you get taxable net profit. In Norway the 

normal taxes are 28% and you get a current tax liability. Then we take the temporary differ-

ences into account. Tax expense is a product of current tax and the change in deferred 

taxes. (Rødal & Haukaas, 2008) 

2.2.1.1 IAS 12 

The IAS 12 standard deals with recognition of deferred tax assets arising from unused tax 

losses or tax credits. For example if you one year experience a taxable loss and the second 

year you get a taxable profit you can carry forward the taxable loss  and deduct it for the 

taxable profit this year. IAS 12 deals with how you carry forward tax losses and how they 

should be recognized in the financial statement. (Sutton, 2004) 

“Deferred tax assets and liabilities shall be measured at the tax rates that are expected to 

apply to the period when the asset is realized or liability is settled, based on tax rates and 

tax laws that have been enacted or substantively enacted by the balance sheet date.” (Sut-

ton, 2004) 

2.2.2 The European Tonnage Tax Models 

The tonnage tax initially began in Greece, whom was the largest register within the EU in 

the mid 1990s. (Price Waterhouse Coopers, 2008) In 1996 the Netherlands and Norway 

followed the progress, and between 1999 to 2002 Germany, UK, Denmark, Finland, Spain, 

Ireland, Belgium, Italy and France adopted the tonnage tax system. (Leggate and McCon-

ville, 2005) 

According to Price Waterhouse Coopers (2008) in Europe there are today three different 

tonnage-tax systems. These are the Norwegian, Dutch and Greek models. Lewarn and 

Francis (2009) argue that the three models are different from each other, however the out-

comes are similar. Recently, due to the regulation changes, the New Norwegian tonnage tax 

system has been put under the Dutch Model (also referred to as the European Model). 

(Price Waterhouse Coopers, 2010) 

Based on Leggate and McConville’s (2005) observations the basic aim of all the European 

tonnage tax systems has been to reverse the decline of the flag registers of the European 

Community. 



 

 12 

2.2.2.1 The Dutch model 

The Dutch model is used by Belgium, Bulgaria, Denmark, Finland, France, Germany, In-

dia, Ireland, Italy, Japan, Netherlands, Netherlands Antilles, Norway, Poland, Republic of 

Korea, South Africa, Spain, Sweden, UK and USA. (Price Waterhouse Coopers, 2010) 

The tax system is giving the ship owner the opportunity to pay tax based on the amount of 

tonnage of the vessel and is not depending on the company’s profit or loss. (Leggate and 

McConville, 2005)  

There are no requirements for separating a registered company, into a shipping and non-

shipping part. It means that you can carrying out a lot of business in your company and still 

be in the tonnage tax system, but you must split up your profits in shipping and non-

shipping, the non-shipping profit is being taxed and the shipping is not taxed. (Rødal & 

Haukaas, 2008) 

In the Dutch model you pay final taxation and do not have any deferred taxes. (Price 

Waterhouse Coopers, 2008)  

When you enter the Dutch Model tonnage tax system, it will be binding for 10 years, this to 

prevent companies from exiting the system. (Ernst & Young, 2009) 

2.2.2.2 The Greek Model 

The Greek model is used by Cyprus, Greece and Malta. (Price Waterhouse Coopers, 2010) 

In the Greek model, the system is mandatory for vessel owners whom obtain income from 

shipping. (Antapassis, Athanassiou & Røsæg, 2009) Basically in this model, the shipping ac-

tivity is being taxed, however the distributions are exempt from taxation for the benefits of 

the owner, no matter how many intermediate holding companies are imposed. (Price 

Waterhouse Coopers, 2008) 

The Greek tonnage tax covers all vessels and all shipping activities, however the calculation 

method applied to Cyprus and Malta differs from the Greek one. In terms of Maltese law, 

the tonnage tax regime is mandatory for vessel owners only in the sense that the registra-

tion fee and the annual tonnage tax are payable irrespective of whether or not the vessel 

owner or charterer makes use of the benefits and concessions contained in the Maltese 

tonnage tax regime. (Price Waterhouse Coopers, 2008) 
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Just like the Dutch model, the Greek model has no deferred taxes, so the pay is on final 

taxation. (Price Waterhouse Coopers, 2008) 

2.2.3 Comparison of the tonnage tax models 

Just recently the New Norwegian tonnage tax system has been categorised under the Euro-

pean model (Dutch Model). Hence the only two models in Europe has been changed to 

the Dutch Model, and the Greek Model. (Price Waterhouse Coopers, 2010) This because 

of the similarities there have been between the Dutch and the Norwegian model. Since 

Norway’s goal was to incorporate a more European oriented model. (Price Waterhouse 

Coopers, 2010) 

The only “true” difference between the Norwegian tonnage tax system and the Dutch 

Model is that in Norway you have to split the company into a shipping company and the 

rest into another company, which has been stated before, and that there are limitations on 

the actual business performance. Otherwise the system is similar to the Dutch Model. 

(Ernst & Young, 2008)  

So the only model which differs from the Dutch Model is the Greek Model. The three 

countries that use the Greek Model, has made their own small changes in the system. Like 

in Malta, it is not forced to use the tonnage tax model, where in Greece it is. (Price Water-

house Coopers, 2010) 

Their ways of calculating the taxes are quiet different as well. The shipping company is re-

ceiving taxes, however 6/7 are then being returned to the Holding company, which sends it 

back  to the Parent company. This is a unique method, different from the Dutch Model. So 

in this model, you have to as well split your company, in order to perform shipping activi-

ties. (Price Waterhouse Coopers, 2010) 

Another differentiation is that the Dutch Model has a binding period of 10 years. Once you 

enter, you have to stay in it for 10 years. In the Greek Model, it is mandatory. So as long as 

you perform shipping, you will be “forced” to enter the model. (Antapassis, Athanassiou & 

Røsæg, 2009) 

As an outcome, both these models can be seen different, however the outcome is pretty 

similar, as illustrated by calculations from Price Waterhouse Coopers (2010). Furthermore, 

Price Waterhouse Coopers have been calculating the different tonnage tax systems, in or-
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der to create a comparison of how much a company would have to pay in tax, in different 

models. The calculations can be found in Appendix 1. (Price Waterhouse Coopers, 2008) 

Wilhelmsen Group did mainly evaluate the options of either entering the Norwegian ton-

nage tax system or the Maltese tonnage tax system. (Annual report, 2007)  

2.2.4 A closer look on the Norwegian Tonnage Tax System 

The former Norwegian tonnage tax Model was identified as an own model, used by Nor-

way and Finland. (Price Waterhouse Coopers, 2008) However since the new tonnage tax 

system came, it has been put under the Dutch Model., due to its similarities (Price Water-

house Coopers, 2010) 

The new tonnage tax system in Norway, introduced in 2007, will have no taxes on profits 

and gain on sales in the shipping industry. However the financial income will be taxed in-

cluded interest income on high equity. (Rødal & Haukaas, 2008) In this new taxation sys-

tem, the taxation will not be deferral, instead it is going to be final taxation. In the Norwe-

gian tonnage tax system the companies pay 1-4% tax, because of the taxation of the finan-

cial income. (Rødal & Haukaas, 2008) 

The main features of the New Norwegian tonnage tax system are that the taxation of your 

operating profits is depending on the size of your vessel and not on your results. (Ernst & 

Young, 2009)   

In order to gain access to this new tonnage tax system you need to have a separate Norwe-

gian company and be registered in Norway. Thus this meaning that you need to have a 

separate shipping company from your parent company. (Price Waterhouse Coopers, 2010) 

There is a participation exemption for companies that has subsidiary outside EU, then you 

pay taxes on gain and dividends. If the subsidiary is in Norway you do not pay taxes if you 

get the dividends from these companies. If the same subsidiary is in EU the same rule ap-

plies. (Rødal & Haukaas, 2008) 

In order to be able to perform shipping activities in Norway you will have to enter the ton-

nage tax system, also pure management companies are not allowed. (Price Waterhouse 

Coopers, 2008) 
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The Norwegian tonnage tax system is, just as the Dutch Model, binding for 10 years, this 

binding is made in order for companies to stay in the tonnage tax system models, instead of 

leaving them when they would find a “better” one. (Price Waterhouse Coopers, 2010) 

In Norway, they have something called Control foreign company (CFC) rules. If a Norwe-

gian shipping company control more than 50% of the shares in a company then that com-

pany is a CFC, this meaning that it is being taxed under the Norwegian law. It is also a CFC 

if the tax rate is smaller than the number you get when you multiply 2/3 with 28% (Nor-

wegian tax rate). (Rødal & Haukaas, 2008) 

Norway also has something called Double tax agreement (DTA). This means that you will 

pay no tax in Norway on dividends from a foreign shipping company given that the com-

pany is resident in Norway, owns 25% of the shares, and controls at least 25% of the vot-

ing right of the foreign shipping company. (Rødal & Haukaas, 2008) 

2.2.5 A closer look on the Maltese Tonnage Tax System 

As previously stated, the Maltese tonnage tax system is based of the Greek Model, however 

there are a few exemptions from this model. 

For one the tonnage tax system is only mandatory for vessel companies, only in the sense 

that the registration fee and annual tonnage tax are payable irrespective of whether or not 

the vessel owner / charterer makes use of the benefits and concessions contained in the 

Maltese tonnage tax regime. So the system is mandatory for payment of tonnage tax and 

registration fees, however shipping companies may choose to step out of the tonnage tax 

regulations and become a subject to the normal corporate tax rate. (Price Waterhouse Coo-

pers 2010) 

The legal entity (qualified as a “licensed” shipping organisation) are limited liability compa-

nies, partnerships, trust or foundations and also any foreign body corporate or other entity 

whom wants to enjoy the legal personalities by establishing a place of business in Malta. 

(verdungroup.no, 2010-08-10) 

In the Maltese tonnage tax system, a shipping organisation must be carrying out shipping 

activities with their own or charter vessels in international traffic. The basis of tonnage tax 

system applies also on the ship management companies. (Price Waterhouse Coopers 2010) 
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The Maltese law has also a profitable tax system for all companies called the Malta LTD 

Tax system. 

The figure 4.1 below illustrates the Malta LTD tax system in an operating stage. 

 

Figure 4.1 Malta LTDs Tax System 

2.2.5.1 Benefits with Malta Ltd limited system 

The benefits with the Malta Ltd system is that the only thing you need, if you want to gain 

all the Maltese tonnage tax benefits, is an operating company located in Malta. Where you 

need to have one director, secretaries, accountants and a Maltese office to be able to regis-

ter as a Malta Ltd company. (verdungroup.no, 2010-08-10) 

The exemption method of the Malta LTD limited system is that when you realize shares in 

other foreign owned shareholding companies, these profits are usually taxed. If these prof-

its are paid to a Norwegian shareholding company, these will be tax-free. (verdungroup.no, 

2010-08-10) 

The tax rate in Malta is at a constantly set basis of 5%. The Government in Malta have 

made this possible through an agreement with EU, meaning that you have a tax credit of 

6/7 multiplied with 35% to all companies established outside Malta. If you have a surplus 

in your result in your operating company locating in Malta these profits will be taxed with 

5% when transferred back to Norway. (verdungroup.no, 2010-08-10) 
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Malta Ltd is registered in EU and is therefore protected from freedom of establishment 

within EU. The Norwegian government can therefore not hinder a company located in 

Norway to be registered in Malta Ltd. (verdungroup.no, 2010-08-10) 

2.2.6 Norwegian Tax System vs. Maltese Tax System 

The greatest difference between the Norwegian and the Maltese tonnage tax system is the 

way the taxes are being paid. Where the Maltese tonnage tax system uses a fixed 35% taxa-

tion system, where they return 6/7 of the taxes to the holding company, the Norwegian 

tonnage tax system rules on a final taxation of 1 – 4%.  

Another difference is that in the Norwegian system the profit from the company needs to 

be reinvested into the company in order to not pay dividend taxes. So if you pay out divi-

dends to shareholders, you will have to pay taxes. (Ernst & Young, 2009) However in the 

Maltese Ltd system, you can pay out tax-free dividendas to shareholders established within 

the country that the parent company is established in. This is a favourable aspect when 

choosing a taxation system. (verdungroup.no, 2010-08-10) 

Another difference is the binding for 10 years in the Norwegian system, where as in the 

Maltese it is not binding, where only when you decide that you want to carry out business 

in Malta, you will either choose to join the tonnage tax system, or be entering the normal 

tax regime for Malta. When you wish to change the taxation system from Malta to another 

system, you are free to leave, this is not the case in the Norwegian system. The Norwegian 

system, just as the Dutch Model argues, that this binding period is made, so that companies 

do not leave and enter as they please. (Price Waterhouse Coopers, 2010) 

Not only do you have to acknowledge the different taxations, a company needs to evaluate 

their profitability, in order to see how the current tax system is affecting the company. 

2.3 Calculations 

2.3.1 Profitability ratio 

The analysis of the drivers of for example ROE or other return on capital ratios is called 

profitability ratios. Profitability ratios helps to analyze business profitability. Profitability 

that generates value comes from firms operations. Both the theory and practice of financial 

analysis have been developed towards an increase in focus on operations. (Dyrnes, 2008) 
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ROA BT (Return on Assets before taxes) is a calculation that measures the firms operating 

efficiency when generating profits from its assets, prior to the effects of financing (Damo-

daran, 2002). The formula is following:  

ROA = EBIT + Financial Income / Operating assets + Financial Assets.  

ROOA BT(Return on Operating Assets Before Taxes) indicates the sensibility of profit 

each capital of assets has generated in the financial year. (Sutton, 2004) The formula for it 

is following: ROOA = EBIT / OA  

ROCE(Return on Capital Employed) is measuring the amount efficiency and profitability 

of the capital investments. (Sutton, 2004) The formula for ROCE is following: 

ROCE = EBIT + Financial income / Capital Employed 

RONOA BT(Return on Net Operating Assets before taxes) = EBIT / NOA 

ROE BT(Return on Equity before taxes) “examines the profitability from the perspective 

of the equity investor, by relating the equity investor’s profits to the book value of the eq-

uity invested.” (Damodaran, 2002) The formula for ROE is following:   

Net income / Book Value of Equity 

Financial Gearing = Net Financial Obligation / Equity 

Net borrowing cost = (- Net Financial Items) / Net Financial Obligation 

Spread is the gain from net financial leverage and its formula is following 

Spread = RONOA + Net borrowing cost. (Sutton, 2004) 

Cross section analysis is a percentage comparison between different sections of the balance 

sheet. To check for example how big part of Total Assets is Cash and Security. (Tim Sut-

ton, 2004) 
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3 Method 

In the method section there is a throughout description of several methods chosen in order to proceed with 

solving the problem. This section is also to give the reader a more understanding in the different methodology 

approaches a researching project can take 

3.1 Methodology 

“The term methodology refers to the theory of how research should be undertaken. We 

believe that it is important that you have some understanding of this so that you can make 

an informed choice about your research” (Saunders, Lewis and Thornhill, 2007) 

In order to have a successful researching progress you need to find a systematic way of ap-

proach your purpose. Collection of information is more than just reading a book or a cou-

ple of articles, you need to plan, collect and analyse it in a systematic way.  

According to Wilson (2010) there are two different methodological approaches, these two 

approaches are the qualitative and quantitative approach.  

3.1.1 Researching approaches: Qualitative and Quantitative 

These two terms “quantitative” and “qualitative” have been widely used in the business and 

management research, in order to differentiate both data collecting techniques and data 

analysing procedures. One simple way to distinguish these two are that the Qualitative ap-

proach focus on non-numeric data, and the Quantitative focus on numeric data (Saunders, 

Lewis and Thornhill, 2007). 

According to Collis & Hussey (2003) it is easy to gather results and present data with the 

Quantitative research and on the contrary the Qualitative method has undergone criticisms 

for being difficult to understand and present the findings. 

However according to Tashakkori and Teddlie (2003), it is common to use multiple meth-

ods, where you mix both quantitative and qualitative techniques (Saunders, Lewis and 

Thornhill, 2007). 

In this thesis the Qualitative approach will be mixed with the quantitative approach. To 

gain more understanding within Shipping and about Wilhelmsen Group’s decisions and ac-

tions, both numerical and non-numerical data need to be collected. Since we both need to 
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know how the taxation system has been developed and how Wilhelmsen Group has re-

acted upon this and also find out financially how it has affected the company. 

When established the researching approach, the researching methods needs to be taken 

into account, and according to Wilson (2010) the “Research methods are often associated 

with two approaches – inductive and deductive.” 

3.1.2 Researching methods: Inductive and Deductive 

The way you will read your literature and interpret it depends on the method you will use in 

your research. (Saunders, Lewis and Thornhill, 2007)  

Kenneth F. Hyde (2000) defined the inductive approach as “a theory-building process, 

starting with observations of specific instances and seeking to establish generalisation about 

the phenomenon under investigation”. In other words, you will make observations which 

will lead to findings and maybe contribute to a new theory as an outcome. (Wilson, 2010) 

On the contrary the deductive approach starts with applying well-known theories in order 

to make observations and findings. (Wilson 2010) 

The inductive approach has been used in this thesis, since first step in this research will be 

to gather observations and get an understanding in the way this situation unwrap in order 

to reach a conclusion. As this will not reach to a theory, it will reach to a contribution in 

understanding of what has happened and why it has happened. Now that we have estab-

lished the approaches, the main focus will be on which type of data that should be col-

lected.  

3.2 The Data Collection 

The data can be gathered from two sources that are called the Primary and Secondary data 

collection. (Saunders, Lewis and Thornhill, 2007) 

Primary data is gathered primarily through experiments, interviews and surveys. (Collis & 

Hussey, 2003) A positive aspect about primary data is that you design the questions in a 

way it will meet your specific requirements, so it can meet your own usage, and also that 

the data is unique and up to date, however this method is known to be very time consum-

ing and expensive. (Saunders, Lewis and Thornhill, 2007) 
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On the contrary, the secondary data is mainly collected from books, articles, and docu-

ments. (Wilson, 2010)  Secondary data is already processed for another purpose, this also is 

the primary advantage of such data, since then all you need is to evaluate them for your 

own use. (Saunders, Lewis and Thornhill, 2007) However you need to view secondary data 

with same caution as primary data, since you need to be sure it will answer your research 

questions and meet your requirements. (Saunders, Lewis and Thornhill, 2007) 

In order to answer the researching questions, the biggest focus has been on secondary data, 

where most of the data collected has been gathered from Wilhelmsen Group’s Annual re-

ports, journals, and diverse government and maritime websites. However to conduct a 

proper understanding in the final decisions in Wilhelmsen Group regarding the New Ton-

nage Tax System, an interview with the Head of financial planning and investors relations 

in Wilh. Wilhelmsen ASA (which is the shipping company of the Wilhelmsen Group was 

being held. 

3.2.1 Primary Data collection 

The primary data has been acquired by a non standardised one to one interview base. 

(Saunders, Lewis & Thornhill, 2007) The contacting method was through email, since we 

beforehand had sent an email to all the interviewees, and asked them if it was okay for us 

to interview them. All of these answered that if we have any questions regarding the new 

tonnage tax system and the two models, that we could send an email to them. However 

since most of the information we seek were classified to the public, the information gath-

ered through the primary data source has not been as in depth as the authors hoped for. 

The interviewees contacted have been from Wilhelmsen Group and Price Waterhouse 

Coopers.  

The questions asked to the various Price Waterhouse Coopers tonnage tax experts from 

different countries. The experts we chose were from Holland, Greece, Sweden, and Nor-

way. This due to the fact that we wanted personnel that was familiar with the Dutch and 

Greek Model. The questions asked were regarding the two European models, however the 

reply we received was just in form of the new document that Price Waterhouse Coopers 

had released. We also tried a more in-depth interview with the Norwegian tonnage tax ex-

pert, since she told us that if we have questions regarding this matter, she would answer 

them. However the information we seek about the new ruling whether they had to pay 
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back-taxation or not was a sensible subject, and she could not answer these questions, since 

it is not set in stone yet how the outcome will be like. 

We also tried to interview the Head of Financial Planning and Investor Relations in Wilh. 

Wilhelmsen ASA, Negård, M. H. However since this information was classified, we could 

only receive the information that Wilhelmsen ASA has been waiting to be approved to join 

the new Norwegian Tonnage Tax system. Other than that, the information was classified 

for the public, since it is a very delicate and sensitive matter and the only information we 

could access was the Quarterly and Annual reports. 

3.2.2 Secondary Data Collection 

The secondary data has been collected mainly through several databases. Since “Most data-

bases… allow more precise searches using combinations of search terms. These can in-

clude indexed key words… some databases will also have a thesaurus which links words in 

the controlled index language to other terms” which makes the searching and data collect-

ing much easier. (Saunders, Lewis and Thornhill, 2007) Databases that were used in this 

search for data are ABI/Inform, JSTOR, Scopus, ebrary and Google Schoolar. The key-

words which has been used during this search through all these databases has been: Ship-

ping Industry, Maritime Sector, Tonnage Tax System, Skipsfart, among others. Relevant 

journals and articles has been found from Ernst & Young, Price Waterhouse Coopers, and 

Norges Rederiforbund. 

Also another important source of information has been Wilhelmsen Group’s own website, 

and valuable data has been found through their Annual reports. As well as previously at-

tended seminars in BI 2008, regarding Ship Accounting has been interpreted and used. 

Fortunately all the seminars were recorded, so the interpretation of the seminars has also 

been adopted afterwards. 

3.3 Preparation of data analysis: Literature Review 

When all the data is collected, next step in the process is to evaluate the literature. While 

evaluating your data, you should read all the gathered data and closely relate it to your re-

searching questions and objectives. (Saunders, Lewis and Thornhill, 2007)  
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According to Gall, et al. (2002) the literature that is most likely to cause problems is the lit-

erature that is not closely related to the researching questions and objectives. (Saunders, 

Lewis and Thornhill, 2007) 

One thing to remember when you review your literature is to check whether it is relevant 

to your research and not to criticise the ideas contained within it. This will help in the 

process of reducing your gathered data into relevant data. 

However in a research where the area of research is particularly new, there is unlikely to be 

closely related literature, hence you will have to review the data more broadly. (Saunders, 

Lewis and Thornhill, 2007)  

Within this research, some of the areas are quite new, and therefore the data reviewed has 

been more broadly.  

3.3.1 Data Review 

When reviewing and analysing the numeric data collected from annual reports, the authors 

first need to choose a software which is specially made for presenting numbers and graphs 

for statistical analysis. According to Saunders, Lewis and Thornhill (2007) there are a vari-

ous amount of softwares available on the market.  

The tool used in this thesis has been chosen to be Excel, since it is a commonly used tool 

when analysing and presenting financial analyses. Also since this study does not involve 

complex statistical analysis with wide range of samples, it has been seen to be the ideal tool 

for this research.   

3.4 Trustworthiness: Reliability and Validity 

Since we have chosen to do a mixed approach of qualitative and quantitative research, our 

research is to some degree very dependent on the reliability and validity of the information 

gathered.  

3.4.1 Reliability 

Reliability is being referred to the extent of which the data you have collected and its tech-

niques and analysis will result in a consistent finding. (Saunders, Lewis and Thornhill, 2007) 
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According to Saunders, Lewis and Thornhill (2007) it can be assessed by asking yourself 

three questions, which are following: 

“1. Will the measures yield the same results on other occasions?  

2. Will similar observations be reached by other observers?  

3. Is there transparency in how sense was made from the raw data?” 

We believe that throughout this thesis our financial calculations has been very clear and we 

are quite positive that our measures will yield same result by other observers. By applying 

the same calculation methods we have been using, we are pretty confident that the calcula-

tions have a degree of reliability. The key is to provide a throughout explanation of our 

analysing methods, which formulas we have been using and what kind of outcome we have 

reached by it. There still can be possible human errors within the progress of doing this 

analysis, however we have thoroughly tried to eliminate them. 

3.4.2 Validity 

According to Saunders, Lewis and Thornhill (2007), validity concerns whether the findings 

really are about the information they appear to be. They argue that even though an analysis 

can be reliable, it can lack validity, depending on whether the information gathered is mis-

leading or misinterpreted. (Saunders, Lewis and Thornhill, 2007) 

In order to reach a high degree of validity we have been backing our analysis up with reli-

able information from Wilhelmsen in order to see whether our financial analysis have had a 

high validity or not, and throughout our progress with this thesis we believe that we have 

reached a high validity, since the blend of calculations mixed with information from the 

company should be seen as valid. Regarding the various of articles and journals read and 

used, we can nothing else than assume that they are valid, since throughout our data collec-

tion we have seen many authors cite the journals containing within this study, and also 

since they are conducted by for example the government and the Norwegian Rederifor-

bund, we can nothing else than assume that they are highly valid. 
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3.4.3 Generalisability 

This is sometimes referred to as external validity, a concern whether your research is gener-

alisable. This means whether your findings can be equally applicable to other researchers’ 

settings, such as other organisations. (Saunders, Lewis and Thornhill, 2007) 

The problem with doing a case study and generalisability is that if the phenomenon or the 

company in the research is unique, then the external validity is not applicable in the same 

manner. Since we are researching in the Shipping industry, and focusing on a specific com-

pany, Wilhelm Wilhelmsen, our focus has not been meant to be implemented generally. 

Since we acknowledge that we are focusing on a specific company, the outcome of this the-

sis theory, empirical framework, analysis and conclusion will not be meant to be generalis-

ble. (Saunders, Lewis and Thornhill, 2007) 

4 Empirical Data 

In this section the focus has been on presenting the data gathered about Wilhelmsen, and its financial situa-

tion.  

4.1 Taxes 

The shipping companies got introduced to the new tax system 2007, when the tax effect 

stroke the shipping companies. Now they had a choice for either enter the new tax regime  

and pay deferral taxes for 10 years back, or exiting current tonnage tax regime and be sub-

ject to ordinary taxation. (Ernst & Young, 2009)  

When focusing on Wilhelmsen Group during 2007, we recognize the tax expense the 5 Oc-

tober 2007, because this was the date when the budget was published and was considered 

sufficient for the tax laws to be implemented. (Ernst & Young, 2007) 

According to IAS 12.47 “Deferred tax assets and liabilities shall be measured at the tax 

rates that are expected to apply to the period when the asset is realized or liability is settled, 

based on tax rates that have been enacted or substantively enacted by the balance sheet 

date”. (Sutton, 2004) 

Which became an issue when the new Norwegian tonnage tax system was introduced in 

2007 and the proposed changes would be realized in 2008. All shipping companies includ-

ing Wilhelmsen Group that were taxed under the ordinary tonnage tax system knew that 
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the change from the old tonnage tax system to the new would result in a transition tax. De-

ferred tax assets and liabilities that is not the current taxes, but is related to the temporary 

differences shall be measured to the period when the asset are realized or liability is settled. 

(Rødal & Haukaas, 2008)  

“Deferred tax is calculated using the liability method on all temporary differences arising 

between the tax bases of assets and liabilities and their carrying amounts in the consolidat-

ed financial statements. Deferred tax is determined using tax rates and laws which have 

been substantially enacted by the balance sheet date and are expected to apply when the re-

lated deferred income tax asset is realised or the deferred income tax liability settled.” (Wil-

helmsen annual report, 2007) This statement has clarified exactly how Wilhelmsen Group 

has dealt with the deferred tax and at what date it will be applied.    

This means if you for example carry forward tax losses, and you know that you have a tax-

able profit in the future we are able to reduce taxes with that amount. So if the tax that the 

government will impose is higher than the tax rate today and you have taxable profits, you 

should realize them today because it’s the tax rate in the period that holds. When recogniz-

ing a deferred tax we do it in accordance with the tax rate in the current period when the 

realizations on tax profits are made. (Rødal & Haukaas, 2008) 

Now Wilhelmsen Group would have the option to either exit the current tonnage tax re-

gime and enter the new tonnage tax system or exit the present tax regime and be subject to 

ordinary taxation. Both options results in previous untaxed earnings under the tonnage tax 

regime becomes payable. (Ernst & Young, 2009) 

According to IAS all shipping companies belonging to the old tonnage tax system and 

wants to enter the new tax regime, current and deferred tax shall be recognized as an in-

come or an expense and included in profit or loss for that period, unless it is a business 

combination or a transaction that was previously recognized directly against equity. (Sutton, 

2004) 

The tax effect for Wilhelmsen Group will thus be charged against profit and loss. (Wil-

helmsen annual report, 2007)  

In 2007 Wilhelmsen Group had a net operating profit of 240 million and had a profit be-

fore tax of 228. Suddenly they had a tax expense of 221 million and ended up with 7 mil-

lion after tax. (Wilhelmsen annual report, 2007) 
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Another problem than the recognition of the tax is if the tax is considered a tax payable or 

deferred tax concerning all shipping companies in Norway belonging to previous tax sys-

tem. Is this tax payable something that is to be paid on something in this current period or 

is it based on the 10 years back taxation. (Rødal & Haukaas, 2008) 

All shipping companies belonging to the old system that wanted to enter the new tax re-

gime had to follow certain transition rules. The transition rules are as following;  

Two thirds of the gain will be recorded in a separate settlement account and be taken to in-

come on a straight line basis over a ten year period beginning in 2007. The shipping com-

pany will pay the 2/3 in 10 equal installments, and these taxes are un-deductible with other 

losses. This is a tax payable, not a deferred tax because it is no tax forwarded. It is taxable 

now and the shipping companies receive a tax plan from the government. The payment is 

under 10 years. If you could deduct taxable losses against these amounts, then it would be a 

deferred tax instead of a tax payable. (Rødal & Haukaas, 2008) Despite this fact,  Wilhelm-

sen Group has chosen to recognize the transition tax as a deferred tax. In 2006 the de-

ferred tax was 62 and in 2007 it was 238. (Wilhelmsen annual report, 2007) 

The other 1/3 of the taxes you have to pay can be exempt if you do exact the amount of 

qualifying environmental investments. This one third will be payable in the next 15 years if 

the company has not performed satisfying environmental investments. (Wilhelmsen annual 

report, 2007) 

This one third is equity because it represent 100% subsidy we will expect all companies to 

perform those investments and never have to pay these taxes. As you will never pay them 

you should treat them as equity and not against profit and loss. The tax payments due to 

these new tax laws are very significant and almost eat up all equity in the shipping compa-

nies. (Rødal & Haukaas, 2008) 

At 1 January 2007, Wilhelmsen Group had two companies that followed the tonnage tax 

regime, namely Wilhelmsen Lines Shipowning AS and Wilhelmsen Shipping AS. As a result 

of the tonnage tax regime these two companies have to make the decision to either claim 

the new tax regime or enter the ordinary tax system. In 2007, Wilhelmsen Shipping AS 

planned to enter the new tax regime and be subject for the transition rules explained above, 

while Wilhelmsen Lines Shipowning AS will be transferred to ordinary taxation (28%). 

(Wilhelmsen annual report, 2007) 
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However in June 2008, after the establishment of the new tonnage tax transition rules, the 

group decided to withdraw and not enter the new tonnage tax regime. Instead they sent 

some of its shipping activities to Malta. In 2009, they established the ship owning opera-

tions into Malta, and still were skeptical to the new tonnage tax regime in Norway. Howev-

er after the new transition rules in 2010, (Wilhelmsen annual report, 2009) Wilhelmsen 

Group finally decided to apply to the new tonnage tax system. (Negård, 2010) To be able 

to properly gain understanding of Wilhelmsens decisions based on the taxation, the next 

segment will cover Wilhelmsens situation today. 

4.2 Wilhelmsen’s situation today 

The Wilhelmsen Group chose in 2010 to sell shares for almost 2.4 billions for splitting 

their company in two different segments, shipping and logistic will form New WW ASA 

and Wilhelmssen Maritime Services will become one entity. Meanwhile they will establish a 

holding company, Wilhelm Wilhelmsen Holding ASA, which will become the parent of the 

group. (NRK news, 2010) 

The introduction of the new Norwegian tonnage tax system in 2007 which was approved 

by the parliament, forced Norwegian shipping companies out of the former tonnage tax 

system. Although the transition rules introduced in the new system were annulled by the 

Supreme Court in 2010. (Wilh. Wilhelmsen Holding ASA, 2010) 

In May 2010 the government proposed new transition rules for the old taxation system to 

the new. The new rules gave companies with deferred tax liability the opportunity to elect 

between a continued deferral tax liability or an direct payment at a reduced tax rate (6.7% 

instead of 28%). The decision must be made before spring 2011. Wilhelmsen Group has 

chosen the taxation under the new tonnage tax system for the income years 2007 and 2008.  

Because of the new tonnage tax system Wilhelmsen will get a net tax income of 30 million 

USD. (Wilh. Wilhelmsen Holding ASA, 2010) 

The introduction of the new Norwegian tonnage tax system introduced in 2007 made Wil-

helmsen Group to send their holding activities to Malta where the argument was that the 

environment was more stable for their business and future growth according to the finan-

cial director of Wilhelm Wilhelmsen Nils Petter Dyvik.(E24. Nordal, et. al, 2008) 
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While Wilhelmsens decision making has been to partly enter the new regime, but also to 

move some of its activities to Malta, it is crucial to scrutinise their financial situation, before 

and after the new taxation rules, to strengthen the decisions they made.  

4.3 Calculations 

All the calculations in chapter 4.3 are based on data from Wilhelmsens annual reports from 

2005 – 2009, and these results are a production of the data gathered and our own calcula-

tions. The entire data gathered and the calculations made are in the Appendix 2-7. 

4.3.1 Profitability Ratios 

As you can see from table 4.1 below, the ROA in 2009 is 4.5%, and from table 4.3 you can 

spot that the ROCE is 5.2%. The reason why ROCE is higher than ROA is that in ROCE 

we subtracted non interest bearing debt for example provisions and operating liabilities in 

the denominator. The nominator is the same for both ROCE and ROA. ROCE is mixing 

operating and financing activities and this is negative with the ratio, though in ROCE we 

have subtracted operating liabilities from the denominator which is good. (Dyrnes, 2008) 

Profitability Ratio - ROA 2005 2006 2007 2008 2009 

ROA 12,2% 9,1% 9,2% 10,1% 4,5% 

Profit Margin 46,4% 29,4% 26,3% 24,7% 16,3% 

Asset Turnover 0,26 0,31 0,35 0,41 0,28 

Table 4.1 Profitability Ratio – ROA Source: Wilhelmsen Annual Report 2005 – 2009 and own cal-

culations 

The fall in return on assets is due to a fall in profit margin. The profit margin is so low so 

one explanation could be that larger expenses are not recovered by a larger price taken of 

customers. (Dyrnes, 2008) 

We want to find out if this fall in profit margin is because of the operating activities or the 

financing activities, so find out we must look at the Return On Operating Asset (ROOA). 

The profit margin for operating asset has fallen a lot too, but the asset turnover has risen so 

the fall in profit margin in Return On Asset (ROA) must be due to the Financial activities. 

The asset turnover is high because the revenues have increased more than assets. (Dyrnes, 

2008) Looking at ROOA (table 4.2 below), we spot the constant falling since 2007, from 

9.3% to 4.4%. This is due to our generalisation, since there has been a lot of profit from 
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sales of shares, which is an occurence that does not happen from year to year, hence it is 

important to generalise the calculations to get a more stable result. (Dyrnes, 2008) 

Profitability Ratio - ROOA 2005 2006 2007 2008 2009 

ROOA 10,6% 9,1% 9,3% 8,7% 4,4% 

Profit Margin 34,0% 25,3% 22,8% 18,3% 12,9% 

Asset Turnover 0,31 0,36 0,41 0,48 0,34 

Table 4.2 Profitability Ratio – ROOA Source: Wilhelmsen Annual Report 2005 – 2009 and own cal-

culations 

The ROCE (table 4.3) has decreased from 14.2% in 2005 to 11.9% in 2007, and the profit 

margin has decreased from 46.4% in 2005 to 26.4% in 2007. However in 2009 the ROCE 

is even lower (5.2% and its profit margin 16.3%).  

Profitability Ratio – ROCE 2005 2006 2007 2008 2009 

ROCE 14,2% 10,4% 11,9% 12,0% 5,2% 

Profit Margin 46,4% 29,4% 26,3% 24,7% 16,3% 

Asset Turnover 0,31 0,36 0,45 0,49 0,32 

Table 4.3 Profitability Ratio – ROCE Source: Wilhelmsen Annual Report 2005 – 2009 and own cal-

culations 

According to table 4.4 the RONOA was 12.8% in 2005, in 2007 it was also 12.8% and in 

2009 is was on a lower level of 5.3%. The profit margin in RONOA is low, it was 34% in 

2005 and 22.8% in 2007, but its not as low as in the ROCE figure where the profit margin 

drops from 46.4% in 2005 to 29.4% in 2006. However in 2009, the RONOA’s profit mar-

gin has fell down to 12.9%. As we can spot from table 4.3 and 4.4, the asset turnover in 

ROCE is lower than in RONOA. 

Profitability Ratio - RONOA 2005 2006 2007 2008 2009 

RONOA 12,8% 10,7% 12,8% 10,9% 5,3% 

Profit Margin 11,5% 25,3% 22,8% 18,3% 12,9% 

Asset Turnover 0,38 0,42 0,56 0,59 0,41 

Table 4.4 Profitability Ratio – RONOA Source: Wilhelmsen Annual Report 2005 – 2009 and own 

calculations 

The profit margin in ROCE has been fluctuating so much because ROCE is affected by fi-

nancial activities. ROCE deals with both operating and financial income. (Dyrnes, 2008)  

To get a more in dept view of the operating activities we have looked into the RONOA 

figure. The profit margin has declined a lot in the RONOA ratio but not as much as in the 
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ROCE ratio. The profit margin in RONOA was 34% in 2005, 25.3% in 2006 and 22.9% in 

2007, as shown before and the asset turnover was 0.38 in 2005, 0.42 in 2006 and 0.56 in 

2007.  The profit margin time asset turnover makes up the Return On Net Operating As-

sets. 

The ROEAT as seen in table 4.5 is very low in 2007 (0.8%) compared to 2006 (22.9%). 

However in 2009 the ROEAT has risen again to 26.5%. This is without doubt because of 

the taxes of the new government rules. 

Profitability Ratio ROE 2005 2006 2007 2008 2009 

ROE 22,9% 18,2% 22,2% 2,9% 16,4% 

ROE AT 22,9% 22,3% 0,8% 10,0% 26,5% 

Table 4.5 Profitability Ratio – ROE Source: Wilhelmsen Annual Report 2005 – 2009 and own cal-

culations 

In order to more in-depth find out why the ROCE profit margin is so low between 2005 

and 2009 we need to look more in Wilhelmsens different segments which, as stated before 

are Shipping, Logistic, Maritime service and Holding. 

4.3.2 Financial situation 

To be able to establish where the fall in revenue and market shares comes from, also the 

fall in the profit margin, we need to look at each segment. 

The total net profit for Wilhelmsen Group, had two dreadful years in 2007 and through 

2008. This mainly due to the Norwegian Tonnage Tax System, as you can see the tax for 

2007 is at a really high number of -221. However other external world economy factors has 

also been a part of this downfall. As we can see at Table 4.6, the year 2009 they managed to 

increase their net profit to 333. The reasons for why the tax is positive in 2008 and 2009 is 

due to the fact that Wilhelmsen still monitors the new tax as deferred tax liability, due to 

the ever so changing transition rules. (Wilhelmsens Annual report, 2009) 

Wilhelmsen Group 2005 2006 2007 2008 2009 

Profit/loss before tax 201 274 229 32 312 

Tax -10 -43 -221 62 21 

Net profit 191 231 8 94 333 

Table 4.6 Profit before and after taxes for Wilhelmsen Group Source: Wilhelmsen Annual Report 

2005 – 2009 
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From table 4.7 below we can spot that the profit / loss before taxes of Shipping has had a 

downturn ever since 2006, where it has been dropping with -13% in 2007, and -45% in 

2008. However 2009, there has finally been an increase in profits again, with an increase of 

24%. 

Another interesting drop is the drop in 2008 for the Holding segment of the company, 

where it actually gone into a huge loss. Other than that, the profit / loss before tax has 

been looking stable. 

Profit/Loss before taxes 2005 2006 2007 2008 2009 

Shipping 216 165 144 79 98 

Logistic 3 -13 32 36 80 

Maritime Services -10 42 44 76 60 

Holding -9 80 8 -159 76 

Table 4.7 Profit before taxes for the four different segments Source: Wilhelmsen Annual Report 

2005 – 2009 

Looking at table 4.8 we can see the drop in profit 2007 clearly, since the shipping segment 

suffered a painful back-taxation. However as we spot in 2008 and 2009, some of the taxa-

tion has actually been paid back. The rest of the segments seem to be on a fine and stable 

level, despite the holding net profit in 2008. 

Net Profit breaken down into segments 2005 2006 2007 2008 2009 

Shipping 205 172 -76 102 141 

Logistic 3 -13 32 36 80 

Maritime Services -6 25 40 66 47 

Holding -12 46 11 -109 67 

Table 4.8 Profit after taxes for the four different segments Source: Wilhelmsen Annual Report 

2005 – 2009 

To spot the importance of the shipping segment, we have divided the different share of net 

profit into each segment. We can directly see from table 4.9 that the biggest profit is com-

ing from the Shipping segment, however times when the Shipping segment is going bad, 

like in 2007, where it had a painful -950% drop on the net profit, due to its losses, the other 

three segments had to hold the profit stable. This shows how important each segment is 

for Wilhelmsen. In year 2009, we can see that all the segments has gone well, and that the 

Shipping part is dominating with its 42,3% net profit out of the total profit. 

 



 

 33 

% share of net profit for each segment 2005 2006 2007 2008 2009 

Shipping  107,3% 74,5% -950,0% 108,5% 42,3% 

Logistic 1,6% -5,6% 400,0% 38,3% 24,0% 

Maritime Service -3,1% 10,8% 500,0% 70,2% 14,1% 

Holding -6,3% 19,9% 137,5% -116,0% 20,1% 

Table 4.9 Percentage share of net profit for each segment Source: Wilhelmsen Annual Report 

2005 – 2009 and own calculations 

An interesting point is to investigate the high capital based structure that a shipping com-

pany needs to have, and as we can see in table 4.10, the shipping segment got almost a 

100% higher total assets than the Maritime services, which comes on the second place of 

highest assets in the company, and these assets has been rising each year as we can see, 

meaning that it takes more in order to get the company to turn around. 

Total assets 2005 2006 2007 2008 2009 

Shipping  1270 1502 1538 2023 2115 

Logistic 183 174 237 205 217 

Maritime Service 665 773 923 1070 1063 

Holding 144 285 140 -50 289 

Total 2262 2734 2838 3248 3684 

Table 4.10 Total assets for each segment Source: Wilhelmsen Annual Report 2005 – 2009 

Despite the high capital based structure in the shipping segment, it still has been returning 

the highest net profit / Assets percentage as we can see in table 4.11. However since the 

new tonnage tax formed in 2007, we can see that Logistics and Holding has been more 

productive. 

Net Profit / Assets 2005 2006 2007 2008 2009 

Shipping  16,1% 11,5% -4,9% 5,0% 6,7% 

Logistic 1,6% -7,5% 13,5% 17,6% 36,9% 

Maritime Service -0,9% 3,2% 4,3% 6,2% 4,4% 

Holding -8,3% 16,1% 7,9% 218,0% 23,2% 

Total 8,4% 8,4% 0,3% 2,9% 9,0% 

Table 4.11 Net profit / Total Assets percentage for the four different segments Source: Wilhelm-

sen Annual Report 2005 – 2009 and own calculations 

The profit margin for the segment shipping has decline in comparison with the other seg-

ments. The deterioration is due to the fall in profits. Part of profit from associated joint 

ventures has decline. The operating expenses have also risen in shipping from 26% to 39%. 
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The main explanation from the bad result from the shipping segment is lower profits from 

associates and joint ventures and the rapidly increase in operating expenses. (Dyrnes, 2008) 

In maritime services there has been a huge increase in revenues, meanwhile the profit mar-

gin in maritime services is lower than in shipping. In maritime services it is 8 % and in 

shipping it is 60%. In industries where we have a huge capital base as in shipping, we need 

higher profit margins due to low assets turnovers. In maritime services there are not so 

much assets as in shipping, there are low depreciation, you do not have to pay much for as-

sets, and then you can have low profit margins. More revenues are coming from maritime 

services with a low profit margin. This will lead to that the total profit margin will go down. 

(Dyrnes, 2008) 

In shipping there are more assets relative to total operating revenues. In shipping, shown in 

Appendix 3, the operating income is 323 and in maritime services, shown in Appendix 5, it 

is 707. But the capital base for shipping is 1538, also shown in Appendix 3, it is a very small 

revenue compared to the capital base. The capital base for maritime services, shown in Ap-

pendix 5, is 923. And for maritime services its high operating income compared to a 

smaller capital base. This is the explanation of the different asset turnovers, shown in Ap-

pendix 2. 

The asset turnover is a low turnover because of the capital base. In shipping you have a 

very high capital base compared to revenues. The shipping industry is a capital intensive 

industry. (Dyrnes, 2008) 

The explanation is that shipping has lost its profit margin and the relative importance of 

maritime services has increased. Maritime services have a very low profit margin that is why 

the total profit margin has declined. (Dyrnes, 2008) 
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5 Analysis 

In this section, the empirical data is being analysed and the interpretation of the various of decisions Wil-

helmsen has been taking into account. Also in this section, the researching questions are being answered and 

discussed. 

5.1 Wilhelmsen’s Situation 

Throughout the analysis we have spotted that the net profit has had a huge impact 2007, 

ever since 2007 it has been going up. This is partly due to the quick financial decisions 

made by the board, however also the new rules within the tonnage tax system. According 

to Wilhelm Wilhelmsen, chair of WWI (2010) the Wilhelmsen Group has restructured their 

organisation in order to secure future growth. Also according to Nils Petter Dyvik (Finan-

cial Director for WWI) the company has moved some of their operations into Malta, to 

gain future growth. By the new rules of the tonnage tax system, which still are changing, 

the back taxation pay-back (Ernst & Young, 2010) they received has been a saviour for the 

whole group, but mainly the shipping segment which was unstable. We can still see though 

that the shipping has lost some of its profits (Wilhelmsen Annual Report, 2009), and we 

can assume that it has something to do with other external economy impacts than the ton-

nage tax system. These impacts are also reflecting to why Wilhelmsens capital base has 

been increasing throughout the years, and their turnover has not increased in the same 

manner, see table 4.12 in the Empirical data chapter.  

The importance of the other segments is then essential, since they have been holding up 

the company, when the shipping segment have been going down, this also shows how im-

portant each part is in the Maritime Sector. (Dyrnes, 2008) Thus, all parts need to fall in 

place in order for an organisation to work perfectly, even though the biggest part of the 

revenue has always been the shipping segment. 

The political instability in Norway, which has been the main argument for Wilhelmsen to 

not enter the new tonnage tax system has been questioned, and by the look of Wilhelmsens 

decision of entering the new tonnage tax system with Wilhelmsen ASA, (Negård, 2010) it 

seems like they are not concerned with the political instability as much as they were before. 

Also since the binding time is 10 years, we can understand why the company had second 

thoughts about entering or not. Despite the political instability discussion, we still believe it 
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is going for a more prosper system which Wilhelmsen can take advantage of and gain 

higher profit margins in the future.  

The Maltese tonnage tax model seems as a complimentary system, however in the long run, 

according to calculations, shown in appendix 1, made by Price Waterhouse Coopers (2008) 

the taxation is bigger in the Greek Model, than it is in the European model.  

Based on how the profit margin has been decreasing, check appendix 2, it seems that the 

Maritime sector is facing a tougher business climate.  Whether this is heavily due to the 

tonnage tax system or not is a question that remains unsolved until the final regulations has 

been established. (Ernst & Young, 2010) Despite this Wilhelmsen has shown improve-

ments in their revenue, not only for 2009, but for the first and second quarter of 2010 

(Wilhelmsen Q2 press release, 2010) so it is pointing to a brighter future. Thus, we believe 

that the shipping industry is profitable enough in Norway for Wilhelmsen to stay in, and 

adapt the new tonnage tax system. According to Wilhelmsen Q2 press release (2010) Wil-

helmsen is heading for a very profitable year. 

5.2 The New Norwegian Tonange Tax System 

Ever since the newly introduced tonnage tax system in Norway (Ernst & Young, 2008), the 

discussion of its usefulness has been discussed, while many argue that the new system is 

terrible, due to the back-taxation, the tonnage tax itself is not bad at all. (Rødal & Haukaas, 

2008) It is more European implemented, and since it is a model used by many countries 

(Price Waterhouse Coopers, 2010), we can safely presume that it is one of the more stable 

ones. As we have found out throughout our study, Wilhelmsen has applied to adapt the 

new Tonnage Tax system for their shipping segment of the company and are now waiting 

for reply (Negård, 2010), where as the new Wilhelmsen Holding ASA has adapted the 

Malta LTD system (Wilh. Wilhelmsen Holding ASA, 2010). 

So since 2007, there has been great improvements in the tonnage tax system (Ernst & 

Young, 2010), however it is not yet set in stone how the new tonnage tax system will be 

and how the back taxation will be dealt with, since the new ruling this year has not been fi-

nal yet (Negård, 2010). However what we can presume is that since some of the taxation 

has been paid back to the companies, more companies will try to adapt this system, and its 

goal of keeping the shipping companies within Norway, will be successful.  
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5.3 Calculations 

As we have spotted in the calculations the downturn ever since 2007 is inevitable, however 

2009 has been looking bright. The short upturn in 2009 can also be due to the profit in 

sales of shares. Since as the generalisation showed, the profit in 2009 was not as huge when 

excluding the sale of shares, meaning that the future is still unknown, and that the shipping 

segment has lost a tremendous profit from previous years. This does not mean it has to be 

due to the new tonnage tax system, since Wilhelmsen received their taxes back, which 

means that the two biggest reasons for its poor result 2008 and 2009 may be due to the oil 

prices or the economical crisis. 

As we have seen in our analysis, the shipping segment has been tremendously affected by 

the new tonnage tax system at year 2007. However already 2008, the situation had changed 

dramatically into the better despite the low profit, it still was a good step forward.  

The Maritime service segment has increased in profit ever since 2006, and has not been af-

fect at all by the impact of the tonnage tax system. This has lead to a discussion that this 

segment is very stable, and even though it is highly connected to the shipping segment, it 

still has been holding strong.  

Just as the maritime service segment, the logistic segment has had an increase in their net 

income, and as well has not suffered from any taxations. It seems as the logistic segment is 

either not being taxed. 

Since the Holding segment of the company is eliminating inter-company transactions be-

tween the different segments, also include shipping activities beyond what can be charac-

terised as a part of the Maritime sector, this results in the fluctuation this segment experi-

ence from year to year. Nevertheless the Holding segment is the second largest profit 

source for the company. 

What we have seen is that the tonnage tax system has affected the bigger part of the profit 

source, which is mainly the shipping part. However since this segment constitute of 42,3% 

of the total revenue for year 2009, you can nothing else than argue that the tonnage tax it-

self has had a tremendous effect on Wilhelmsen Group. As we have seen, the tonnage tax 

system created a shocking effect of -950% change in the profit for year 2007, which means 

that from being a huge part of the profit, it turned into a large negative loss which as we 

stated before is very low (7M USD). 
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5.3.1 Cross section analysis 

Looking at the table 4.12, which is a small fraction of the complete cross-section analysis in 

the Appendix 7.1 and 7.2, we can clearly see that the net ordinary operating profit for the 

shipping segment has been going down ever since 2005, while the operating expenses has 

kept rising. On the Maritime services the operating expenses has been kept on a stable level 

as well as the net ordinary operating profit.  

Cross section analysis 2005   2006   2007   2008   2009   

Segment of wil-

helmsson Usd mill % Usd mill % Usd mill % Usd mill % Usd mill % 

Shipping            

Operating income 231 100% 245 100% 285 100% 294 100% 153 100% 

Operating expenses -60 -26% -76 -31% -112 -39% -130 -44% -120 -78% 

Net ordinary operating 

profit 214 93% 175 71% 172 60% 155 53% 60 39% 

             

Maritime services            

Operating income 331 100% 579 100% 697 100% 997 100% 854 100% 

Operating expenses -337 

-

102% -520 -90% -635 -91% -900 -90% -767 -90% 

Net ordinary operating 

profit -9 -3% 49 8% 51 7% 85 9% 79 9% 

Table 4.12 Small fraction of the Cross section analysis in the Apendix, Source Wilhelmsen An-

nual Report 2005 – 2009 and own calculations 

The problem with the shipping business as it appears has been that the prices has kept ris-

ing, which has decreased the net ordinary operating profit. This can be caused by many fac-

tors, one can be that the prices has kept rising, which has made it harder for the shipping 

segment to go around. Another remark is about the Maritime services stable operating ex-

pense and net ordinary operating profit, where it seems that this segment has kept a stable 

market level, where prices has not affected the net ordinary operating profit. This might be 

because this is a market where prices do not fluctuate as much as in the shipping segment. 

The Maritime services, as stated in chapter 2, handles classifications, ship consultant and 

other related maritime services. So this shows that the Maritime Sector is a more stable 

segment than the Shipping, where every small change affects its outcome. So the Maritime 

sector is an important segment to have in order to back up when the shipping segment is 

not profitable. In appendix 7.1 and 7.2 there is a complete cross section analysis that also 
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shows that the depreciation and amortisation for shipping has been held on a stable level 

up until 2009, where it grew from -14% 2008 to -48% 2009.  

6 Conclusion & Further research 

This section is concluding the thesis, and presenting the researching questions again in order to give a brief 

conclusion of the answers around them. Also future research is being revealed. 

6.1 Conclusion 

Throughout this thesis, the main goal has been to assess the Norwegian Tonnage tax sys-

tem and what impacts it has been dealing on Wilhelmsen Group. The researching questions 

this thesis has been driven forward by, are as following: 

* How is the tonnage tax system rules in Norway compared to other European tonnage tax 

systems?  

* How has Wilhelmsen dealt with the back-taxation? 

* How is Wilhelmsens financial situation before and after the new tonnage taxation system? 

* What is Wilhelmsens future plans regarding the new tonnage tax? 

This thesis has been giving an explorative overview of the different European Tonnage tax 

systems, and which is best applicable for Wilhelmsen Group. Also a descriptive view of the 

profitability in the different segments has been carried out. This in order to get a broad 

overview of how the tonnage tax system has affected Wilhelmsen Group, and whether or 

not it is profitable enough for Wilhelmsen to stay in Norway, instead of moving the entire 

shipping organisation to Malta. 

The main source of information has been gathered through Wilhelmsens Annual Reports, 

since these have provided a broad look of the company and how its segments are con-

nected. An additional source has been information gathered through seminars from 2008, 

which made us research into the shipping industry. 

What has been concluded is that the new Norwegian tax system has been shown to be 

prospering for Wilhelmsen Group, and that the new adaptation to a more Dutch Model 

system has made the new taxation system more prospering for shipping companies. Since 
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now it has been set to a final taxation, instead of deferred taxes. Another remark is about 

the profitability of Wilhelmsen, which has been looking promising this year and is still in-

creasing its revenue.  

The back-taxation has been changed at a constant base, but Wilhelmsen had to pay a huge 

amount in 2007 and in 2009 they received some of them back. This was due to the new 

transition rules implemented by the government.  

This thesis has given the reader an insight in the different taxation system, as well as pro-

viding more information about the New Norwegian tonnage tax system. In its goal to pro-

vide a broader look on the subject, and declare that the tonnage tax system itself has been 

reformed into a more prospering system, than it has been before, which has also lead to 

Wilhelmsens decision of entering the new system. Despite the Medias interpretation re-

garding how this system will ruin the Norwegian shipping industry. 

6.2 Future research 

There is still a long road ahead of Norway in refining the new taxation system, which is still 

young and fresh. The new rules have not been established properly yet,  and is a question 

riser of how the outcome will be in a near future.  

In future researches the comparison of different world tonnage tax systems can be drawn, 

since the establishment of how the European systems work. This can in itself create a very 

interesting subject because you have to include more complicated variables than just focus 

on taxation, for example infrastructure, language barriers, etc.  

So this thesis has provided a ground work for future researchers who are interested in ton-

nage tax systems.  
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Appendixes 

Dutch vs Greek model taxation calculation 

Dutch model 

The example below calculates the profit and tax according to the Dutch tonnage‐tax model for 

a 5‐ 

year‐old cargo vessel operated by a Dutch resident company operational all year with a gross 

tonnage of 20,000 and a net tonnage of 18,000. 

Amount of PROFIT per 1000 net ton per day 

€9.08 up to 1,000 net ton 

€6.81 for the excess up to 10,000 net ton 

€4.54 for the excess up to 25,000 net ton 

€2.27 for the excess over 25,000 net ton 

Taxable profit: (1 x €9.08) + (9 x €6.81) + (8 x €4.54) = €106,69 per day = €38,941 per year 

Dutch corporate tax rate for 2007: 25.5% 

Corporate tax levied amounts to €38,941 x 25.5% = €9,929. 

 

Greek model 

The example below calculates the profit and tax according to the Greek tonnage‐tax model for 

a 5– 

year‐old cargo vessel operated by a Greek resident company, with a gross tonnage of 20,000 

and a 

net tonnage of 18,000, which is operational all year. 

Gross registered tonnage coefficient 

1.2 for 100–10,000 net ton 

1.1 for the excess up to 20,000 gross ton 

1.0 for the excess up to 40,000 gross ton 

0.9 for the excess up to 80,000 gross ton 

0.8 for the excess over 80,000 gross ton 

For a 20,000 gross ton vessel this results in (10,000 x 1.2) + (10,000 x 1.1) = 23,000 taxable ton. 

This amount is multiplied by the respective tax rate corresponding to the age of the vessel. 

 

Appendix 1 Age of the vessel 
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Source: Price Waterhouse Coopers 2008 

 

Corporate tax levied amounts to 23,000 x $0.57= $13,110 (€10,000). 

Source: Price Waterhouse Coopers 2008, pp. 14–18 

 

Profitablitiy ratios with generalisation 

PROFITABILITY RATIOS
BT With generalisation

 2005 2006 2007 2008 2009 

ROA 12,2% 9,1% 9,2% 10,1% 4,5% 

Profit Margin 46,4% 29,4% 26,3% 24,7% 16,3% 

Asset Turnover 0,26 0,31 0,35 0,41 0,28 

        

ROOA 10,6% 9,1% 9,3% 8,7% 4,4% 

Profit Margin 34,0% 25,3% 22,8% 18,3% 12,9% 

Asset Turnover 0,31 0,36 0,41 0,48 0,34 

        

ROCE 14,2% 10,4% 11,9% 12,0% 5,2% 

Profit Margin 46,4% 29,4% 26,3% 24,7% 16,3% 

Asset Turnover 0,31 0,36 0,45 0,49 0,32 

        

RONOA 12,8% 10,7% 12,8% 10,9% 5,3% 

Profit Margin 34,0% 25,3% 22,8% 18,3% 12,9% 

Asset Turnover 0,38 0,42 0,56 0,59 0,41 

        

ROE 22,9% 18,2% 22,2% 2,9% 16,4% 

        

Operating profitability (RNOA) 12,8% 10,7% 12,8% 10,9% 5,3% 

Financial gearing (NFO/E) 0,84 0,89 0,84 1,35 0,96 
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Net borrowing cost (NBC) 0,7% 2,3% 1,5% 16,6% -6,0% 

Spread 13,5% 13,0% 14,3% 27,5% -0,7% 

ROE 22,9% 18,2% 22,2% 2,8% 16,2% 

ROE AT 22,9% 22,3% 0,8% 10,0% 26,5% 

        

LIQUIDITY AND CASH FLOW RATIOS       

Quick ratio  0,69 0,89 0,77 0,77 1,45 

Interest coverage ratio 7,44 1,39 2,51 5,33 1,47 

Cash cover ratio 0,31 0,43 0,3 0,58 0,14 

Appendix 2 – Profitability ratios source: Raw data from Wilhelmsens Annual Reports 2005 – 2009 

and own calculations 

 

Each segments balance sheet and income statement 

Shipping 

  2005 2006 2007 2008 2009 

Segment of Wilhelmsen USD mil         

Shipping           

Income Statement           

Operating income other business segments           

Operating income external customers 231 245 285 294 153 

Gain on sales of assets 8       11 

Share of profit from associates and JVs 83 40 38 34 90 

Total Operating income 322 285 323 327 253 

            

Primary operating profit 262 209 211 197 133 

Depreciation and amortisation -40 -34 -39 -42 -73 

Net operating profit 222 175 172 156 59 

Net financials -6 -11 -28 -77 38 

Profit / loss before tax 216 165 144 79 98 

Tax -11 7 -220 23 43 

Net profit/loss 205 172 -76 102 141 

Minorities           

            

Balance sheet           

Fixed assets 683 1000 911 1255 1401 

Investments in associates and JVs 269 310 334 379 402 
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Long-term receivables/investments 186 36 167 1 24 

Current assets 132 157 126 389 289 

Total assets 1270 1502 1538 2023 2115 

            

Equity 621 756 672 815 906 

Long-term liabilities 551 674 650 979 1052 

Current liabilities 98 72 216 229 158 

Total equity and liabilities 1270 1502 1538 2023 2 115 

            

Investments in tangible fixed assets 154 273 28 385 406 

Appendix 3 – Shipping segments balance sheet and income statement source: Wilhelmsens An-

nual reports 2005 - 2009 

 

Logistic 

  2005 2006 2007 2008 2009 

Segment of Wilhelmsen USD mil         

Logistic           

Income Statement           

Operating income other business segments           

Operating income external customers           

Gain on sales of assets         45 

Share of profit from associates and JVs 3 -13 32 36 36 

Total Operating income 3 -13 32 36 80 

            

Primary operating profit 3 -13 32 36 80 

Depreciation and amortisation           

Net operating profit 3 -13 32 36 80 

Net financials           

Profit / loss before tax 3 -13 32 36 80 

Tax           

Net profit/loss 3 -13 32 36 80 

Minorities           

            

Balance sheet           

Fixed assets           

Investments in associates and JVs 183 174 237 205 217 
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Long-term receivables/investments           

Current assets           

Total assets 183 174 237 205 217 

            

Equity 183 174 237 205 217 

Long-term liabilities           

Current liabilities           

Total equity and liabilities 183 174 237 205 217 

            

Investments in tangible fixed assets           

Appendix 4 – Logistic segments balance sheet and income statement Source: Wilhelmsens An-

nual Report 2005 - 2009 

 

Maritime service 

  2005 2006 2007 2008 2009 

Segment of Wilhelmsen USD mil         

Maritime Services           

Income Statement           

Operating income other business segments 10 6 8 5 7 

Operating income external customers 321 573 689 992 847 

Gain on sales of assets   1   6 9 

Share of profit from associates and JVs 8 8 10 13 8 

Total Operating income 339 588 707 1016 872 

            

Primary operating profit 2 67 72 116 105 

Depreciation and amortisation -11 -18 -21 -31 -26 

Net operating profit -10 49 51 85 79 

Net financials   -7 -7 -9 -19 

Profit / loss before tax -10 42 44 76 60 

Tax 4 -17 -4 -11 -13 

Net profit/loss -6 25 40 66 47 

Minorities 3 3 4 4 3 

            

Balance sheet           

Fixed assets 264 301 367 417 441 

Investments in associates and JVs 16 20 25 27 23 
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Long-term receivables/investments 52 42 20 61 20 

Current assets 333 410 511 565 580 

Total assets 665 773 923 1070 1063 

            

Equity 35 207 270 266 313 

Long-term liabilities 378 318 341 450 406 

Current liabilities 252 249 312 354 344 

Total equity and liabilities 665 773 923 1070 1063 

            

Investments in tangible fixed assets 213 33 44 35 25 

Appendix 5 – Maritime service segments balance sheet and income statement Source: Wilhelm-

sens Annual Report 2005 - 2009 

 

Holding 

  2005 2006 2007 2008 2009 

Segment of Wilhelmsen USD mil         

Holding           

Income Statement           

Operating income other business segments -10 -6 -8 -5   

Operating income external customers 25 14 9 11 8 

Gain on sales of assets 1 93 17   46 

Share of profit from associates and JVs 10 16       

Total Operating income 26 115 18 6 54 

            

Primary operating profit -6 84 -12 -30 26 

Depreciation and amortisation -5 -1 -3 -4 -3 

Net operating profit -10 83 -15 -34 23 

Net financials 1 -4 23 -126 53 

Profit / loss before tax -9 80 8 -159 76 

Tax -3 -34 3 50 -8 

Net profit/loss -12 46 11 -109 67 

Minorities           

            

Balance sheet           

Fixed assets 50 -32 54 42 6 

Investments in associates and JVs 44 29   1   
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Long-term receivables/investments -103 -2 -143 33 46 

Current assets 153 291 229 -125 237 

Total assets 144 285 140 -50 289 

            

Equity -6 -100 -226 -373 -167 

Long-term liabilities 81 283 368 138 475 

Current liabilities 69 102 -2 186 -18 

Total equity and liabilities 144 285 140 -50 289 

            

Investments in tangible fixed assets 1 5 5 3 2 

Appendix 6 – Holding segments balance sheet and income statement Source: Wilhelmsens An-

nual Report 2005 - 2009 

Cross section analysis - Shipping and Maritime Services 

  2005   2006   2007   

Segment of Wilhelmsen Usd mill % Usd mill % Usd mill % 

Shipping             

Operating income 231 100% 245 100% 285 100% 

Share of profit from associates 

and JVS 83 36% 40 16% 38 13% 

Total operating income 314 136% 285 116% 323 113% 

Operating expenses -60 -26% -76 -31% -112 -39% 

EBITDA 254 110% 209 85% 211 74% 

Depreciation and amortization -40 -17% -34 -14% -39 -14% 

Net ordinary operating profit 214 93% 175 71% 172 60% 

              

Maritime services             

Operating income 331 100% 579 100% 697 100% 

Share of profit from associates 

and JVS 8 2% 8 1% 10 1% 

Gain on sales of assets             

Total operating income 339 102% 587 101% 707 101% 

Operating expenses -337 -102% -520 -90% -635 -91% 

EBITDA 2 1% 67 12% 72 10% 

Depreciation and amortization -11 -3% -18 -3% -21 -3% 

Net ordinary operating profit -9 -3% 49 8% 51 7% 

Appendix 7.1 – Cross section analysis part 1 Source: Wilhelmsens Annual Report 2005 – 2009 

and own calculations 
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  2008   2009   Average 

Segment of Wilhelmsen Usd mill % Usd mill % % 

Shipping           

Operating income 294 100% 153 100% 100% 

Share of profit from associates 

and JVS 34 12% 90 59% 27% 

Total operating income 327 111% 253 165% 128% 

Operating expenses -130 -44% -120 -78% -44% 

EBITDA 197 67% 133 87% 85% 

Depreciation and amortization -42 -14% -73 -48% -21% 

Net ordinary operating profit 155 53% 60 39% 63% 

            

Maritime services           

Operating income 997 100% 854 100% 100% 

Share of profit from associates 

and JVS 13 1% 8 1% 1% 

Gain on sales of assets 6 1% 9 1% 0% 

Total operating income 1016 102% 872 102% 102% 

Operating expenses -900 -90% -767 -90% -93% 

EBITDA 116 12% 105 12% 9% 

Depreciation and amortization -31 -3% -26 -3% -3% 

Net ordinary operating profit 85 9% 79 9% 6% 

Appendix 7.2 – Cross section analysis part 2 Source: Wilhelmsens Annual Report 2005 – 2009 

and own calculations 


