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Foreword

After the severe shipping crisis which began with the banking crisis in 2008,
many shipping companies experienced a normal trading year once more in 2010;
some even had a very good year. However, due to the sustained high levels of
new ship construction in the market and drastic price wars between significant
market players, the situation in 2011 deteriorated once more; at the very least,
forecasts for the next few years are cautious.
Focussing on the current complex situation facing German shipping companies,
the research at hand “Ship financing in flux – Searching for a new course”
examines the financing conditions for German shipping companies.
An important foundation of the research is a survey KPMG in Germany has
undertaken among German shipping companies to find out how they assess the
current situation of ship financing. The participants represent approximately 43
percent of German tonnage in trade business, which underlines the significance
of this assessment of the current situation. The study also discusses alternative
methods of ship financing and the requirements which shipping companies must
meet in order to gain access to these new sources of financing.
Everyone involved in shipping will be aware of the impact of the credit crunch on
the sector, either indirectly via suppressed demand from developed economies
or directly via the sudden tightening of credit. The banking sector’s current
imperative to reduce its own balance sheets only exacerbates the depressed
prospects for shipping in this context. Many maritime lenders in particular
appear to want to vote with their feet and exit the sector completely – if only
they could. The demand for capital in the sector – to fund the order book and
refinance existing borrowings – appears to far outstrip the supply from either
operations or from the traditional sources of maritime capital.
our research looks at one of the key markets for maritime capital and tries to
identify how some of the gap may be bridged. We thank all participants in the
survey and our interviewees for their time and support; we hope the following
will be an enlightening and interesting read for all stakeholders across the sector.

John Luke
Global Head of Shipping, KPMG
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Summary of results

During the second half of 2011, we
questioned shipping companies,
funds and banks in order to research
the framework conditions for future
shipping financing. The answers to
our questions were not surprising,
although occasionally wide-ranging.
For example, significantly more than
80 percent of the survey respondents
perceive Germany’s attractiveness
as a base for shipping activities to be
waning, or have the impression that
current politics do not support the
location.

risk profile, mezzanine finance, loans and
IPos are the expressions on everybody’s
lips. And yet, the hope that everything
will be back to normal in a few years
constantly shone through the answers
to our questions and in the interviews.
Nevertheless, 45 percent of the survey
participants see the German limited
partnership “KG model” returning in
the medium term. (NB. “KG” means a
partnership limited by shares. Henceforth
it is referred to as a KG)

KG Model in danger
Development of new capital
sources
Basel III and stricter bank
regulation affect shipping
financing; traditional capital
sources are no longer so
abundant

The large majority of respondents deem
a development of new equity and loan
financing sources to be necessary.
Meanwhile, all market players recognise
the predicament in which shipping
banks find themselves and also the
consequences thereof for future financing;
this applies to the volume of required
equity capital as well as the securing of
loan finance. Additionally, the conditions
for access to these finance sources are
becoming clearer: corporate structures,

The classic one-ship KG
model, which founded the
German ascendancy in the
market for shipping finance, is
no longer sufficient for banks
and investors

Even when most market participants
expect that the KG model will continue
to have meaning, they have recognised
that other forms of financing must fall into
place alongside it if Germany wants to
keep its status as a geographical base for
shipping. 90 percent of those surveyed
mentioned this need, when asked about
factors in future financing.

Creation of corporate
structures
Corporate structures
offer providers of capital
greater security via better
transparency and a broader
distribution of assets
Until now, it has appeared that this
recognition has not yet featured
in practice. It is apparent from the
interviews how hesitant shipping
companies are on the themes of
transparency of company structures
and capital market feasibility with
the associated factors of risk
management and compliance, while
financiers simultaneously vehemently
demand them. They, in turn, are
under pressure from the national and
international regulatory bodies. The
consequences which this will have
for shipping financing are starting to
be recognised. over 80 percent of
those surveyed expect a steadily rising
significance of ratings or growing
capital requirements in future finance
agreements.
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New business models
required

Globalisation and
experiences overseas

Demand for greater security

While China’s shipyards are
already a significant market
factor, Chinese banks and
shipping financiers are still five
to ten years behind

Banks and investors demand
greater security. Risk profiles
and credit ratings will play a
bigger role in the future, and
loan terms will decrease

The future belongs to those
shipping companies who
come to grips with new
business models in good time
and offer investors attractive
investment opportunities

China is coming – but not yet! Shipping
is one of the truly global areas of trade.
Therefore, shipping companies as
well as banks have ample overseas
experience. All those involved see the
changes in the composition of market
participants on both the financing and
operational sides. However, they are
assuming that the changes will still
take some time. on the financing side,
new providers of capital could take five
to ten years to catch up the know-how
of the traditional shipping financiers.

In the future, KG financing will still
exist. The financing of individual
assets with their inherent straight
forward nature is always attractive.
Increasingly, corporate financing
will come into play; in this case,
groups of assets which better offset
one another’s risks and offer better
security to lenders will be financed
together.

What is certain? Equity must be
raised before loan finance can be
brought into play. Advance financing
of equity capital will not be the rule;
construction phase financing via the
final financier will be equally rare.
The future belongs to those shipping
companies which come to terms
with altered, new business models
and actively incorporate these in their
operational trade.

For this, those legal and economic
structures must be created which
today only exist in theory. The risk
profile of financing will look different.
Construction phase financing, equity
shares, hybrid financial instruments,
repayment profiles, interest payments
– all elements of financing will be
revisited.
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1

Shipping financing today – the status
quo in 2011

1.1 Shipping financing in new
waters?
Ship owners must reassess their
situation. The record profit years of
shipping are over and the economic
and finance crisis challenged the
industry. New forms of shipping
financing are sought, some of which
demand significant changes and could
make huge changes in a firm’s course
necessary.
The turbulent recent past on the global
capital markets has left traces and led
to structural changes in the finance
sector. The traditional financing
models in German shipping are also
affected by these developments and
their future is being regarded with
scepticism. Investors have lost faith
in the current financing model for
shipping investments, the KG model,
so shipping companies are on the
search for alternatives for the financing
of future fleets.
With approximately 30,000 companies
worldwide, the shipping trade is one

of the most capital intensive sectors of
the global economy. The boom of the
shipping trade between 2003 and mid
2008 and the orders for new shipping
capacity stemming from this boom
were the background for the high
capital needs of the past (Figure 1).
For 2011, a need for finance of USD
150 billion was expected – a reduction
of USD 50 billion on the prior year. For
2012 a need for finance of only USD
55 billion is forecast due to reduced
annual shipping orders since 2008.1
Stakeholders in shipping financing
see themselves as doubly challenged.
Equity and loan capital providers are
increasingly minded to reduce their
risk. From the perspective of equity
capital providers, the traditional fund
financing via the German KG model is
outdated in its current form and offers
no perspective for the future. In the
crisis, competitive pressure built by
other, less volatile asset classes meant
that shipping investment became less
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Loan capital providers are demanding
business structures in which the risks
and rewards are shown to have an
acceptable relationship to one another
for the financing of new ships, and
providers are distancing themselves
from pure asset financing as a “mass
product”. The creation of financeable
company structures means that
some German ship owners are having

Bessler et al. (2010)

Number of ships

2000

attractive. Although placement of
equity capital rose in 2010, this was
mostly through equity increases at
existing shipping companies through
the addition of stabilising capital (34
percent increase). Investors focused
on investments in energy (52 percent
increase) and private equity (73
percent increase). For equity financing
via the German KG model to take
place, shipping will have to present
itself once more as an attractive
investment opportunity; to win back
the trust of investors (Figure 17).

2006

2007

2008

2009

Figure 1
Order book of German ship owners
Ship order
Ship deliveries
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Deliveries of gross tonnage

Source: BMWi (2011)
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to become more professional and
transparent. For small and mediumsized owners, this can increase the
need for mergers or joint venture
solutions.
once this step to transparency and
professionalism has been made,
solution to the question of future
capital coverage might be financing on
the capital market - a long-established
model overseas. The step to the
capital market immediately increases
liquidity and opens financial and
strategic flexibility for ship owners.
From a strategic point of view, it makes
German shipping more competitive in
global competition, particularly against
China. From an investor’s perspective,
a capital market orientation permits a
more flexible composition of portfolios
and therefore a significant reduction in
risk.
The research at hand concerns
itself with the challenges for market
participants, given the developments
in the shipping market, and with
potential equity and loan capital
sources of the future. The aim of
the research is to discuss potential
solutions for shipping finance.

Execution of the research
The research at hand arose from a
questionnaire and thirteen qualitative
interviews with market participants in
the maritime sector, both domestically
and internationally. The first section of
the research was a quantitative survey
among shipping companies, issuing
houses and banks. The recipients
were requested to complete the
questionnaire sent to them in writing.
Additionally, business leaders and
executives of top level shipping
companies, issuing houses and shipfinancing banks were interviewed
about their assessment of current
challenges.
In total, 125 market participants were
approached for the survey, of which
41 gave information. The participating
shipping companies represent
approximately 43 percent of German
tonnage (50,929,638 tdw) in merchant
shipping. The number of ships owned
by these companies is approximately
1,600 or roughly 42 percent of the
German fleet. The research and its
results can therefore be considered to
be representative.

Market participants were questioned
with a focus on the following core
topics:
• Developments in the maritime
sector 2011-2013
• Procurement of equity capital
• The extension of credit in ship
financing
• Strategic and regulatory challenges
in the maritime sector
• overseas experiences in financing
or in the construction of ships
The research took place between 01
June and 31 August 2011. The results
of the interviews support and extend
the assessments made from the
qualitative data and also informed the
research at hand.
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Starting point
The crisis in shipping appeared in
autumn 2010 to be a thing of the past.
Freight and charter rates were rising,
shipping lines were reporting their
highest profits in years, in the case of
Hapag-Lloyd even the highest annual
profit in the history of the company
(583 million Euro)2. The global
economy was growing once again and
the economy in Germany was looking
optimistically to the future. Minor
deviations, such as the growing Euro
crisis and the weak growth rates of the
remaining European countries, fell to
the background. Prognoses showed
a steadily growing merchant fleet
(Figure 2).

2

In the second quarter of 2011, the
situation looked entirely different and
the upswing in shipping was already
over: the nuclear disaster in Japan and
the Euro and Greek crises are seen as
key here. A destructive competition
among the container lines, with
considerably reduced freight rates and
the indications from the government
that non-wage labour cost support
would decline, led to concern on the
part of all stakeholders (Figure 3).
This opinion is also reflected in the
answers to our questions regarding
the attractiveness of Germany as a
location for shipping. The answers
refer to a general dissatisfaction with

the conditions of the location. only
2 percent of the respondents see a
rising attractiveness for Germany as a
shipping location. The clear majority of
84 percent see a sinking attractiveness
(Figure 4).
As reasons for the reducing
attractiveness, the shrinking
significance of banks as financiers (80
percent) and the possible reduction
in support towards non-wage labour
costs (49 percent) were cited. 29
percent of those surveyed see a lack
of government programmes to support
shipping companies as a critical factor.
Among the remaining factors named,
the significant ones include a lack of
capital sources, the decline of the KG

Hapag-Lloyd AG, Geschäftsbericht 2010
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Which trends do you see in the attractiveness of Germany
as a location for the financing of new ships?

model and increasing competition
(Figure 5).
In conjunction with the reduction
in attractiveness of Germany as a
shipping location, we asked market
participants about possible risks,
which take on greater significance in
the current market situation.

Figure 4

2

Figures in percent

14

Rising attractiveness
Flat attractiveness
Decreasing attractiveness

Lack of support for mid-tier shipping
companies by banks is a significant
risk, according to 82 percent. The
situation is exacerbated due to the
lack of support by the government (36
percent). “other” answers included
banks’ risk-averse outlook and higher
capital requirements.

84

Source: KPMG Survey, 2011

What reasons do you see for the decreasing attractiveness
of Germany as a location for the financing of new ships?
Figure 5
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financiers
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Which risks are of greater significance for you in the
current market situation for ship financing?

Lack of support for mid-tier shipping companies
by banks

Figure 6
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Looking at the current market situation for ship financing, which
opportunities are of greater significance for you?

Finding new investors (pension funds, insurers)

Figure 7
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Increased IPos of shipping companies overseas
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other
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Source: KPMG Survey, 2011

There are corresponding opportunities:
79 percent of respondents saw an
opportunity to find new investors
such as pension funds or insurers
as improving the attractiveness of
Germany as a shipping location.
38 percent of respondents were
positive about increased IPos
overseas for German shipping
companies as an opportunity. 34
percent see further future potential
in finding other finance sources, such
as the issue of shipping bonds. In
addition, the interviews confirmed

that the benefits of domestic IPos
of German shipping companies are
perceived to be much smaller.
The surveyed banks and shipping
companies named further
opportunities (“other” – 19 percent)
for improving the attractiveness
of Germany as a shipping location.
Several deemed the restructuring of
the successful and established KG
model to be highly important. others
are convinced that the market can only
become more attractive if shipping
companies open themselves to new

structures and organise their firms
more transparently with the goal of
achieving corporate financing. These
models are aligned with the demands
that banks are making on future ship
financing. Additionally, respondents
envisioned a higher number of private
placements as a possibility for ship
financing in Germany.
one can observe that the survey
participants are already concerning
themselves with alternatives to the
KG model and are including these
financing possibilities in their plans for
new ships.
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1.2 The evolution of the
maritime sector up to 2011
With the arrival of the crisis and
the reduction in transport volumes,
charter rates fell. In particular, price
pressure on rates became enormous
in the container shipping segment.
Ship owners were in the unexpected
situation where their ships no longer
earn the necessary cash flow to cover
interest and capital payments and, in
some cases, operating expenses. This
led to the suspension or even recall of
dividends. An insolvency risk existed
for nearly all ships whose charter
agreements ran out in the crisis year
of 2009, and this materialised in a few
cases (Figure 8).

Via the strong correlation between
maritime trade and the global
economy, the demand for tonnage
recovered markedly in 2010; the
sharp declines of 2009 were mostly
recovered. Simultaneously, a growth
in tonnage of 7.3 percent to just on
8.4 billion tonnes was attributable to
ships brought into service in 2010. The
dynamic development of the demand
side was not represented in all sectors
of the maritime industry. 3
The market for mass goods
transportation (bulk market) grew
by 11 percent to 3.3 billion tonnes,
whereby the phase of economic
weakness in the preceding years was
markedly offset. The high of 2008 was
surpassed by just over 8 percent. The
container market proved more volatile.
With a growth in container transport of
just over 12 percent, 2010 caught up
the effects of the crisis year of 2009,
in which transport sank by about 9
percent.
This altogether positive development
revealed itself firstly in the high
Chinese demand for commodities and
exports of manufactured goods to
Europe and America.
3

VSM Annual Report 2010, Hamburg 2011.

only tanker shipping couldn’t reach
the levels of 2008. The reason for this
was the weak demand in the years
2009 and 2010.
Without consideration of the volatile
demand for transport capacity and the
fluctuations in the global economy,
the global merchant fleet grew further.
The number of ships (larger than 100
GT) rose from 2009 to 2010 to over
103,000 with a tonnage increase of
8.5 percent to 958 million GT. Through
this trend, the average fleet growth in
the last five years has been just over
7.3 percent per annum. In the years
1995 to 2005, fleet growth was only
3.2 percent per annum. 4
In recent years, German owners have
built up one of the largest merchant
fleets in the world. Currently, Germany
finds itself in third place behind Greece
and Japan by tonnage of ships over
1,000 GT. In the container shipping
segment, Germany is the leader by
some distance, which is why the
crisis in the shipping market was so
markedly felt in Germany (Figure 9
and 10).

4
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Development of one year period charter rates
for container ships of various sizes
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Country

Ships

Million
TDW

Million
GT

Share of
GT

1.

Greece

3.145

202,6

118,1

13,1 %

2.

Japan

3.680

194,8

131,1

14,5 %
9,4 %

3.

Germany

3.748

114,6

85,2

4.

China

3.277

106,8

65,8

7,3 %

5.

South Korea

1.104

47,3

29,3

3,3 %

6.

USA

1.014

41,7

37,8

4,2 %

7.

Norway

1.428

40,7

31,6

3,5 %

8.

Hong Kong

709

38,1

24,3

2,7 %

9.

Denmark

881

34,6

26,3

2,9 %

10. Taiwan

659

33,8

21,7

2,4 %

11. Singapore

836

31,4

19,9

2,2 %

12. Bermuda

249

28,4

16,5

1,8 %

13. Italy

749

22,6

17,2

1,9 %
1,4 %

14. Turkey

1.209

19,7

12,3

373

18,9

13,0

1,4 %

others

15.840

361,6

252,4

28,0 %

Total

38.901

1.337,6

902,5

100,0 %

Ships

Million
TDW

Million
TEU

Share of
TEU

15. Canada

Figure 9
Leading merchant fleets by nationality of
owners (ships greater than 1,000 GT)
Source: KPMG, VDR data and facts, 2011

Country
1.

Germany

1.773

62,4

4.814

34,2 %

2.

Japan

318

14,9

1.187

8,4 %

3.

Denmark

234

14,7

1.061

7,5 %

4.

China

332

10,3

768

5,5 %

5.

Greece

214

9,7

739

5,3 %

6.

Taiwan

195

7,9

627

4,5 %

7.

France

105

6,6

530

3,8 %

8.

Singapore

170

5,6

414

2,9 %

9.

South Korea

127

4,3

323

2,3 %

66

3,4

277

2,0 %

10. Hong Kong
other

1.322

44,0

3.336

23,7 %

Total

4.856

183,8

14.076

100,0 %

Germany‘s dominance in fleet
ownership was founded on the global
boom in international transport to
2008 and the active retail equity
market amongst private investors.
Here, investors could invest with
small subscription amounts from
Euros 10,000. Loan capital was
made available cheaply by the banks,
particularly in this case by the German
state banks. This development can
also be seen in the worldwide credit
volume of ship financing banks. The
credit portfolio of the banks grew
steadily from 2003 and reached its
peak so far in 2007 with nearly USD 92
billion a year (Figure 11).
The economic context is not being
regarded with optimism at present.
Forecasts, compared to other research
from autumn 2010 and spring 2011,
have reduced considerably. In
comparison to freight rates, which
have significantly reduced again since
2010, charter rates mostly held on until
the middle of 2011 on the level of the
previous year. After that, charter rates
also couldn’t withstand the pressure
and sunk markedly.

Figure 10
Leading container ship fleets by nationality
of owners (ships greater than 1,000 GT)
Source: KPMG, VDR - data regarding German ocean shipping, 2011
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Figure 11
Ship credit volume (worldwide, by year)
Figures in USD billions
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Consideration of the developments
in container freight rates (Figure
3, page 8) shows that the liner
shipping companies had to give way
to the raised fundamental pressure.
According to the results of our
qualitative interviews, the downturn
in rates is based on price competition
among the large container liners,
which is being exacerbated by the
influx of large container ships on
the important trade routes between
Europe and Asia on the one hand, and
Asia and the USA on the other.

2004

2005

2006

2007

2008

2009

These increases in freight capacity
were not sustained. The attempt to
abort the negative development via a
rise in freight rates foundered in July
2011. Since then, container tonnage
was once again removed from the
routes.5
In the course of our inquiry, we
asked the market players for their
assessments of the developments of
charter rates.
The summary of the results of the
development of the charter rates

shows that the market players expect
an improvement of charter rates in
the coming five years. Indeed we
have seen evidence of this since the
survey was completed. The share of
respondents who expect rising charter
rates rose to 65 percent for 2014 to
2016. Less than a third are assuming a
flat trend until 2014 to 2016. Compared
to the assessment of 2011, where
more than 50 percent of respondents
are assuming a negative trend in
rates, the outlook for 2014 to 2016 is
reversed (Figure 12).

5 ISL: Record deliveries of container tonnage expected in:
Deutsche Schifffahrts-Zeitung, THB Täglicher Hafenbericht,
(German Shipping Newspaper, THB daily harbour report), 20.07.2011

What is your assessment of the current developments
in the charter rates market for containers?
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In this upwards trend for the future,
one can see that a great deal of
hope and development potential is
projected for the future, despite the
current gloomy situation in the charter
market. With a glance to the expected
fleet growth, it remains questionable
whether these developments are
attainable for the years 2014 to 2016.
The highest capacity growth in the
container market, 1.5 million TEU, is
expected for 2012.6 All respondents
expect a cascade effect due to the
large container ships yet to enter
the market (greater than 13,000
TEU), which will engender cutthroat
competition among the mid-sized and
smaller container ships. The market
players are assuming an increasing
volatility in the rates, which will hinder
any future steady growth in rates,
such as that which was seen in the
past. They are reckoning that charter
contracts will more frequently be
agreed over shorter terms.

The grounds given for the decline
in freight rates differ depending on
the different ships, and also within
a type of ship, for the different sizes
of ship. on the Europe-Asia trade,
the economic development of China
and the associated trade currents act
as triggers for the pressure on rates.
This statement is strengthened by the
assertion that the pressure is greatest
on routes where the largest ships are
active (Europe-Asia). The intra-Asia
traffic is not so badly affected by this
pressure.
In the dry bulk market (bulker market)
rates declined when, in the course of
the 2008/09 crisis, China‘s demand for
commodities dropped markedly. Since
then, demand has stabilised but the
rates remain under pressure due to the
added shipping capacity in the market.
This rather gloomy picture is confirmed
by the result of our survey. Roughly
two thirds of ship owners and banks
expect bulker rates to decline further
in 2011 and 2012. These assessments
support the expectation that there is
still an oversupply of shipping tonnage.

Through our interviews, an
assessment of freight rates for
container ships was also confirmed.
6

Market participants do not see a higher
level of charter rates in the near future
in this segment.
only in 2013 does a trend emerge,
which continues into 2014 to 2016,
which assumes a rise in charter
rates for bulkers. This assessment is
dampened by the fact that still half of
those questioned see a flat trend.
The level of charter rates for tankers
also sank strongly due to the decrease
in demand in the years 2008/09.
After the low points at the start of
2010, a mild market recovery has
been observed. The drivers for this
were the rise in global GDP and
the corresponding demand for oil,
which saw that charter rates once
more covered costs. Despite this
development, the summarised results
of our survey indicate that the market
assessment of the tanker market
still ranges from average to very
negative. Noticeably, only 5 percent
of participants are assuming rising
tanker rates in 2011 and only 8 percent
in 2012, while the majority assess

Ibid.
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the market development to continue
to decline until 2013. For 2013, 59
percent of respondents are forecasting
a flat market trend. The increase in
fleet size and the middling worldwide
demand for oil does not leave much
margin for error for the expectation
of higher rates. only in 2014 to 2016
is a change in tanker charter fortunes
expected: half of the respondents
forecast a rate increase here and
thereby a marked recovery of the
market (Figure 14).
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What is your assessment of the current developments in the charter rates
market for general cargo?
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The general cargo ship is characterised
by the property of being able to carry
diverse cargo simultaneously, and
therefore to be particularly flexible in
various areas of application. However,
the segment suffered equally during
the global recession of demand
for transport and the economic
consequences of the crisis with a fall
in the rates level. The assessment of
the market for general cargo ships by
the banks and shipping companies
we asked shows the industry growing
through this time, with a clear upwards
trend in the coming five years. For
2012, 35 percent expect a receding
trend and 50 percent a flat one. A
marked recovery of charter rates
is first expected for this submarket
from 2013 (43 percent positive).
For 2014 to 2016, our respondents
forecast positive developments.

Nearly two thirds expect good to very
good growth rates for general cargo
charters. In summary, much hope is
being placed on the future, but market
participants are assuming little to no
improvement in the market in the next
two years.
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a portfolio share of 19.7 percent are
tanker funds; bulker funds are in third
place with a share of 5.7 percent. 8

1.3 Obtaining equity
on the equity side, the German KG
model was the driver of the container
fleet growth. Estimates are that about
10 percent of the total capital of the
global merchant fleet was financed via
KG structures.

In the years 2004 to 2008, a volume
of equity of Euros 13.5 billion was
invested via closed shipping funds.
This corresponds to an average
placement volume of about Euros
2.7 billion a year, compared to Euros
3.7 billion a year of loan capital
(Euros 18.7 billion in the period under
consideration). In both of the last two
years, the volume of equity capital was
reduced to Euros 743 million in 2009
and Euros 996 million in 2010
(Figure 16).

The high significance of closed
shipping funds in practice is that
KG funds were able to establish
themselves as a specialised form of
ship financing. The financing market
in Germany was heavily influenced by
this segment.7
Today the German fund market
comprises 1,123 shipping funds
with approximately 1,500 ships,
which correspond to an investment
volume of about Euros 49.1 billion. In
the context of the current portfolio,
container ship funds are in first place
with investors, with a share of about
60.4 percent. In second place with

7

See Drobetz et al. (2010)

8
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Equity and loan capital for
KG ship investments
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1.4 Banking structure and
granting of credit in Germany
In the past, it was usually possible
and generally unproblematic to
obtain interim financing for the equity
capital proportion of the ships, to
secure construction phase financing
of up to 100 percent for the entire
construction, and additionally to
subscribe for post-delivery financing.
As long as global growth created
a demand for new ships, finance
appeared to be linked to only negligible
risks.
The pre- and post-delivery financing
of new ship construction by banks
was relatively simple and particularly
cheap. Banks became the most
important source of financing for
shipping. They had a share of 50
percent among traditional capital
sources. Further capital sources
for shipping were private equity
(24 percent), the capital market
(16 percent) and KG models (10
percent) (Figure 19).
The banking landscape did not remain
untouched during the economic
developments after 2008. This
could be observed in the strategic
realignments and restructurings in
banks, particularly state banks.
At which point the financing and
ordering of ever more new ships
was no longer solely driven by the
growth of the market, but also by the
sales interests of the initiators, the
investment houses and sales and
marketing organisations, cannot be
pinpointed exactly.

Figure 19
Traditional capital sources in shipping
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Until now, the equity for ships to be
acquired was burdened with up to
25 percent of soft costs of capital
procurement. The additional costs
and provisions sometimes included in
the dockyard price, besides costs of
construction and financing, were thus
transparent to investors. Additionally,
when ship prices were rising, the
situation sometimes arose that a
ship would be sold mid-construction,
so that the interim price rise could
be passed on to the investors in the
shipping market and be skimmed off
by the initiators. In the past, even
refunds from shipping companies to
shipyards arose sometimes (Figure
20).

In the retail market, which focussed
before all else on the promised yield,
which would be sustained by the
tonnage tax scheme, ships could
nevertheless be placed until 2007/08.
With a rising need for tonnage, market
participants were prepared to pay
charters which would enable these
yields.
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What is your assessment of the future of the KG model?
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However, it is clear the balance
between ship orders and demand for
freight capacity was lost. As global
growth stalled in 2009 a significant
financing gap arose. The risks
which were entered into with the
construction phase and equity prefinancing abruptly became visible as
investors and banks lost confidence in
the shipping market.
Regardless of whether this trust can
be regained, it is clear that this model
of ship financing is outdated, due to
the altered conditions for German
shipping banks, particularly the state
banks.
our interviews have revealed polarised
perspectives. on the one hand, it is
expected that the market will recover
and that with the current pressure for
investment, investors will once more
invest in (modified) KG models. on the
other hand, Germany’s attractiveness
as a shipping location will be
endangered if there are no changes
made to the prevalent financing
structures.

These perspectives were confirmed
by the survey. our question regarding
the future of the KG model received a
range of responses. only 12 percent
thought that the KG model would
continue to exist in its current form,
whilst 33 percent thought that its
very existence is threatened. The
interviews show the source of this
assessment. The risk profile of the KG
model is not seen as appropriate for
the economic risk. As was seen in the
crisis, there is insufficient correlation
between equity and loan capital,
repayment structures, liquidity and
the loan and equity capital yields with
the assessed economic risks of the
shipping asset.

and a reduction in cost for the ship
management of the KG funds (12
percent). 33 percent of respondents
find that the German KG model must
achieve higher yields due to the rise in
market risk, if it wants to remain in ship
financing and be a significant source of
new ship financing (Figure 21).
Actual assessments assume a
required rate of return of between
12 and 15 percent per annum for
asset financing. These yields are
consistently not being reached.

The market players were broadly
of the opinion that the currently
prevailing structure of the KG model
must be changed. In the medium
term, 45 percent of those surveyed
gave the model a chance to return
to prominence, if the risk profile is
amended – inter alia because the one
ship companies have clear, transparent
and controllable structures. The
amendments must lead to a significant
decrease in fund costs (69 percent)
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1.5 Comparison of yields in
closed shipping funds
Investment in ships has always
appeared to be an attractive form of
investment, even if it was not equally
available for all classes of investor.
The KG model took a decided role in
significantly widening the circle of
investors.
The interplay between global
growth, globalisation and profitability
is particularly significant on the
shipping market. Through the strong
dependence of shipping on the global
commodity flows and thereby on the
growth and trade trends of the global
economy, shipping investments were
able to achieve positive yields.
Investors‘ choice of asset classes
in which to invest is influenced by
diverse factors: The current economic
forecast; the capital markets, and the
change in the relative attractiveness
of various investment possibilities all
influence the decision.
The historical development of yields
and risks for different investment
opportunities, shows that shares have
achieved higher yields on average
than other asset classes. 9 The broad
distribution of share portfolios reduces

risk and mixes poor performance with
better performance.
An analytical comparison of
investments in tangible assets which
were financed through closed funds
with shares shows clear differences
in yield and risk. In both asset classes,
the investors participate as owners
and as a result carry the risk. Shock
scenarios in the financial markets

lead to the yields on tangible assets
and shares fluctuating during the
investment horizon. However, the
yields on tangible assets fluctuate
far less than those on shares. one
explanation for this is that the market
trends for shares can be influenced
by a “herd mentality” at the stock
exchanges; both positive and
negative publicity can generate large
movements in share price.

9 Long-term perspectives of investors in tangible assets,
HW WI Policy Report No. 11, 2009
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Shipping funds, shares and bonds
feature broadly the same risks,
including losses from foreign
exchange and price fluctuations,
against which investors can hedge.
A basic risk remains in all asset
classes. Shipping investment yields
an operational risk from the direct
investment in the operation of a ship.
By entering into freight derivatives or
time charter contracts, this risk can be
minimised. As a rule, such agreements
are made for fund-financed ships,
in order to keep the freight risk to
a minimum for the maturity of the
closed fund. The existing price risk can
be reduced if the cash flows for the
ship are calculated so that there will
be a profitable result for the shipping
investment even if sale proceeds are
minimal. Foreign exchange risks can
nearly be eliminated by entering into
forward rate agreements, as can risks
of loss via appropriate insurance. The
opportunities for profitable ship yields
are in the over-proportional increases
in maritime transport and the growing
demand for tonnage in a growing
economy.10

The forecast impact on the share price
of information can be overshot or
undershot. The processing of the real
shock and the appropriate adjustment
to profitability takes placed differently
in the various asset classes. The
shock scenarios can be linked to the
economy and be time-sensitive or
long-term, for example a shift in supply
and demand.

10 Langfristige Perspektiven von Anlagen in Sachwerten,
HW WI Policy Report Nr. 11, 2009
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functioning retail market of shipping
funds has driven the marked
development of closed funds since
the middle of 2004. The large number
of ship orders due to growing demand
and a growing economy created a
high need for capital. Also the listed
shipping companies profited between
2004 and 2007 from the economic
improvement and the associated
shipping boom. The financial crisis and
associated stock price losses on the
financial markets from the middle of
2007 brought the shipping companies
above all losses.

Comparison of performance
between closed shipping funds and
listed shipping companies
The SFI TKL Ship Fund Index makes
comparison of the investment in a
closed shipping fund and in shares
possible. The index generates a
benchmark for the development of
the value of shipping funds using
a (fictitious) diversified portfolio
assuming investment in 18 different
market-standard types and sizes of
ship. The calculation of the index is
based on average market values. The
ship fund is assumed to have a market
standard finance and cost structure.
The index demonstrates the value
trend of a fictitious total portfolio in
which all ship types and sizes are
equally weighted.

The drop in value first set in when the
rates for freight and charter declined,
as the crisis in the financial economy
lagged the general economy. At the
end of 2009, the performance of
shipping funds fell below that of the

A comparison of the indices shows
that equity placement on the
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In summary, shipping funds profited
from an enormous potential for growth
over the last five years of the cycle.
Private ship owning companies (KG
funds) showed a stronger performance
than the listed shipping companies
until the middle of 2008. The current
economic outlook driven by fears
regarding wider developments such as
the European debt crisis, do not lead
one to conclude that the situation will
be resolved soon.

In the same time period, shipping
funds were still booking marked
growth, which was sustained until the
middle of 2008. At the end of 2008 the
ship values dropped and the shipping
funds suffered steep drops in their
capital investment. Noticeably, the
reaction of shipping funds was nearly a
whole year after that of listed shipping
companies (Figure 23).

The ShipInx Index shows the
value trend for the thirty largest
listed companies in the maritime
transport market. The size of the
companies is measured by their
market capitalisation. All shares in the
portfolio are equally weighted and the
adjustment of index participants is
carried out annually.

700

listed shipping companies. Between
June 2010 and today, the exchange
and the funds market have converged.
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2

Alternative forms of financing
in shipping finance

2.1 Growing alignment to
the capital market by shipping
companies
The equity procured over the classical
KG market in Germany was the
basis for the growth of the German
container fleet. This past recipe for
success hindered the development
of other forms of ship financing.
The global markets have however
recognised other source of equity
for financing of ships. A string of
companies from the maritime sector
have taken the step onto stock
exchanges and procured equity
directly from the capital market. The
international financial markets offer
further options for the raising of
capital. Shipping entities are using
IPos, issues of bonds, mezzanine
capital (for example, convertible
debt) and similar forms of financing
focussed on the capital market (Figure
24).
Additionally, many German shipping
companies are testing the possibilities
for raising equity or loan capital on the
capital markets. So what is required
to make raising of capital in this way
possible? Shipping companies must
develop strategies and procedural
structures appropriate for companies
able to participate on the capital
markets (Figure 25).
Against this background we asked
German shipping companies:

Equity capital

IPO

Capital market

Private
Placement

Corporate
bonds

Loan capital

High yield
bonds

Convertible
bonds

Figure 24
Financing sources on the capital market
Source: KPMG

Transparent company
structure:

• Transparency of the legal company structure
• Alignment to areas of business and clear, firm-wide
competences
• Separation of the private interests of the owners from the
interests of the firm

Corporate Governance:

• Advisory/supervisory board function
• Performance-related pay structure

Risk management:

• Internal control systems, early recognition of risk systems and
risk management
• Internal audit and Legal departments

Accounting and
Control:

• Prompt compilation of company and group financial
statements
• Bank reporting for compliance with covenants
• Introduction of IFRS consolidation systems and accounting
principles
• Improvement in the speed of compilation of the annual ac 
counts (Fast Close)

Budgeting:

• Integrated company planning
• Precision of planning

Industry-specific
compliance:

• Security
• Environmental

Figure 25
Requirements for the feasibility of entities on
the capital markets
Source: KPMG
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Which actions have you taken or planned in your firm in order
to profit from future developments or mitigate risk?

Procurement of new equity capital sources (apart
from funds)
Procurement of new loan capital sources (apart
from German banks)

Figure 26
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“which actions have you taken/
planned in your companies, in order to
profit from the future developments
and eliminate risk?”
64 percent of the shipping owners
surveyed stated that they had already
procured or plan to procure alternative
equity capital sources (excluding
funds). This shows that possible
solutions are being actively sought,
in order to close the ever-widening
financing gap from the currently weak
KG market. For 47 percent of surveyed
ship owners, raising of loan capital
is taking place from new sources
(excluding German banks).
45 percent have renegotiated
repayments with banks while 43
percent were already forced to
sell ships. Grounds for this could
be the rising cost of credit due to
the intensification of the equity
capital requirements for banks. In

this context, the question remains
unanswered how the overseas banks,
particularly in the USA and China, will
meet the Basel III requirements. This
could depend on whether German ship
owners become permanently oriented
towards overseas finance. In total, it
is obvious that financing sources are
becoming diversified (Figure 26).

opportunities for the raising of equity,
loan or mezzanine capital on the
capital markets. However no obvious
preference exists for the future raising
of capital for ship financing. There is a
marginal favouring of loan capital and
more than a third of those questioned
foresee poor opportunities for equity
and mezzanine capital.

When we asked shipping banks and
ship owners, how German shipping
companies can raise finance on the
global capital market, it appears
that those surveyed are considering
opportunities for all three types of
capital. on average, up to 60 percent
of respondents foresee only middling
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In a total comparison, all capital
sources play a role in the future
financing of ships, although loan
capital is slightly differentiated from
equity and mezzanine capital
(Figure 27).
Alongside the opportunities for direct
capital procurement, we asked about
the future significance of various
financing models. The responses
give rise to an inconsistent picture
(Figure 28).
Shipping bonds and IPos are both
seen by more than 50 percent of
respondents as having a middling
to high significance. Noticeably, the
respondents considered Private Equity
as an alternative form of financing.
56 percent give this a middling
significance and 17 percent even give

it a high significance. This positive
opinion is reflected in the interviews.
In discussions with the banks it
became apparent that American
Private Equity houses in particular
were showing interest in investing in
the German container ship segment.
The prospect of this alternative
financing for German shipping
companies may prove difficult to
realise given the requirement for
yields of up to 15 percent. It remains
unclear, whether German shipping
companies are prepared to comply
with the requirements of American
companies to align themselves to
current company models.
open funds are rare in shipping.
The first open shipping fund was
only placed in 2006 and comprised
Euro 76 million in December 2007.
This explains the generally poor

assessment of their significance as
a financing model for the future. The
open shipping funds constitute a niche
product in the shipping investment
segment.
More than two thirds of respondents
(75 percent) see no or only a small
significance for open funds in the
future.
The meagre opportunities for KG funds
in their current structure become clear
in this survey. only 10 percent of ship
owners and banks give this model a
high significance in the future. This
prognosis is supported by a majority of
the respondents (54 percent), which
still attribute middling opportunities
to financing via KGs. It is clear that
no great changes are currently
expected in the KG landscape, but
a displacement of the model on the
markets is indicated.

What is your assessment of the opportunities for German ship owners to
raise capital on the capital markets?

Mezzanine capital

63

33

Loan capital

21

67

Equity capital

41

Figure 27
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What relevance will the following financing models have in the future for
ship financing?

Shipping Bonds
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In your opinion, on what factors does the future
development of the market depend?

Securing new equity sources

Figure 29
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Transparent company structures

Figures in percent,
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Source: KPMG Survey, 2011

Attention is being diverted more
towards financing via Private Equity,
IPos or the issue of bonds.
We also asked market participants
which factors will influence forms
of financing in the future. Due to the
restructuring taking place at banks
which finance shipping and changed
regulatory requirements, it is getting
more difficult for shipping companies
to raise fresh loan capital from banks.

The opinions of those surveyed also
indicate the need for alternative capital
sources. 90 percent of respondents
stated that the procurement of new
equity capital sources is among the
factors for future forms of financing.
Due to the changed banking
requirements, shipping companies
must achieve more transparency
in their company structures (62
percent). The consolidation of shipping

companies is seen by 49 percent
of respondents as important for
securing financing in the future. In this
regard, the rise in cluster risk must be
considered by the banks, if shipping
companies with similar risks are to
be conglomerated into one shipping
portfolio (Figure 29).
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that the financing of individual assets,
in particular new ships, brings its
own risks. They arise from the loss of
market value of the ship relative to the
debt and, in weak transport markets
where the freight rates do not cover
the charter, the inability to service the
debt. An obvious solution to reduce
these risks is to create a portfolio of
different ship types with differing
outstanding funding burdens.

2.2 Equity capital financing
via IPO of shipping companies
Already toward the end of the 1980s,
the first IPos of shipping companies
were taking place. In the following
years, ever more companies took the
path to a listing and placed company
shares in order to finance their
investment projects. Twelve listings
took place in 1994. After the crisis
on the capital market 2001 to 2003,
in which new issue activity stalled,
transactions on the capital market
grew once more. Listings became
particularly concentrated between
January 2004 and September 2005.11
In the USA, thirteen companies went
to the open market in this time. 31
global companies became listed in the
USA in this time and brought shares
with a value of USD 10.8 billion into
circulation (Figure 30).

Via the public trade of shares, a wider
potential circle of investors with a
multitude of private and institutional
investors can be reached. The IPo
raises the degree of publicity and
the image of the company. The most
important motive for an IPo is the
financing of internal and external growth
via equity capital and the establishment
of company succession.13

ownership of such portfolio could be
by companies capable of functioning
on the capital markets. The classical
and best-known form of the capital
market issue is the distribution of
shares on the stock exchange. The
initial public placement is also known
as Initial Public offering (IPo) or
“going public”.12

Until that point, the financing of ships,
particularly in Germany, was by ship
mortgages. Subsequently, individual
ships were financed as projects. The
risk of the initiators and the shipping
companies was accordingly limited
to a single asset. The crisis showed

11 see Tzavaras (2005)

12 See Werner (2006)

13 Ibid

Figure 30
Raising of equity capital by IPO in shipping
(globally, per year)
Figures in USD billions
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Top 10
five-year performances

Stock
exchange

since

2007

2008

STX Pan ocean

KRX

2005

247.8 %

192.5 %

CSCL

HKE

2004

235.8 %

(74.3) %

Yang Ming Marine Transport Corp.

TSEC

1992

34.7 %

(55.1) %

Evergreen Marine

TSEC

1987

53.4 %

Wan Hai Lines

TSEC

1996

Mercator Lines

SGX

Teekay LNG
Alexander & Baldwin

2009

2010

Q1/2011

5 years

41.0 %

12.4 %

(35.6) %

939.1 %

137v3 %

25.0 %

(23.4) %

95.6 %

19.1 %

137.0 %

(23.8) %

30.1 %

(47.1) %

15.8 %

68.8 %

(23.4) %

21.5 %

44.3 %

(48.7) %

23.7 %

48.0 %

(15.4) %

14.4 %

2005

367.1 %

(79.9) %

71.6 %

0.9 %

(30.7) %

12.7 %

NYSE

2005

(10.3) %

(56.4) %

106.0 %

43.1 %

(3.7) %

11.2 %

NYSE

2000

14.7 %

(51.0) %

37.2 %

16.8 %

19.1 %

7.5 %

Navios Maritime Holdings

NYSE

2005

130.0 %

(73.5) %

89.2 %

(13.2) %

(3.2) %

(3.0) %

GC Rieber

oBX

2006

43.9 %

(32.9) %

16.4 %

(6.3) %

(10.3) %

(5.6) %

Worst 10
five-year performancede
Euroseas

NASDAQ

2007

78,6 %

(65,6) %

(9,5) %

(4,3) %

16,0 %

(38,3) %

Samudera Indonesia Group

IDX

2000

(10,6) %

(56,8) %

52,9 %

7,7 %

(4,8) %

(39,4) %

Golden ocean Group

oBX

2004

190,4 %

(86,2) %

133,7 %

(23,3) %

(32,6) %

(51,7) %

Finnlines

HEX

2001

(13,6) %

(57,7) %

13,2 %

9,2 %

1,9 %

(53,9) %

Jinhui Shipping

oBX

2006

85,5 %

(87,5) %

252,4 %

(24,7) %

(29,2) %

(56,6) %

Concordia Maritime

STo

2001

(49,5) %

(46,8) %

16,9 %

18,5 %

(22,9) %

(71,3) %

DryShips

NASDAQ

2005

326,5 %

(84,8) %

(49,1) %

(9,4) %

(21,2) %

(76,5) %

D/S Torm

1992

(5,3) %

(66,7) %

(14,4) %

(22,4) %

(42,6) %

(88,0) %

Green Reefers

NASDAQ/
oMX
Copenhagen
oBX

2007

(33,0) %

(72,6) %

23,2 %

(85,1) %

(57,5) %

(98,6) %

Berlian Laju Tanker

SGX

2006

(99,8) %

(77,0) %

24,8 %

(38,3) %

(7,6) %

(100,0) %

Figure 31
Selected listed companies (globally)
Years in which a loss was made are
shown in brackets
Source: KPMG

Via the sale of shares, fresh capital
becomes available to the company,
which can be invested in the steady
expansion of their own shipping fleet.
Equally, this cash inflow can be used
to repay loans or shareholder loans.
This repayment possibility can secure
independence from banks and other
capital sources for the listed company
in question. If a company is listed,
equity increases can increase cash

inflows in the future. Thanks to its
listed presence, the company has
further financing alternatives, such as
the issue of bonds, convertible debt or
profit participation certificates.14

A glance overseas shows a different
situation: there are a multitude of
companies which are listed on the
exchanges in New York, Singapore,
Hong Kong or oslo (Figure 31).

In Germany, there have only been
three listed shipping companies thus
far: HCI Hammonia Shipping AG,
Marenave Schiffahrts AG and MPC
Capital AG. The small number is
attributable to the lack of depth to the
capital market and a lack of liquidity in
the German market.

In summary, it is obvious that an IPo is
only attractive to a shipping company
prepared to meet the catalogue of
requirements of an IPo.

14 See Rudolph (2006)
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2.3 Loan capital financing via
shipping bonds
The issue of bonds presents another
alternative source for long-term loan
capital financing to the classical loan
capital financing in the form of a ship
mortgage.
Bonds are securitised loans with
a long-term investment horizon, a
redemption claim and a fixed interest
rate (coupon), but which are generally
unsecured.15 Companies issue bonds
directly on the stock exchange.
The securities benefit there from
tradability. Unlike shareholders,
holders of bonds are creditors. The
granting of capital is agreed for a fixed
time period and makes long-term
planning possible for both the issuer
and the creditor. A particular benefit, in
comparison to bank credit, is the final
maturity for the bonds. By repaying
the bonds at the maturity date, the
company does not need to maintain
running capital service and can, in
this way, improve its liquidity. With
the exception of the annual interest
payment, the entity does not need to
make regular repayments. Creditors
have no influence on operational
decisions.
15 See Wöhe (2008)

The advantages of a bond issue
come with corresponding risks
and disadvantages. Issuing bonds
creates a non-transparent structure
of financing partners because of the
trading of bonds. Thus negotiation
possibilities in the event of default are
effectively removed.
A bond issue imposes, in comparison
to shares, relatively few restrictions
and requirements. The issue costs are
determined by the interest coupon and
the issue price. The price of the bond
reflects the creditworthiness as well
as the ability of the issuer to pay. The
increasing significance of international
bonds as an instrument for raising
capital from private investors has
given rise to a multitude of differing
features.16 Two important types are
bonds which can be converted into
shares in the company, and zero
coupon bonds, whose interest is only
payable on repayment of the capital.
In addition, there are further particular
features, which contribute to the
preference for bonds as a flexible
financing instrument.

Thanks to the many bond terms,
the popularity of bonds is also rising
in shipping. This is shown in the
placement volume of shipping bonds
in the last few years (Figure 32).
Since 2003, the issue volume of
shipping bonds has risen continually.
only in the crisis year of 2008 did the
volume sink to approximately a fifth of
that of the preceding year. This level
was once more markedly overtaken
in 2009 thanks to a large number of
successful transactions, and shipping
bonds rose above the previous high
point of 2007.
After a historic high for refinancing
costs in the first quarter of 2009,
the cost of capital returned to a
comfortable level for bond issuers.
This was recognised in numerous
bond transactions. The strong rise in
the global bond volume was driven by
the Asian markets.
The preference for bonds on the
Asian and American markets can be
explained by a greater depth in the
capital markets than is seen in many
European markets. In March 2010,

16 Vgl. Habersack et al. (2008)
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for example, Pacific Basin managed
to place USD 230 million. Further
examples of transactions typically by
listed shipping companies are shown
in Figure 34.

Figure 33
Issue volume of shipping bonds
(globally 2009)
Figures in percent
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For the issue of a bond, the company
must fulfil numerous requirements.
For example, they must comply
with publication duties, display a
corresponding transparent company
structure and have a company rating.

Rest of world
68

Due to the high volatility on the
shipping markets and the associated
risks, the ratings of shipping
companies are often below investment
grade (BBB). The offer of a shipping
bond in the category “high yield
bonds” can carry a high cost and
interest burden for the issuer.

Source: Marine Money, 2010

The yield spread (yield premiums)
are lower than those on corporate
bonds, but coupons of 8 percent and
more are still demanded.17 In the
case of declining interest rates or an
improvement in creditworthiness,
shipping companies can refinance
more cheaply. This indicates another
benefit over ship mortgages.

17 Jefferies Maritime Group, Market Update, August 2011

30 June 2010:

Ship Finance International
issues
High Yield Bonds
(USD 400 million)

JSC Sovcomflot
issues corporate
bonds (USD
800 million)
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Figure 34
Selected issues of shipping bonds
since mid 2010
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21 July 2010:

01 October 2010:

02 February 2011:

Genco
Chipping issues
convertibles (USD
110 million)

Hapag-Lloyd
issues high yield
bonds (USD 250
million)

Navios Maritime
issues high yield
bonds (USD 400
million)

Q3/2011

Q3 2011:
China Shipping
Development
issues
convertibles
(USD 600 million)

20 December 2010:

April 2011:

Ultrapetrol issues
convertibles
(USD 70 million)

Navios South
American Logistics
issues corporate
bonds (USD 200
million)
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Besides classic bonds, there is also
the opportunity to offer convertible
bonds (“convertibles”). Convertibles
are creditor securities and are
furnished with additional rights.
Besides the usual creditor rights
to interest payments and timely
repayment, these securities have a
particular right to swap the bond into
shares, with the conversion price
and ratio are set out in advance.
Thus convertibles are a hybrid of
loan and equity capital (“hybrid
capital instrument”). Thanks to the
presence of the creditor’s option,
convertibles have a lower interest
coupon than comparable corporate
bonds. This interest advantage is
the flip side of the dilutive effect for
existing shareholders which happens
if the creditors exercise their right to
convert.
Despite the advantages of longterm loan financing via bonds, the
number of transactions remains
negligible compared to other sources.
In practice, only a small group of
companies in the global maritime
sector fulfil the requirements
for company size, structure and
transparency.

Many companies resist this mode of
loan financing because they are not
prepared to allow themselves to be
rated by a rating agency in the run
up to a bond financing, nor are they
prepared to bear the high costs for
rating and placement.
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Figure 35
Volume of shipping credit of banks (globally, 2010)
Figures in USD billions
Total credit volume: USD 444.7 billion

2.4 Overseas experiences of
German banks and increasing
competition with China

Source: KPMG 2011; Petrofin Research, 2010; Marine Money, 2010

Traditionally, ship financing is driven
by the internationally active banks as
loan capital sources. The international
perspective and capital intensity of the
maritime sector are virtually unique.
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before the financial crisis, with a credit
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In order to reduce cluster risk of credit
financing, syndicated financing has
become increasingly common in the
maritime sector. The collaboration
between bank takes place a European
and global level, and the European
banks are leaders in ship financing
(Figure 36).
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survey. All participating ship financing
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In the past, the majority of syndicate
partners were in Germany. 90 percent
of those questioned have made
loan capital available in conjunction
with other German banks. In second
place was Norway and Greece with
collaboration of 70 percent with
each. Further syndicate partners are
in Korea (60 percent), USA, Japan
and China (40 percent each). Among
other syndicate partners (50 percent),
France, Great Britain, the Benelux
countries and Italy, Brazil and Spain
were named (Figure 37).

be common practice in the shipping
segment (Figure 38).
We asked the banks participating
in our survey, how they assess the
present and future significance of
China in shipping.
Those questioned gave a uniform
picture. 80 percent of banks surveyed
expect a rise in competitive pressure in
shipping due to China. The majority of
German shipping companies perceive
China to be a competitor in the fight

We inquired of the ship financing
banks as to the requirements of a
collaboration with finance partners.
The most important factors given for
strong cooperation were the capital
strength of the financing partner
(75 percent), and a good market
capitalisation (75 percent). In addition,
their professionalism regarding
shipping matters and the strategic
alignment of the bank must be a good
match (other, 25 percent). 13 percent
of those questioned attribute value
to a strong economic situation when
they are deciding whether to conduct
financing business in partnership.
Equally, only 13 percent of the banks
surveyed are not planning any close
collaborations. So it is clear that
syndicated financing will continue to

for future market share. The ocean
shipping market will strengthen, but
risk will rise if China enters the market
as a major competitor. The market
participants are expecting China to
make a breakthrough in the shipping
sector, and that China will no longer
lead only in the ship building landscape
but will also develop in the ship owning
and chartering business. 50 percent of
the banks surveyed are assuming that
China will have a significant influence
on financing in the future (Figure 39).

Figure 36
Share of the ship financing banks of the global
credit portfolio
Figures in percent
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Would you consider stronger collaboration with banks in order to finance
ships and which factors would you consider before doing so?

Capital strength of the financing partner

75

Good market capitalisation

75

A strong economic environment

13

No such collaboration is planned

13

other

Figure 38
Figures in percent,
multiple answers permitted
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Asian banks are still behind in financing
structures, financing management and
know-how to dominate in the market.
The situation is made more difficult by
the separation of regional, state and
national banks in Asia. However the
initial signs for a Chinese expansion
overseas can already be seen with
China Exim Bank. This bank already
takes on diverse functions in global
ship financing. The adjacent table
shows a selection of its activities in
this segment (Figure 40).

A strong network of Chinese banks
and local shipyards is also assumed.
After the further development of
structures there for financing, the
question remains as to how the
Chinese banks will deal with credit
engagements in crisis situations
and whether they will also permit
cooperative solutions, similar to
German ship financing banks.
The interviews revealed that the
damage to credit criteria would lead to
recovery or disposal activities faster

than European or German banks
are accustomed to. The information
situation regarding the strategic
alignment of the banks is limited. The
market participants are unanimous in
their opinion that Asian development
will take place only in the medium term
with a horizon of three to five years, or
in some exceptional cases only in ten
years’ time, and that China’s banks will
only enter the market gradually.

What do you see as the future competitive
situation with China?
The competitive pressure from China
will get stronger

Figure 39
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Firm

Value
(in USD
million)

Transaction

Europa
Danaos

Diana Shipping

203

83

Angelicoussis Group

111

Interorient Navigation

65

Consortium financing (China Exim Bank and Citi 
bank) of 203.4 million USD for three 8,530 TEU
container ships
70% financing of two 206,000 tdw bulkers
Bulker financing
Financing of 64.7 million USD for two 115,000 tdw
bulkers

Bourbon

400

Credit facility (12 years) for already ordered ships
at the Sinopacific Shipbuilding Group

Afrika and Middle East
Ethiopian Shipping
Lines

235

80% financing for 7 multi-purpose freighters and
2 tankers

National Iranian Tanker
Company

1.112

90% financing as a consortium financing for 12
Chinese VLCCs

1.230

Credit facility (13 years) in cooperation with the
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Figure 40
China Exim Bank
– selected transations in 2010
Source: Marine Money, 2010

2.5 Overseas experiences of
German shipping companies
There is a high probability that
Germany will lose attractiveness
as a shipping location, due to the
intensified criteria for ship financing
and the existing shipping company
structures which have arisen as a
consequence of the crisis. The market
participants will search with renewed
focus overseas for alternatives
and thereby also ensure that the
significance of German ship financing
declines further. In particular, due
to the past decline of the prevalent
KG model as a source of equity, ship
owners are forced to diversify to
other equity sources and financiers.
In the context of our survey, we asked
ship owners about their experiences
with financing overseas, in order to
establish whether overseas leanings
are already present (Figure 41).
The results of our survey reflect the
internationality of the shipping market,
as it is noticeable that German ship
owners have already had a multitude of
experiences with overseas shipyards,
banks and investors. 58 percent of
ship owners could already recount
numerous experiences with overseas
ship yards. Thus, shipyards are in the
lead by some distance as overseas
contacts. Also in financing 34 percent
acknowledged many experiences with
overseas banks, and 38 percent at
least one such transaction. A different
picture arises from interactions with
overseas providers of equity and
investors. Here, 43 percent of shipping
companies have not yet had any such
interaction and a further 30 percent
only a few overseas transactions.
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our survey shows, in any case, that
94 percent of those surveyed have
financed ships in Germany in the past.
This emphasises that, in the past,
ship financing was focussed on the
German financing market and very
few German shipping companies
financed their ships overseas. German
shipping companies have also fully
or partially financed ships in Norway
(26 percent) and in collaboration with
Chinese banks (20 percent). Under the
caption of “other” (17 percent), Great

Britain, the Netherlands, Denmark and
Switzerland were popular alternatives.
In summary, the lion’s share of
shipping companies have maintained
regional financing and in most cases,
German banks act as consortium
leader.

What experience have you had with the financing of overseas shipyards,
equity providers/investors and banks?
Equity providers/
Investors
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The experiences with overseas ship
yards indicates a totally different
picture. 78 percent of surveyed
German shipping companies have
had ships built in China or are still
having ships built there, confirming
our assessment of China as a leader
for shipyards. Korea (17 percent),
Japan (11 percent), India, Bangladesh,
Vietnam and Turkey (“other”, 19
percent) feature as other shipyard
locations (Figure 43).

After the stark decline in new ship
construction orders since autumn
2008, global orders have picked up
again strongly since 2010. Currently,
there is 4.6 million TEU in construction
in the container segment.18 This
market situation is confirmed by our
research. Due to the continued weak
phase in the market, only 50 percent
of surveyed shipping companies are
planning further construction in the
coming years, which include “old
orders” i.e. those which are currently
under construction.

18

Nord / LB, Seeschifffahrtsmärkte in Bewegung – Eine echte
Erholung sieht anders aus!, August 2011

With banks in which countries have you already financed ships?
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Figure 42
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Where are your ships to be built currently?
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Container ships, with a share of
22 percent, make up the majority of
orders. In bulker shipping, 19 percent
of respondents indicated they have
plans for new builds or such orders
already underway (Figure 44).

What new builds are you planning in the next five years?

currently no new builds planned

Figure 44
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3

Demands placed on shipping
companies to implement alternative
financing models

3.1 Solutions for shipping
The fundamentally finance changed
shipping financing conditions require
action by shipping companies. They
must develop individual tailored
solutions. The options set out in the
following text would improve access
to the capital markets, on both equity
and loan capital sides to secure new
capital and to fund new builds.

Financing of corporate structures
in shipping
The form of financing most common
at present is the one-ship KG model.
However this suffers from the
exposure to volatility in the ship‘s
value which undermines the lenders
security. Combined with this is the
problem of servicing debt while
charter rates are declining, particularity
as debt servicing dominates the
shipping companies‘ costs. The
level of equity capital can reduce or
strengthen this effect. In today‘s
difficult markets, the solution to this
is usually more equity capital and a
hedge over the income side for as
long as possible, often via multi-year
charters.
The current discussion reveals that
the high initial default risk, which
is currently solved by a high capital
servicing of a single asset, could be
reduced by corporate structures.
Corporate structures are basically
a company structure with high
transparency, in the form of a limited
company or partnership, which
accumulates individual ships under
joint liability. In the creation of such
corporate structures, which have
a collective corporate and financial
connection with the individual ships
or single ship KGs, the risks for
several ships can be distributed over
a whole corporate group. This offers
the advantage externally that the
profitability of the company and the
company structure become markedly
clearer. Financing is easier if ships
can be offered as security which have
no or minimal loan capital burdens.

Alternatively, the parent entity can
be used for security. Such company
structures can even lead to a reduction
in equity capital demands for the
financing of new buildings.
on top of this, corporate structures
provide a foundation for feasibility
on the capital markets for the issue
of shipping bonds or convertibles.
These alternative capital sources
have been used successfully already
for decades. The path to the capital
market is, however, often not simple
or is not desirable for smaller and
middling shipping companies, because
of the necessary publicity. In this case,
corporate structures can make the
access to private equity and further
investor groups simpler, without the
need to generate the publicity needed
for a stock exchange listing.
The following options are broadly
applicable and possible for the
shipping companies.
Greater share of own ships
The availability of owned (as opposed
to chartered) ships increases the
possibilities for refinancing of
corporate structures. only ships to
which total access can be granted
permit risk to be diversified, and only
owned ships can be used as free
securities for new finance.
Another way to achieve this is the
acquisition of managed fund ships
towards the end of the fund term – in
this case, ships which the shipping
company knows best are readily
available.
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ships shows that German ships in
all shipping classes are becoming
younger on average, in some cases
even younger than the world fleet
(Figure 45). Directly linked to this is
the generally higher capital servicing,
which can quickly become a problem
in crisis periods, as in the present.

More owned ships could also lead to
the company changing from one with
many KG ships in widely distributed
ownership to one with primarily
its own ships. A possible growth
opportunity arises with the increase in
ownership interests. This could even
result in a (temporary) reduction in the
number of ships under management.

older ships often have a lower debt
service burden making them less
vulnerable to rate volatility.

Longer holding periods of ships
Ships in German shipping companies
are often very young, due to the timeconstrained funds used for the KG
model. A consideration of the age
profile of worldwide comparable

Shipping companies with a high
proportion of their own ships often
feature a higher average age of their
fleet and so we are already seeing
longer holding periods in the market.

Figure 45
Average age of the global merchant fleet and
the German merchant fleet (ships over 1,000 GT)
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Access to freighting
In order to reduce the risks from
pure charter business and to improve
feasibility of accessing the capital
markets, at least some element of
direct freight could be considered. The
utilisation risk of one’s own fleet can
be reduced by direct access to freight.
This option only exists to a limited
extent in the container segment, as
it only appears to be available to a
particular size of company. Direct
freighting can also be accessed
via joint ventures, in which ownermanaged shipping companies build up
their freighting capabilities together.
Direct freighting may only available to
shipping companies with more than
say 20 ships.

Larger owner-managed shipping
companies
In the German-owned segment of
merchant shipping, about 70 shipping
companies provide about 87 percent
of German tonnage – often with KG
ships, of which the vast majority
have only a very small equity share
holding for tax reasons. of these, 53
shipping companies own 20 or more
ships and only 24 companies 40 or
more ships.19 For shipping companies
which have not yet reached this
size, rapid consolidation to achieve a
larger fleet is an attractive solution.
Such a company could then also offer
freighting itself, or target feasibility
on the capital markets. So, through

mergers, acquisitions or takeovers,
shipping company structures can be
achieved, which could survive the
tough market.
The difficulty with implementing this
option is the considerable interest
that companies have in remaining
independent. often, it is only
economic emergencies or issues
with company succession, which
lead to consolidate. Nevertheless,
every ship owner should take it into
consideration, particularly in cases
where they can offer significant
advantages in financing and access
to freight as well as better economies
of scale.

19 ISL based on IHS Fairplay and ISA SeaWeb, 2011
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Future options
Two future options, which could
support economies of scale, exist in
the decline of fund costs, in particular
the soft costs of funds, and the
adaptation of management costs to
those occurring internationally at
arm’s length.

structures is perceived (Figure 46).
Another conclusion to be drawn is
that measures taken to date have
been aimed at securing the existing
business. Few have addressed the
fundamental steps needed to sustain
future activity.

In the course of our study, we asked
survey participants, which actions
on the part of German shipping
companies must succeed, in order
to secure the future financing of
new building. Those surveyed have
recognised the need for capital
restructuring. The changed climate
in ship financing is forcing shipping
companies to increase their equity
(82 percent) and find new financing
partners (80 percent). Furthermore,
the possibility of consolidating smaller
shipping companies into viable

What must German shipping companies do in order to secure financing for
new ship construction?

Raise equity

Figure 46
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3.2 Regulatory demands
It is not only the disquiet in the
market but also the intensification of
regulatory requirements which are
setting participants in the shipping
market new challenges. Banks are
forced by the step-wise introduction
of Basel III to adapt their strategic
alignment. New prescriptions such
as the introduction of a capital buffer,
the increase of the core capital
ratio as well as increasing liquidity
requirements force the banks to
reassess the risk in their portfolios and
to review their credit engagements. 20
It is expected that the banks will be
more restrictive in their granting of
new loans and that they will pass on
the rising cost of capital on to debtors.
It must be possible for the banks to set
up credit agreements so that with a
given ship portfolio and the appropriate
risk structure, the necessary margins
can be attained and the appropriate
risks can be appropriately supported
by equity. In particular, the new
definition of equity capital and the
cessation of including silent capital in
the amounts available to be lent by the
bank will reduce credit lending. Thus
the rising capital requirements and
cost of equity are not only affecting
the banks but the shipping companies
as debtors as well. Additionally, it is
expected that banks will be stricter
with breaches of credit clauses, in
order to reduce refinancing damage in
default cases.

In the course of our survey, we asked
the market participants for their
opinion regarding the approaching
changes in legal requirements. 84
percent of those surveyed assume that
credit ratings will grow in significance
for lending business. As a result,
shipping companies must reckon on
higher credit costs, depending on their
own risk structure, as the costs of the
necessary additional capital to support
the loan will be passed on.

For the banks, it has become clear that
the trend is away from asset financing
towards corporate structures, in order
to minimise the long term risk and
equity requirements of financing.
82 percent of respondents are
assuming that higher equity capital
yields will become necessary
(Figure 47).

20 See German Central Bank (2011)
© 2012 KPMG LLP, a UK limited liability partnership, is a subsidiary of KPMG Europe LLP and a member firm of the KPMG network of independent member firms affiliated with KPMG International Cooperative, a Swiss entity. All rights reserved.

Ship financing in flux – Searching for a new course | 45

What effects will the introduction of Basel III have
on the financing of German shipping?

Ratings will become more important

Figure 47
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In order to fulfil these new
requirements, banking strategy will
likely force borrowers to adapt to a
change in repayment profiles. Credit
maturities of on average 12 to 15 years
will reduce to 8 or 9 years. The banks
are unanimous that this shortening
in practice can only be implemented
for smaller loan capital shares. This
opinion is reflected by many ship
owners. There are a number of options
for maturity adaptation. Among
others, a higher equity capital share
can fund the higher payments due to
the shorter maturity. Loans requiring
regular capital repayment could be
complemented by bonds, so that at
least part of the loan capital does not
require mid-maturity repayments.
Finally of course dividend payments
to limited partners in the few years
could be suspended in order to afford

the higher repayments. Besides
shorter credit maturities, ship owners
are assuming that they will need to
implement greater structural and
accounting transparency.
Among other answers, cross-selling
potential and possible involvement in
the lending business were mentioned.
This could lead to an extension of
business relationships between banks
and ship owners.
When considering the Basel III
requirements, it remains questionable
whether differences will become
apparent between domestic and
foreign implementation. Some are
of the opinion that foreign banks will
adapt to these requirements more
slowly than German banks. If this were
to happen it is possible that German
shipping companies will preferentially
seek overseas banks as financing
partners.

In addition to asking participants
what effects they expect the
implementation of Basel III to have,
we also asked how the fundamental
changes in accounting for leasing
and charter agreements will work
in future. An implementation of the
submitted drafts of the accounting
standards bodies IASB and FASB
would hugely influence the affected
shipping companies and have
effects on their accounting structure.
According to the suggestions, a
fundamental compilation of all charter
relationships and the associated
obligations and rights would be
depicted in the balance sheet of the
charterer. However, the results of our
survey indicate that the majority of
survey participants do not expect to be
affected by the changes. 50 percent
stated that they could not give an
assessment, as they had would not be
accounting according to IFRS.
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In any case, some participants have
plans in the medium term to improve
transparency for investors and reflect
the IFRS principles in their accounting.
When the accounting changes come
into effect, 30 percent of those
surveyed expect requirements for
higher equity and 22 percent expect a
worsening of their rating. This would
lead to further rising credit costs for
shipping companies. We must note
the debate in Singapore about the

introduction of the charter and leasing
accounting changes. The question
remains open as to whether such
a debate will take hold in Germany
(Figure 48).

Red title: What effects will the introduction of the planned changes
to IFRS have for the accounting charter rates for you?
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3.3 Bank strategies for
ship financing
As a consequence of the many years
of boom for the shipping branch and
the profitable market for shipping
funds, German banks have taken a
leading role in the financing of global
shipping.
Even in the recent years of the crisis,
German banks have provided equity
interim financing, up to 100 percent
loan financing for ordered ships
and working capital financing and
financing of operating costs (oPEX).
During the weak market phase and
the steady pressure on charter and
freight rates, pressure to act has risen

in the ship financing banks. At the
moment, the banks are searching for
solutions which will bind investors and
depositors more tightly to the bank
and make them more responsible
during crisis times. Besides their own
strategic realignments, the banks are
also being forced to change by legal
and regulatory demands by the EU
Commission. 21
Basel III and the requirements of the
European stress tests on the capital
bases of the banks mean that further
massive effects on the financing of
shipping are expected. Meanwhile, the
pressure on borrowers in shipping is
ever-growing. In the third crisis year,
the readiness of banks to support

21

HANSA International Maritime Journal, 2010
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ship owners and issuing houses with
interest and repayment deferrals
is declining and the likelihood that
the number of forced sales of ships
increases. The further development of
the shipping market and the behaviour
of market participants are deciding
factors for the development of forced
sales. In the past, capital contributions
were often made by investors in order
to avoid insolvencies. However, this
approach, injecting fresh capital for
capital servicing, would not save all
problem ships from insolvency or
forced sale. A succession of distressed
ships have changed hands in the
last few years, as the banks had lost
confidence in the original borrowers.

Changes of ownership of this sort
usually take place discreetly.
Both the banks’ experiences during
the crisis with credit defaults and
insolvencies of shipping funds, and the
changes in the regulatory environment
mean that shipping banks be changing
their financing requirements. In
the course of our survey, we asked
the market participants for their
assessment of which financing
requirements will be set in the future.

The demands of the financier are
already becoming known and put
into place in the market. In particular,
the interviews made clear that the
expectation of ship owners that they
will have to provide equity shares of
up to and over 40 percent match the
requirements of financiers. These
market opinions were supported by
the results of the survey.
In total, 53 percent of those surveyed
expect that for future ship credits,
equity capital ratios of at least 30
percent will have to be met. 37 percent
are even assuming that the banks will
demand 40 percent equity ratios for
new financing (Figure 49).
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What requirements does the market currently impose
for the financing of new ship constructions?
Equity share of...

Figure 49
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Besides the required equity capital
ratios, the catalogue of requirements
contains further constraints for
shipping companies. over 90 percent
of those surveyed stated that the
existence of charter agreements
would be a mandatory component of
any new financing.
Besides charter agreements,
banks are attributing more value
to a verifiable creditworthiness of
the charterer. 30 percent of those
surveyed stated that the banks, in
order to fulfil the requirements of
Basel III, will pass additional conditions
of financing on to the borrower. The
step-wise implementation of Basel
III directly affects ship financing

and those surveyed acknowledged
that the resulting requirements will
make obtaining credit more difficult.
In conjunction with this, banks are
admitting that they will demand
greater securities because of the
forced higher risk provisioning. In the
medium term, banks are aiming for
company structures which can bear
a greater burden in times of crisis
(Figure 50).
The perceptions of ship owners which
were given under “other” resemble
the answers from the banks. The ship
owners are reckoning with a stronger
focus on valuable guarantees (charter
and opex guarantees) and stronger
controls over the creditworthiness
of the charterer. Ship owners are
assuming that the banks will place

greater value, after their experience
in the crisis, on the available liable
equity base and particularly the ability
to meet capital servicing. With regard
to loan modalities, they are expecting
a rise in credit costs due to rising
margins for the banks and a shortening
of credit maturities.
So it is clear that the financing of
ships has become more difficult. For
this reason, we asked ship owners,
whether construction phase financing
is still available, despite the aggravated
conditions of the banks.

What requirements does the market currently impose
for the financing of new ship constructions?

Presence of charter agreements

Figure 50
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Figure 51
Refusal to grant construction phase financing by
loan capital providers?
Figures in percent
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64 percent of ship owners surveyed
stated that there was no more
construction phase financing to be had
with banks (Figure 51). Slightly more
than a third (36 percent) had not found
this to be the case yet. It appears that
shipyards, particularly those in Asia
have reacted to the withdrawal of the
banks by taking over construction
phase financing.
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4

Outlook

We have set out this research in order
to give our readers an overview of
the state of the debate regarding the
future financing of ships in Germany.
All those who are involved in shipping
financing will have to deal with the
questions and themes contained
here within. We want to make a
contribution to this. The significance
of German shipping companies and

Germany as a shipping location are
now in question. It appears that
shipping, a global market sector, will
become even more globalised. Even if
Chinese banks do not yet fulfil the role
of European banks, they are expected
to have a significantly greater influence
in the foreseeable future. We are
already experiencing, through the
Euro-crisis, how the significance

of Asia as an economic factor and
financier to the world is growing.
In addition, we see that the coming
years will see challenges grow further.
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The requirements for sustainable
economic growth will become greater
and the associated environmental
regulations will demand greater
investments in ships. This will affect
the technical equipment as well as
fuel consumption, which leads to ever
larger ships.

transparency. In every discussion
about corporate structures and
transparency, these aspects are to the
fore. The necessary cultural shift must
be more acutely considered. Finally, it
is not just about a company, but also
about a family, whose interests extend
beyond the company.

The financial crisis has led to a further
intensification of banking regulation,
but the recognition of financial
instruments in the companies’
accounts will change too. We have set
out the possible effects on financing
elsewhere. 22 Here too, it is evident
that further challenges will arise.

Regardless of what the future holds
for the maritime sector – we will
continue to follow the developments,
continue to tackle the corresponding
challenges and make our contribution
to the discussion.

A further consideration is coming into
view. The firms with which we spoke
are mainly family firms. The structures
are mostly driven by tax considerations
and a notorious shyness from external

22 KPMG publication “Compass Shipping: Corporate Structures
– a new model for ship financing?”, July 2011
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Abbreviations
GT

Gross tonnage

FASB

Financial Accounting Standards Board

HWWI

Hamburgisches WeltWirtschaftsInstitut gemeinnützige GmbH – The Hamburg Institute of
International Economics

IASB

International Accounting Standards Board

IFRS

International Financial Reporting Standards

IPo

Initial Public offering

ISL

Institut für Seeverkehrswirtschaft und Logistik - Institute of Shipping Economics and Logistics

KG

Kommanditgesellschaft – partnership limited by shares

MP

Multi Purpose Carrier

oBC

ore Bulk Container Carrier

oBo

ore Bulk oil Carrier

oPEX

operating Expenditure

tdw

tons deadweight (dead weight tonnage)

TEU

Twenty Foot Equivalent Unit, a measure of the load capacity of container ships

VDR

Verband Deutscher Reeder – Association of German Shipowners

VGF

Verband Geschlossene Fonds e. V . - Closed-End Funds Association

VLCC

Very Large Crude Carrier

VLoC

Very Large ore Carrier

VSM

Verband für Schiffbau und Meerestechnik e. V. - German Shipbuilding and ocean Industries
Association
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