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in this filing:

X U.S. GAAP

International Financial Reporting Standards as issued by the international
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Other
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FORWARD-LOOKING STATEMENTS

The Private Securities Litigation Reform Act of 1995 provides safe harbor protections for forward-looking statements
in order to encourage companies to provide prospective information about their business. The Company desires to
take advantage of the safe harbor provisions of the Private Securities Litigation Reform Act of 1995 and is including
this cautionary statement in connection with such safe harbor legislation.

This annual report and any other written or oral statements made by us or on our behalf may include forward-looking
statements which reflect our current views and assumptions with respect to future events and financial performance
and are subject to risks and uncertainties. Forward-looking statements include statements concerning plans, objectives,
goals, expectations, projections, strategies, beliefs about future events or performance, and underlying assumptions
and other statements, which are other than statements of historical facts. In some cases, words such as "believe",
"except," "anticipate," "intends," "estimate," "forecast," "project," "plan," "potential," "will," "may," "should,"
"expect" and similar expressions are intended to identify forward-looking statements, but are not the exclusive means
of identifying such statements.

non "non nn non

Forward-looking statements in this Annual Report include, but are not limited to, such matters as:

. our future operating or financial results;
. global and regional economic and political conditions, including piracy;
eour pending vessel acquisitions, our business strategy and expected capital spending or operating expenses,
including drydocking and insurance costs;
o competition in the tanker industry;
e statements about shipping market trends, including charter rates and factors affecting supply and demand;
e our financial condition and liquidity, including our ability to obtain financing in the future to fund capital
expenditures, acquisitions and other general corporate activities;
eour ability to enter into fixed-rate charters after our current charters expire and our ability to earn income in the spot
market; and
e our expectations of the availability of vessels to purchase, the time it may take to construct new vessels, and vessels'
useful lives.

Many of these statements are based on our assumptions about factors that are beyond our ability to control or predict
and are subject to risks and uncertainties that are described more fully under the "Risk Factors" section of this Annual
Report. Any of these factors or a combination of these factors could materially affect our future results of operations
and the ultimate accuracy of the forward-looking statements. Factors that might cause future results to differ include,
but are not limited to, the following:

. changes in governmental rules and regulations or actions taken by regulatory authorities;
echanges in economic and competitive conditions affecting our business, including market fluctuations in charter
rates and charterers' abilities to perform under existing time charters;
e potential liability from future litigation and potential costs due to environmental damage and vessel collisions;
. the length and number of off-hire periods and dependence on third-party managers; and
. other factors discussed under the "Risk Factors" section of the Annual Report

You should not place undue reliance on forward-looking statements contained in the Annual Report, because they are
statements about events that are not certain to occur as described or at all. All forward-looking statements in the
Annual Report are qualified in their entirety by the cautionary statements contained in the Annual Report. These
forward-looking statements are not guarantees of our future performance, and actual results and future developments
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may vary materially from those projected in the forward-looking statements.

Except to the extent required by applicable law or regulation, we undertake no obligation to release publicly any
revisions to these forward-looking statements to reflect events or circumstances after the date of this Annual Report or
to reflect the occurrence of unanticipated events.
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PART I
Item 1. Identity of Directors, Senior Management and Advisors
Not applicable
Item 2. Offer Statistics and Expected Timetable
Not applicable.
Item 3. Key Information

Unless the context otherwise requires, when used in this Annual Report, the terms "Ardmore," "Ardmore Shipping,"
the "Company," "we," "our" and "us" refer to Ardmore Shipping Corporation and its subsidiaries. "Ardmore Shipping
Corporation" refers only to Ardmore Shipping Corporation and not its subsidiaries. Unless otherwise indicated, all
references to "dollars," "U.S. dollars" and "$" in this annual report are to the lawful currency of the United States. We
use the term deadweight tons, or dwt, expressed in metric tons, each of which is equivalent to 1,000 kilograms, in

describing the size of tankers.
A. Selected Financial Data

The following table sets forth our selected consolidated financial data and other operating data. The selected financial
data as of December 31, 2013 and 2012 and the years ended December 31, 2013, 2012 and 2011 are derived from our
audited consolidated financial statements, included elsewhere in the Annual Report. The selected consolidated
financial data set forth below as of December 31, 2011 and 2010 and for the period ended December 31, 2010 have
been derived from our audited consolidated financial statements, which are not included in the Annual Report. The
financial statements have been prepared in accordance with U.S. GAAP. The data set forth below should be read in
conjunction with "Item 5. Operating and Financial Review and Prospects."

INCOME STATEMENT DATA For the years ended

Dec 31, 2013 Dec 31, 2012 Dec 31, 2011 Dec 31, 2010
REVENUE
Revenue $ 35,867,356 25,172,654 22,375,414 3,459,153
OPERATING EXPENSES
Commissions and voyage related costs 2,523,842 789,149 468,067 94,439
Vessel operating expenses 18,215,487 14,598,071 12,186,825 2,079,857
Charter hire costs - 1,699,943 1,663,380 -
Depreciation 8,388,208 6,195,416 5,343,091 959,903
Amortization of deferred drydock
expenditure 1,420,814 441,491 - -
General and administrative expenses 5,669,935 2,975,139 2,599,031 851,660
Total operating expenses 36,218,286 26,699,209 22,260,394 3,985,859
(Loss) / profit from operations (350,930 ) (1,526,555) 115,020 (526,706 )
Interest expense and finance costs (3,464,006 ) (2,966,014 ) (3,080,472 ) (647,441 )
Interest income 6,059 4,713 3,608 2,723

10
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Loss before taxes

Income tax

Net loss

Loss per share, basic and diluted

Weighted average number of common
shares, basic and diluted

(3,808,877 )
(33,726 )
(3,842,603 )
(0.31 )

12,241,599

(4,487,856 )
(51,237 )
(4,539,093 )
(0.56 )

8,049,500

(2,961,844 )
(13,426 )
(2,975,270 )
(0.37 )

8,049,500

(1,171,424)
3,424

(1,168,000)
(0.15 )

8,049,500

11
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BALANCE SHEET DATA

Cash and cash equivalents

Net vessels (including drydock assets)
Total assets

Short-term revolving credit facility
Senior debt and capital leases

Paid in capital

Accumulated deficit

CASHFLOW DATA
Net cash provided by operating activities
Net cash used in investing activities

Net cash provided by financing activities

TIME CHARTER EQUIVALENT DATA (1)

As at

Dec 31,2013 Dec 31,2012 Dec 31, 2011

$56,860,845 15,334,123 5,460,304
292,054,606 157,008,968 145,760,106
357,965,633 179,960,468 160,631,102
- - 30,265,000
119,239,015 67,100,000 65,600,000
244,883,077 117,073,352 65,747,599

$(12,524,966 ) (8,682,363 ) (4,143,270 )

For the years ended

Dec 31,2013 Dec 31,2012 Dec 31, 2011

$8,120,173 3,985,253 397,273
(144,637,558) (14,941,514) (56,920,554)

$178,044,107 20,830,080 56,779,795

For the years ended

Dec 31, Dec 31, Dec 31,
2013 2012 2011
MR Tankers "Eco-design" $15,838 = =
MR Tankers "Eco-mod" 13,732 13,294 13,097
Chemical Tankers "Eco-mod" $10,483 9,108 8,878
FLEET OPERATING DATA For the years ended
Dec 31,
Dec 31, 2013 Dec 31, 2012 2011
Fleet TCE
Fleet weighted average (2) $ 12,850 10,911 11,100
Profit / (loss) on TC-Invest (3) (27 ) (185 ) 47 )
Commissions and voyage related costs (4) (235 ) (337 ) (234 )
Third party share of profit / (loss) on
chartered-in vessels (5) 4 ) (205 ) (254 )
Net TCE $ 12,584 10,184 10,565
Operating Expenditure
Fleet operating costs per day (6) $ 6,152 6,103 6,150
Technical management fees per day (7) 379 344 334
Total fleet operating costs per day $ 6,531 6,447 6,484
Expenditures for drydock (8) 242,263 2,959,280 -
Hire
On-hire utilization (9) 9954 % 99.10 % 99.80 %

Dec 31, 2010
5,203,790
94,288,390
104,051,350
14,770,000
38,000,000
50,790,925
(1,168,000 )

Dec 31, 2010
(2,259,892 )
(95,260,596 )
102,724,278

Dec 31,
2010

12,800
10,459

Dec 31,
2010

12,597
(361 )
(334 )

11,902

6,963
335
7,298

99.20 %

(1) Time Charter Equivalent ("TCE") daily rate is the gross charter rate or gross pool rate, as appropriate, per
revenue day plus CVE income. For vessels employed on voyage charters, TCE is the net rate after
deducting voyage costs incurred by commercial managers.

12
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Fleet weighted average is total gross revenue for the fleet, after deducting voyage expenses incurred by
commercial managers, before any profits arising or losses incurred on TC-Invest and share of profit
arising or losses incurred on chartered-in vessels, divided by the number of revenue days.

Profit / (loss) on TC-Invest relate to two separate agreements entered into by the company with two third
party charterers which were supplemental to the charters of the Ardmore Seafarer and the Ardmore
Seatrader, respectively, to participate in the profits or losses arising from each vessel's employment in an
MR pool managed by affiliates of the charterers, in exchange for an up-front investment to be used for
working capital for the pool. The TC-Invest arrangements were for the period of each time charter. The
time charter for the Ardmore Seafarer expired on July 10, 2012, and the time charter for the Ardmore
Seatrader expired on February 12, 2013.

13
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(4) Commissions and voyage related costs relate to commission and administration and fees in relation to
employment of the vessel, along with minor voyage expenses incurred directly by Ardmore.

(5) Third-party share of profit / (loss) on chartered-in vessels relates to an agreement whereby the profit /
(loss) arising from chartering-in and employing the Hellespont Crusader and the Hellespont Commander
in a chemical tanker pool was shared 75% / 25% between us and a third party charterer, respectively.

(6) Fleet operating costs per day are routine operating expenses and comprise, crewing, repairs and
maintenance, insurance, stores, lube oils and communication costs. They do not include additional costs
related to upgrading or enhancement of the vessels that are not capitalized.

(7) Technical management are fees paid to third-party technical managers.

(8) Drydock costs, which include costs for in-water surveys, comprise direct costs that are incurred as part of
the drydocking to meet regulatory requirements, expenditures that add economic life to the vessel, and
expenditures that increase the vessel's earnings capacity or improve the vessel's operating efficiency.

(9) On-hire utilization is based on revenue days divided by net operating days (i.e. operating days less

scheduled ofthire days).
RECONCILIATION OF NET TCE For the years ended
Dec 31, Dec 31, Dec 31, Dec 31,
2013 2012 2011 2010
Revenue $35,867,356 25,172,654 22,375,414 3,459,153
Commissions and voyage related costs (2,523,842) (789,149 ) (468,067 ) (94,439 )
TCE Earnings 33,343,514 24,383,505 21,907,347 3,364,714
Revenue Days 2,649 2,394 2,074 283
Net TCE (after rounding) $12,584 10,184 10,565 11,902
B. Capitalization and Indebtedness
Not applicable.
C. Reasons for the Offer and Use of Proceeds
Not applicable.
D. Risk Factors

RISKS RELATED TO OUR INDUSTRY

The tanker industry is cyclical and volatile in terms of charter rates and profitability, which may affect our earnings
and available cash flow.

The tanker industry is both cyclical and volatile in terms of charter rates and profitability. The recent prolonged
downturn in the tanker industry may continue and adversely affect our ability to recharter our vessels or to sell them
on the expiration or termination of their charters. Moreover, the rates payable in respect of our vessels currently
operating in a commercial pool, or any renewal or replacement charters that we enter into, may not be sufficient for us
to operate our vessels profitably. Fluctuations in charter rates and tanker values result from changes in the supply and
demand for tanker capacity and changes in the supply and demand for oil, oil products and chemicals. The factors
affecting the supply and demand for tankers are outside of our control, and the nature, timing and degree of changes in
industry conditions are unpredictable.

14
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The factors that influence demand for tanker capacity include:

o supply of and demand for oil, oil products and chemicals;
. regional availability of refining capacity;
. global and regional economic and political conditions;
o the distance oil, oil products and chemicals are to be moved by sea;
o changes in seaborne and other transportation patterns;
o environmental and other legal and regulatory developments;
o currency exchange rates;
o weather;
. competition from alternative sources of energy; and

o international sanctions, embargoes, import and export restrictions, nationalizations and wars.

The factors that influence the supply of tanker capacity include:

o the number of newbuilding deliveries;
o the scrapping rate of older vessels;
° conversion of tankers to other uses;
o the price of steel and other raw materials;
o the number of vessels that are out of service; and
. environmental concerns and regulations.

15
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Historically, the tanker markets have been volatile as a result of a variety of conditions and factors that can affect the
price, supply and demand for tanker capacity. The recent global economic downturn may further reduce demand for
transportation of oil products and chemicals over longer distances. As of April 24, 2014, nine of our vessels in
operation were on time charters and two of our vessels operated in a spot market commercial pool. We may seek to
employ one or more of our vessels directly in the spot market upon re-delivery from the current time charterers. If
time charter or spot charter rates decline, we may be unable to achieve a level of charter hire sufficient for us to
operate our vessels profitably.

We are partially dependent on spot charters and any decrease in spot-charter rates in the future may adversely affect
our earnings.

As at April 24, 2014 two of our vessels were employed in a spot market-oriented commercial pool. The earnings of
these vessels are based on the spot market charter rates of the pool or the particular voyage charter. We may seek to
employ other vessels directly in the spot market upon re-delivery from the current charterers. Of our ordered vessels,
we expect delivery of four in 2015 that we intend to place in a third-party commercial pool for product tankers, further
exposing us to fluctuations in spot-market charter rates.

We may employ additional vessels that we may acquire in the future in the spot-charter market. Where we plan to
employ a vessel in the spot-charter market, we intend to generally place such vessel in a commercial pool that pertains
to that vessel's size class or alternatively, we may engage a third-party chartering manager to arrange spot chartering
of our vessels on our behalf (third-party spot chartering arrangement). Although spot chartering is common in the
tanker industry, the spot-charter market may fluctuate significantly based upon tanker and oil product/chemical supply
and demand. The successful operation of our vessels in the competitive spot-charter market, including within
commercial pools, depends upon, among other things, spot-charter rates and minimizing, to the extent possible, time
spent waiting for charters and time spent travelling unladen to pick up cargo. The spot-market is very volatile; there
have been periods when spot rates have declined below the operating cost of vessels. If future spot-charter rates
decline, we may be unable to operate our vessels trading in the spot market profitably, meet our obligations, including
payments on indebtedness, or pay dividends in the future. Furthermore, as charter rates for spot-charters are fixed for a
single voyage that may last up to several weeks, during periods in which spot-charter rates are rising, we will
generally experience delays in realizing the benefits from such increases.

Our ability to renew the charters on our vessels on the expiration or termination of our current charters, or enter into
charters on vessels that we may acquire in the future, the charter rates payable under any replacement charters and
vessel values will depend upon, among other things, economic conditions in the sectors in which our vessels operate
at that time, changes in the supply and demand for vessel capacity and changes in the supply and demand for the
seaborne transportation of oil and chemical products.

Declines in charter rates and other market deterioration could cause us to incur impairment charges.

We evaluate the carrying amounts of our vessels to determine if events have occurred that would require an
impairment of their carrying amounts. The recoverable amount of vessels is reviewed based on events and changes in
circumstances that would indicate that the carrying amount of the assets might not be recovered. The review for
potential impairment indicators and projection of future cash flows related to the vessels is complex and requires us to
make various estimates including future charter rates, operating expenses and drydock costs. All of these items have
been historically volatile.
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An impairment charge is recognized if the carrying value is in excess of the estimated future undiscounted net
operating cash flows. The impairment loss is measured based on the excess of the carrying amount over the fair
market value of the asset.

An over-supply of tanker capacity may lead to reductions in charter rates, vessel values, and profitability.

The market supply of tankers is affected by a number of factors such as demand for energy resources, oil, petroleum
and chemical products, as well as strong overall global economic growth. If the capacity of new ships delivered
exceeds the capacity of tankers being scrapped and lost, tanker capacity will increase. In addition, the newbuilding
orderbook, which extends to 2017, equalled approximately 17.8% of the existing world tanker fleet and the orderbook
may increase further in proportion to the existing fleet. If the supply of tanker capacity increases and if the demand for
tanker capacity does not increase correspondingly, charter rates and vessel values could materially decline. A
reduction in charter rates and the value of our vessels may have a material adverse effect on our results of operations
and available cash.

17
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Acts of piracy on ocean-going vessels could adversely affect our business.

Acts of piracy have historically affected ocean-going vessels trading in regions of the world such as the South China
Sea, the Indian Ocean and in the Gulf of Aden. Although the frequency of sea piracy worldwide decreased during
2013, sea piracy incidents continue to occur, particularly in the Gulf of Aden off the coast of Somalia and increasingly
in the Gulf of Guinea, with tankers particularly vulnerable to such attacks. If piracy attacks result in regions in which
our vessels are deployed being characterized by insurers as "war risk" zones by insurers or Joint War Committee "war
and strikes" listed areas, premiums payable for such coverage could increase significantly and such insurance
coverage may be more difficult to obtain. In addition, crew costs, including costs which may be incurred to the extent
we employ onboard security guards, could increase in such circumstances. We may not be adequately insured to cover
losses from these incidents, which could have a material adverse effect on us. In addition, detention or hijacking as a
result of an act of piracy against our vessels, or an increase in cost, or unavailability of insurance for our vessels, could
have a material adverse impact on our business, results of operations, cash flows and financial condition and may
result in loss of revenues, increased costs and decreased cash flows to our customers, which could impair their ability
to make payments to us under our charters.

The current state of the global financial markets and current economic conditions may adversely impact our ability to
obtain additional financing on acceptable terms and otherwise negatively impact our business.

Global financial markets and economic conditions have been, and continue to be, volatile. These issues, along with
significant write-offs in the financial services sector, the re-pricing of credit risk and the current weak economic
conditions, have made, and will likely continue to make, it difficult to obtain additional financing. The current state of
global financial markets and current economic conditions might adversely impact our ability to issue additional equity
at prices which will not be dilutive to our existing shareholders or preclude us from issuing equity at all.

Also, as a result of concerns about the stability of financial markets generally and the solvency of counterparties
specifically, the cost of obtaining money from the credit markets has increased as many lenders have increased interest
rates, enacted tighter lending standards, refused to refinance existing debt at all or on terms similar to current debt and
reduced, and in some cases ceased, to provide funding to borrowers. Due to these factors, additional financing may
not be available if needed by us and to the extent required, on acceptable terms or at all. If additional financing is not
available when needed, or is available only on unfavorable terms, we may be unable to expand or meet our obligations
as they come due or we may be unable to enhance our existing business, complete additional vessel acquisitions or
otherwise take advantage of business opportunities as they arise.

If economic conditions throughout the world do not improve, it could impede our operations.

Negative trends in the global economy that emerged in 2008 continue to adversely affect global economic conditions.
In addition, the world economy continues to face a number of new challenges, including uncertainty related to the
continuing discussions in the United States regarding the U.S. federal debt ceiling, mandatory reductions in federal
spending, along with widespread skepticism about the implementation of any resulting agreements, continuing turmoil
and hostilities in the Middle East, North Africa and other geographic areas and continuing economic weakness in the
European Union. There has historically been a strong link between the development of the world economy and
demand for energy, including oil and gas. An extended period of deterioration in the outlook for the world economy
could reduce the overall demand for oil and gas and for our services. Such changes could adversely affect our results
of operations and cash flows.

The economies of the United States, the European Union and other parts of the world continue to experience relatively
slow growth or remain in recession and exhibit weak economic trends. The credit markets in the United States and
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Europe have experienced significant contraction, de-leveraging and reduced liquidity, and the U.S. federal and state
governments and European authorities continue to implement a broad variety of governmental action and/or new
regulation of the financial markets. Global financial markets and economic conditions have been, and continue to be,
severely disrupted and volatile.

We face risks affected by changes in economic environments, changes in interest rates, and instability in the banking
and securities markets around the world, among other factors. We cannot predict how long the current market
conditions will last. These continuing economic and governmental factors, together with the concurrent decline in
charter rates and vessel values, may have a material adverse effect on our results of operations and may cause the
price of our common stock to decline.
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Changes in fuel, or bunkers, prices may adversely affect profits.

Fuel, or bunkers, is a significant expense in shipping operations for our vessels employed on the spot market and can
have a significant impact on pool earnings. With respect to our vessels employed on time charter, the charterer is
generally responsible for the cost and supply of fuel, however such cost may affect the charter rates we are able to
negotiate for our vessels. Changes in the price of fuel may adversely affect our profitability. The price and supply of
fuel is unpredictable and fluctuates based on events outside our control, including geopolitical developments, supply
and demand for oil and gas, actions by OPEC and other oil and gas producers, war and unrest in oil producing
countries and regions, regional production patterns and environmental concerns. Further, fuel may become much more
expensive in the future, which may reduce the profitability and competitiveness of our business versus other forms of
transportation, such as truck or rail.

We are subject to complex laws and regulations, including environmental laws and regulations, which can adversely
affect our business, results of operations, cash flows and financial condition, and our available cash.

Our operations are subject to numerous laws and regulations in the form of international conventions and treaties,
national, state and local laws and national and international regulations in force in the jurisdictions in which our
vessels operate or are registered, which can significantly affect the ownership and operation of our vessels. These
requirements include, but are not limited to, the U.S. Oil Pollution Act of 1990 ("OPA"), requirements of the U.S
Coast Guard and the U.S. Environmental Protection Agency ("EPA"), the U.S. Comprehensive Environmental
Response, Compensation and Liability Act of 1980 ("CERCLA"), the U.S. Clean Air Act, the U.S. Clean Water Act,
the International Maritime Organization ("IMO"), International Convention on Civil Liability for Oil Pollution
Damage of 1969 (as from time to time amended and generally referred to as "CLC"), the IMO International
Convention on Civil Liability for Bunker Oil Pollution Damages, the IMO International Convention for the
Prevention of Pollution from Ships of 1973 (as from time to time amended and generally referred to as "MARPOL"),
including designation of Emission Control Areas thereunder, the IMO International Convention for the Safety of Life
at Sea of 1974 (as from time to time amended and generally referred to as "SOLAS"), the IMO International
Convention on Load Lines of 1966 (as from time to time amended), the U.S. Maritime Transportation Security Act of
2002, the International Labour Organization ("ILO") Maritime Labour Convention ("MLC") and European Union
regulations. Compliance with such laws and regulations, where applicable, may require installation of costly
equipment or operational changes and may affect the resale value or useful lives of our vessels. We may also incur
additional costs in order to comply with other existing and future regulatory obligations, including, but not limited to,
costs relating to air emissions including greenhouse gases, the management of ballast and bilge waters, maintenance
and inspection, elimination of tin-based paint, development and implementation of emergency procedures and
insurance coverage or other financial assurance of our ability to address pollution incidents. The 2010 Deepwater
Horizon oil spill in the Gulf of Mexico may also result in additional regulatory initiatives or statutes or changes to
existing laws that may affect our operations or require us to incur additional expenses to comply with such new laws
or regulations.

These costs could have a material adverse effect on our business, results of operations, cash flows and financial
condition and our available cash. A failure to comply with applicable laws and regulations may result in
administrative and civil penalties, criminal sanctions or the suspension or termination of our operations.
Environmental laws often impose strict liability for remediation of spills and releases of oil and hazardous substances,
which could subject us to liability without regard to whether we were negligent or at fault. Under OPA, for example,
owners, operators and bareboat charterers are jointly and severally strictly liable for the discharge of oil in U.S.
waters, including the 200-nautical mile exclusive economic zone around the United States. An oil spill could also
result in significant liability, including fines, penalties, criminal liability and remediation costs for natural resource
damages under other international and U.S. federal, state and local laws, as well as third-party damages, and could
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harm our reputation with current or potential charterers of our tankers. We are required to satisfy insurance and
financial responsibility requirements for potential oil (including marine fuel) spills and other pollution incidents.
Although we have arranged insurance to cover certain environmental risks, there can be no assurance that such
insurance will be sufficient to cover all such risks or that any claims will not have a material adverse effect on our
business, results of operations, cash flows and financial condition and available cash.

If we fail to comply with international safety regulations, we may be subject to increased liability, which may
adversely affect our insurance coverage and may result in a denial of access to, or detention in, certain ports.

The operation of our vessels is affected by the requirements set forth in the IMO's International Management Code for
the Safe Operation of Ships and Pollution Prevention ("ISM Code"), promulgated by the IMO under SOLAS. The
ISM Code requires shipowners, ship managers and bareboat charterers to develop and maintain an extensive "Safety
Management System" that includes the adoption of safety and environmental protection policies setting forth
instructions and procedures for safe operation and describing procedures for dealing with emergencies. If we fail to
comply with the ISM Code, we may be subject to increased liability, invalidation of our existing insurance, or
reduction in available insurance coverage for our affected vessels. Such noncompliance may also result in a denial of
access to, or detention in, certain ports.
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The market values of our vessels may decrease, which could cause us to breach covenants in our credit facilities and
adversely affect our operating results.

The market values of tankers have generally experienced high volatility. The market prices for tankers declined
significantly from historically high levels reached in early 2008 and remain at relatively low levels. You should expect
the market value of our vessels to fluctuate depending on general economic and market conditions affecting the
shipping industry and prevailing charterhire rates, competition from other shipping companies and other modes of
transportation, types, sizes and ages of vessels, applicable governmental regulations and the cost of newbuildings. If
the market value of our fleet declines, we may not be able to obtain other financing or incur debt on terms that are
acceptable to us or at all. A decrease in these values could also cause us to breach certain covenants that are contained
in our credit facilities and in future financing agreements that we may enter into from time to time. If the recoverable
amounts of our vessels further decline and we do breach such covenants and we are unable to remedy the relevant
breach, our lenders could accelerate our debt and foreclose on vessels in our fleet. If we sell any vessel at any time
when vessel prices have fallen and before we have recorded an impairment adjustment to our financial statements, the
sale may be at less than the vessel's carrying amount on our financial statements, resulting in a loss and a reduction in
earnings.

If our vessels suffer damage due to the inherent operational risks of the shipping industry, we may experience
unexpected drydocking costs and delays or total loss of our vessels, which may adversely affect our business and
financial condition.

The operation of an ocean-going vessel carries inherent risks. Our vessels and their cargoes will be at risk of being
damaged or lost because of events such as marine disasters, bad weather, business interruptions caused by mechanical
failures, grounding, fire, explosions, collisions, human error, war, terrorism, piracy, cargo loss, latent defects, acts of
God and other circumstances or events. Changing economic, regulatory and political conditions in some countries,
including political and military conflicts, have from time to time resulted in attacks on vessels, mining of waterways,
piracy, terrorism, labor strikes and boycotts. These hazards may result in death or injury to persons, loss of revenues
or property, environmental damage, higher insurance rates, damage to our customer relationships, market disruptions,
delay or rerouting. In addition, the operation of tankers has unique operational risks associated with the transportation
of oil and chemical products. An oil or chemical spill may cause significant environmental damage, and the associated
costs could exceed the insurance coverage available to us. Compared to other types of vessels, tankers are exposed to
a higher risk of damage and loss by fire, whether ignited by a terrorist attack, collision, or other cause, due to the high
flammability and high volume of the oil or chemicals transported in tankers.

If our vessels suffer damage, they may need to be repaired at a drydocking facility. The costs of drydock repairs are
unpredictable and may be substantial. We may have to pay drydocking costs that our insurance does not cover in full.
The loss of revenues while these vessels are being repaired and repositioned, as well as the actual cost of these repairs,
may adversely affect our business and financial condition. In addition, space at drydocking facilities is sometimes
limited and not all drydocking facilities are conveniently located. We may be unable to find space at a suitable
drydocking facility or our vessels may be forced to travel to a drydocking facility that is not conveniently located to
our vessels' positions. The loss of earnings while these vessels are forced to wait for space or to travel or be towed to
more distant drydocking facilities may adversely affect our business and financial condition. Further, the total loss of
any of our vessels could harm our reputation as a safe and reliable vessel owner and operator. If we are unable to
adequately maintain or safeguard our vessels, we may be unable to prevent any such damage, costs, or loss which
could negatively impact our business, financial condition, results of operations and available cash.
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We operate our vessels worldwide and as a result, our vessels are exposed to international risks which may reduce
revenue or increase expenses.

The international shipping industry is an inherently risky business involving global operations. Our vessels are at risk
of damage or loss because of events such as marine disasters, bad weather, business interruptions caused by
mechanical failures, grounding, fire, explosions, collisions, human error, war, terrorism, piracy, cargo loss, latent
defects, acts of God and other circumstances or events. In addition, changing economic, regulatory and political
conditions in some countries, including political and military conflicts, have from time to time resulted in attacks on
vessels, mining of waterways, piracy, terrorism, labor strikes and boycotts. These sorts of events could interfere with
shipping routes and result in market disruptions which may reduce our revenue or increase our expenses.

International shipping is subject to various security and customs inspection and related procedures in countries of
origin and destination and transhipment points. Inspection procedures can result in the seizure of the cargo and/or our
vessels, delays in the loading, offloading or delivery and the levying of customs duties, fines or other penalties against
us. It is possible that changes to inspection procedures could impose additional financial and legal obligations on us.
Furthermore, changes to inspection procedures could also impose additional costs and obligations on our customers
and may, in certain cases, render the shipment of certain types of cargo uneconomical or impractical. Any such
changes or developments may have a material adverse effect on our business, results of operations, cash flows,
financial condition and available cash.
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Political instability, terrorist or other attacks, war or international hostilities can affect the tanker industry, which may
adversely affect our business.

We conduct most of our operations outside of the United States, and our business, results of operations, cash flows,
financial condition and available cash may be adversely affected by the effects of political instability, terrorist or other
attacks, war or international hostilities. Continuing conflicts and recent developments in the Middle East and North
Africa, including Libya, and the presence of the United States and other armed forces in those regions may lead to
additional acts of terrorism and armed conflict around the world, which may contribute to further world economic
instability and uncertainty in global financial markets. As a result of the above, insurers have increased premiums and
reduced or restricted coverage for losses caused by terrorist acts generally. Future terrorist attacks could result in
increased volatility of the financial markets and negatively impact the U.S. and global economy. These uncertainties
could also adversely affect our ability to obtain additional financing on terms acceptable to us or at all.

In the past, political instability has also resulted in attacks on vessels, such as the attack on the M/T Limburg in
October 2002, mining of waterways and other efforts to disrupt international shipping, particularly in the Arabian Gulf
region. Acts of terrorism and piracy have also affected vessels trading in regions such as the South China Sea and the
Gulf of Aden off the coast of Somalia. Any of these occurrences could have a material adverse impact on our
business, financial condition, results of operations and available cash.

If our vessels call on ports located in countries that are subject to restrictions imposed by the U.S. government, our
reputation and the market for our common stock could be adversely affected.

Although no vessels owned or operated by us have called on ports located in countries subject to sanctions and
embargoes imposed by the U.S. government and other authorities or countries identified by the U.S. government or
other authorities as state sponsors of terrorism, such as Cuba, Iran, Sudan, and Syria, in the future, our vessels may
call on ports in these countries from time to time on charterers' instructions in violation of contractual provisions that
prohibit them from doing so. Sanctions and embargo laws and regulations vary in their application, as they do not all
apply to the same covered persons or proscribe the same activities, and such sanctions and embargo laws and
regulations may be amended or strengthened over time. In 2010, the United States enacted the Comprehensive Iran
Sanctions Accountability and Divestment Act ("CISADA"), that expanded the scope of the Iran Sanctions Act.
Among other things, CISADA expands the application of the prohibitions on companies, such as ours, and introduces
limits on the ability of companies and persons to do business or trade with Iran when such activities relate to the
investment, supply or export of refined petroleum or petroleum products.

On November 24, 2013, the P5+1 (the United States, United Kingdom, Germany, France, Russia and China) entered
into an interim agreement with Iran entitled the Joint Plan of Action ("JPOA"). Under the JPOA it was agreed that, in
exchange for Iran taking certain voluntary measures to ensure that its nuclear program is used only for peaceful
purposes, the United States and European Union would voluntarily suspend certain sanctions for a period of six
months.

On January 20, 2014, the United States and European Union indicated that they would begin implementing the
temporary relief measures provided for under the JPOA. These measures include, among other things, the suspension
of certain sanctions on the Iranian petrochemicals, precious metals, and automotive industries from January 20, 2014
until July 20, 2014.
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In 2012, President Barack Obama signed Executive Order 13608, which prohibits foreign persons from violating or
attempting to violate, or causing a violation of any sanctions in effect against Iran or facilitating any deceptive
transactions for or on behalf of any person subject to U.S. sanctions. Any persons found to be in violation of
Executive Order 13608 will be deemed a foreign sanctions evader and will be banned from all contact with the United
States, including conducting business in U.S. dollars. Also in 2012, President Obama signed into law the Iran Threat
Reduction and Syria Human Rights Act of 2012 (the "Iran Threat Reduction Act"), which created new sanctions and
strengthened existing sanctions. Among other things, the Iran Threat Reduction Act intensifies existing sanctions
regarding the provision of goods, services, infrastructure or technology to Iran's petroleum or petrochemical sector.
The Iran Threat Reduction Act also includes a provision requiring the President of the United States to impose five or
more sanctions from Section 6(a) of the Iran Sanctions Act, as amended, on a person the President determines is a
controlling beneficial owner of, or otherwise owns, operates, or controls or insures a vessel that was used to transport
crude oil from Iran to another country and (1) if the person is a controlling beneficial owner of the vessel, the person
had actual knowledge the vessel was so used or (2) if the person otherwise owns, operates, or controls, or insures the
vessel, the person knew or should have known the vessel was so used. Such a person could be subject to a variety of
sanctions, including exclusion from U.S. capital markets, exclusion from financial transactions subject to U.S.
jurisdiction, and exclusion of that person's vessels from U.S. ports for up to two years.
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Although we believe that we have been in compliance with all applicable sanctions and embargo laws and regulations,
and intend to maintain such compliance, there can be no assurance that we will be in compliance in the future,
particularly as the scope of certain laws may be unclear and may be subject to changing interpretations. In addition,
the United States retains the authority to revoke the relief set forth in the JPOA if Iran fails to meet its commitments
under the JPOA. Any such violation could result in fines, penalties or other sanctions that could severely impact our
ability to access U.S. capital markets and conduct our business, and could result in some investors deciding, or being
required, to divest their interest, or not to invest, in us. Moreover, our charterers may violate applicable sanctions and
embargo laws and regulations as a result of actions that do not involve us or our vessels, and those violations could in
turn negatively affect our reputation. In addition, our reputation and the market for our securities may be adversely
affected if we engage in certain other activities, such as engaging in operations under an otherwise lawful contract or
transaction with a third party which separately and subsequently becomes involved in sanctionable conduct. Investor
perception of the value of our common stock may also be adversely affected by the consequences of war, the effects
of terrorism, civil unrest and governmental actions in these and surrounding countries.

Certain or future counterparties of ours may be affiliated with persons or entities that are the subject of sanctions
imposed by the Obama administration, and European Union and/or other international bodies as a result of the
annexation of Crimea by Russia in March 2014. If we determine that such sanctions require us to terminate existing
contracts or if we are found to be in violation of such applicable sanctions, our results of operations may be adversely
affected or we may suffer reputational harm.

The smuggling of drugs or other contraband onto our vessels may lead to governmental claims against us.

We expect that our vessels will call in ports where smugglers may attempt to hide drugs and other contraband on
vessels, with or without the knowledge of crew members. To the extent our vessels are found with contraband,
whether inside or attached to the hull of our vessel and whether with or without the knowledge of any of our crew, we
may face governmental or other regulatory claims which could have an adverse effect on our business, results of
operations, cash flows, financial condition and ability to pay dividends.

Maritime claimants could arrest our vessels, which would have a negative effect on our cash flows.

Crew members, suppliers of goods and services to a vessel, shippers of cargo and other parties may be entitled to a
maritime lien against a vessel for unsatisfied debts, claims or damages. In many jurisdictions, a maritime lien holder
may enforce its lien by arresting or attaching a vessel through foreclosure proceedings. The arrest or attachment of one
or more of our vessels could interrupt our business or require us to pay large sums of money to have the arrest lifted,
which would have a negative effect on our cash flows.

In addition, in some jurisdictions, such as South Africa, under the "sister ship" theory of liability, a claimant may
arrest both the vessel that is subject to the claimant's maritime lien and any "associated" vessel, which is any vessel
owned or controlled by the same owner. Claimants could try to assert "sister ship" liability against one vessel in our
fleet for claims relating to another of our ships.

Governments could requisition our vessels during a period of war or emergency, which may negatively impact our
business, financial condition, results of operations and available cash.

A government could requisition for title or seize our vessels. Requisition for title occurs when a government takes
control of a vessel and becomes the owner. Also, a government could requisition our vessels for hire. Requisition for
hire occurs when a government takes control of a vessel and effectively becomes the charterer at dictated charter rates.
Generally, requisitions occur during a period of war or emergency. Government requisition of one or more of our
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vessels may negatively impact our business, financial condition, results of operations and available cash.
Technological innovation could reduce our charter hire income and the value of our vessels.

The charterhire rates and the value and operational life of a vessel are determined by a number of factors including the
vessel's efficiency, operational flexibility and physical life. Efficiency includes speed, fuel economy and the ability to
load and discharge cargo quickly. Flexibility includes the ability to enter harbors, utilize related docking facilities and
pass through canals and straits. The length of a vessel's physical life is related to its original design and construction,
its maintenance and the impact of the stress of operations. If new tankers are built that are more efficient or more
flexible or have longer physical lives than our vessels, competition from these more technologically advanced vessels
could adversely affect the amount of charterhire payments we receive for our vessels once their initial charters expire
and the resale value of our vessels could significantly decrease. As a result, our available cash could be adversely
affected.
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If labor or other interruptions are not resolved in a timely manner, they could have a material adverse effect on our
business, results of operations, cash flows, financial condition and available cash.

We, indirectly through our technical managers, employ masters, officers and crews to man our vessels. If not resolved
in a timely and cost-effective manner, industrial action or other labor unrest or any other interruption arising from
incidents of whistleblowing whether proven or not, could prevent or hinder our operations from being carried out as
we expect and could have a material adverse effect on our business, results of operations, cash flows, financial
condition and available cash.

RISKS RELATED TO OUR BUSINESS
We have a limited history of operations on which investors may assess our performance.

We commenced business operations in April 2010. We have a limited performance record and operating history, and,
therefore, limited historical financial information upon which you can evaluate our operating performance, ability to
implement and achieve our business strategy or ability to pay dividends in the future. We cannot assure you that we
will be successful in implementing our business strategy.

We are an "emerging growth company," and we cannot be certain if the reduced reporting requirements applicable to
"emerging growth companies" will make our common stock less attractive to investors.

We are an "emerging growth company," as defined in the Securities Act, and we may take advantage of certain
exemptions from various reporting requirements that are applicable to other public companies that are not "emerging
growth companies." We cannot predict if investors will find our common shares less attractive because we may rely
on these exemptions. If some investors find our common shares less attractive as a result, there may be a less active
trading market for our common shares and our share price may be more volatile.

In addition, Section 107 of the Jumpstart Our Business Act (the "JOBS Act") provides that an "emerging growth
company" can take advantage of the extended transition period provided in Section 13(a) of the Securities Exchange
Act of 1934, as amended (the "Exchange Act"), for complying with new or revised accounting standards. In other
words, an "emerging growth company" can delay the adoption of certain accounting standards until those standards
would otherwise apply to private companies. We have elected not to take advantage of the benefits of this extended
transition period and, therefore, will be subject to the same new or revised accounting standards as other public
companies that are not emerging growth companies. This election is irrevocable.

In addition, because of our emerging growth company status, our independent registered public accounting firm will
not be required to attest to the effectiveness of our internal control over financial reporting pursuant to Section 404 of
the Sarbanes-Oxley Act of 2002 for so long as we are an emerging growth company. For as long as we take advantage
of the reduced reporting obligations, the information that we provide shareholders may be different from information
provided by other public companies. We may take advantage of these provisions until the end of the fiscal year
following the fifth anniversary of our initial public offering or such earlier time that we are no longer an emerging
growth company. We will cease to be an emerging growth company if, among other things, we have more than $1.0
billion in "total annual gross revenues" during the most recently completed fiscal year.

Because the Public Company Accounting Oversight Board ("PCAOB") is not currently permitted to inspect our
independent accounting firm, you may not benefit from such inspections.
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Auditors of U.S. public companies are required by law to undergo periodic PCAOB inspections to assess their
compliance with U.S. law and professional standards in connection with performance of audits of financial statements
filed with the SEC. Certain European Union countries, including Ireland, do not currently permit the PCAOB to
conduct inspections of accounting firms established and operating in such European Union countries, even if they are
part of major international firms. Accordingly, unlike for most U.S. public companies, the PCAOB is prevented from
evaluating our auditor's performance of audits and its quality control procedures, and, unlike shareholders of most
U.S. public companies, we and our shareholders are deprived of the possible benefits of such inspections.
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If we do not identify suitable vessels for acquisition or successfully integrate any acquired vessels, we may not be able
to grow or effectively manage our growth.

One of our principal strategies is to continue expanding our operations and adding to our fleet. Our future growth will
depend upon a number of factors, some of which may not be within our control. These factors include our ability to:

o identify suitable tankers and/or shipping companies for acquisitions at attractive prices;
e identify businesses engaged in managing, operating or owning tankers for acquisitions or joint ventures;
. integrate any acquired tankers or businesses successfully with our existing operations;
e hire, train and retain qualified personnel and crew to manage and operate our growing business and fleet;
o identify additional new markets;
. improve our operating, financial and accounting systems and controls; and
o obtain required financing for our existing and new vessels and operations.

Our failure to effectively identify, purchase, develop and integrate any tankers or businesses could adversely affect our
business, financial condition and results of operations. The number of employees that perform services for us and our
current operating and financial systems may not be adequate as we implement our plan to expand the size of our fleet,
and we may not be able to effectively hire more employees or adequately improve those systems. Finally, acquisitions
may require additional equity issuances or debt issuances (with amortization payments). If we are unable to execute
the points noted above, our financial condition may be adversely affected.

Growing any business by acquisition presents numerous risks such as undisclosed liabilities and obligations, difficulty
in obtaining additional qualified personnel and managing relationships with customers and suppliers and integrating
newly acquired vessels and operations into existing infrastructures. The expansion of our fleet may impose significant
additional responsibilities on our management and staff, and the management and staff of our technical managers, and
may necessitate that we, and they, increase the number of personnel to support such expansion. We cannot give any
assurance that we will be successful in executing our growth plans or that we will not incur significant expenses and
losses in connection with such growth plans.

Delays in deliveries of vessels on order or additional vessels, our decision to cancel an order for purchase of a vessel
or our inability to otherwise complete the acquisitions of additional vessels for our fleet, could harm our operating
results.

We expect to purchase additional vessels from time to time. The delivery of these vessels, or vessels on order, could
be delayed, not completed or cancelled, which would delay or eliminate our expected receipt of revenues from the
employment of these vessels. The seller could fail to deliver these vessels to us as agreed, or we could cancel a
purchase contract because the seller has not met its obligations.

If the delivery of any vessel is materially delayed or cancelled, especially if we have committed the vessel to a charter
under which we become responsible for substantial liquidated damages to the customer as a result of the delay or
cancellation, our business, financial condition and results of operations could be adversely affected.

The delivery of vessels on order could be delayed because of, among other things:

e work stoppages or other labor disturbances or other events that disrupt the operations of the shipyard building the
vessels;
o quality or other engineering problems;
. changes in governmental regulations or maritime self-regulatory organization standards;
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o lack of raw materials;
. bankruptcy or other financial crisis of the shipyard building the vessels;
. our inability to obtain requisite financing or make timely payments;
o a backlog of orders at the shipyard building the vessels;
hostilities or political or economic disturbances in the countries where the vessels are being built;
o weather interference or catastrophic event, such as a major earthquake or fire;
. our requests for changes to the original vessel specifications;
shortages or delays in the receipt of necessary construction materials, such as steel;
o our inability to obtain requisite permits or approvals; or
o a dispute with the shipyard building the vessels.
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The delivery of the vessels we propose to acquire could be delayed because of, among other things, hostilities or
political disturbances, non-performance of the purchase agreement with respect to the vessels by the seller, our
inability to obtain requisite permits, approvals or financings or damage to or destruction of vessels while being
operated by the seller prior to the delivery date.

We will be required to make substantial capital expenditures to expand the number of vessels in our fleet and to
maintain all our vessels, which will be dependent on additional financing.

Our business strategy is based in part upon the expansion of our fleet through the purchase of additional vessels. We
currently estimate, based upon current and anticipated market conditions, our capital expenditures of our vessels on
order plus the potential acquisition of additional vessels in 2014 and 2015 will be between $300 and $400 million. In
addition, we will incur significant maintenance costs for our current and any newly-acquired vessels. A newbuilding
vessel must be drydocked within five years of its delivery from a shipyard, and vessels are typically drydocked every
30 to 60 months thereafter depending on the vessel, not including any unexpected repairs. We estimate the cost to
drydock a vessel is between $0.5 and $1.0 million, depending on the size and condition of the vessel and the location
of drydocking.

We will not be able to take advantage of favorable opportunities in the current spot market with respect to vessels
employed on medium to long-term time charters.

As of April 24, 2014, nine of our vessels in operation were employed under fixed rate time charter agreements. When
our existing time charter agreements expire and upon delivery of our vessels on order or vessels to be ordered, we may
enter into new time charter agreements for periods of one year or longer. Vessels committed to medium- and
long-term time charters may not be available for spot charters during periods of increasing charter hire rates, when
spot charters might be more profitable.

If we purchase and operate secondhand vessels, we will be exposed to increased operating costs that could adversely
affect our earnings and, as our fleet ages, the risks associated with older vessels could adversely affect our ability to
obtain profitable charters.

Our current business strategy includes additional growth through the acquisition of new and secondhand vessels.
While we typically inspect secondhand vessels prior to purchase, this does not provide us with the same knowledge
about their condition that we would have had if these vessels had been built for and operated exclusively by us.
Generally, we do not receive the benefit of warranties from the builders of the secondhand vessels that we acquire.

In general, the costs to maintain a vessel in good operating condition increase with the age of the vessel. Older vessels
are typically less fuel-efficient than more recently constructed vessels due to improvements in engine technology.
Cargo insurance rates increase with the age of a vessel, making older vessels less desirable to charterers.

Governmental regulations, safety or other equipment standards related to the age of vessels may require expenditures
for alterations or the addition of new equipment, to our vessels and may restrict the type of activities in which the
vessels may engage. As our vessels age, market conditions may not justify those expenditures or enable us to operate
our vessels profitably during the remainder of their useful lives.

An increase in operating or voyage costs would decrease earnings and available cash.

For all vessels in operation, the charterer is primarily responsible for voyage costs and we are responsible for the
vessel operating costs. We may seek to employ one or more of our vessels directly in the spot market upon re-delivery
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from the current charterers by entering into a third-party spot chartering arrangement. Under a third-party spot
chartering arrangement, our third-party chartering manager will contract voyages for the vessel in the spot market and
we will be responsible for all cost associated with operating the vessel including operating expenses, voyage costs,
bunkers, port and canal costs.

Our vessel operating costs include the costs of crew, provisions, deck and engine stores, insurance and maintenance,
repairs and spares, which depend on a variety of factors, many of which are beyond our control. If our vessels suffer
damage, they may need to be repaired at a drydocking facility. The costs of drydocking repairs are unpredictable and
can be substantial. Increases in any of these expenses would decrease earnings and available cash.
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If we are unable to operate our vessels profitably, we may be unsuccessful in competing in the highly competitive
international tanker market, which would negatively affect our financial condition and our ability to expand our
business.

The operation of tanker vessels and transportation of petroleum and chemical products is extremely competitive, in an
industry that is capital intensive and highly fragmented. Competition arises primarily from other tanker owners,
including major oil companies as well as independent tanker companies, some of which have substantially greater
resources than we do. Competition for the transportation of oil products and chemicals can be intense and depends on
price, location, size, age, condition and the acceptability of the tanker and its operators to the charterers. We may be
unable to compete effectively with other tanker owners, including major oil companies as well as independent tanker
companies.

Our market share may decrease in the future. We may not be able to compete profitably as we expand our business
into new geographic regions or provide new services. New markets may require different skills, knowledge or
strategies than we use in our current markets, and the competitors in those new markets may have greater financial
strength and capital resources than we do.

The failure of our charterers to meet their obligations under our time charter agreements, on which we depend for a
majority of our revenues, could cause us to suffer losses or otherwise adversely affect our business.

As of April 24, 2014, nine of our vessels in operation were employed under fixed rate time charter agreements. When
our existing time charter agreements expire and upon delivery of our vessels under construction or to be ordered, we
may enter into new time charter agreements for periods of one year or longer. The ability and willingness of each of
our counterparties to perform its obligations under a time charter agreement with us will depend on a number of
factors that are beyond our control and may include, among other things, general economic conditions, the condition
of the tanker shipping industry and the overall financial condition of the counterparties. Charterers are sensitive to the
commodity markets and may be impacted by market forces affecting commodities. In addition, in depressed market
conditions, there have been reports of charterers renegotiating their charters or defaulting on their obligations under
charters. Our customers may fail to pay charter hire or attempt to renegotiate charter rates. Should counterparty fail to
honor its obligations under agreements with us, it may be difficult to secure substitute employment for such vessel,
and any new charter arrangements we secure in the spot market or on time charters may be at lower rates. Where we
plan to employ a vessel in the spot-charter market, we intend to generally place such vessel in a commercial pool
managed by a pool manager that pertains to that vessel's size class or alternatively, we may enter into a third-party
spot-chartering arrangement. If our charterers fail to meet their obligations to us or attempt to renegotiate our charter
agreements, we could sustain significant losses, which could have a material adverse effect on our business, financial
condition, results of operations and cash flows, as well as our ability to pay dividends, if any, in the future, and
compliance with covenants in our credit facilities.

Our charterers may terminate or default on their charters, which could adversely affect our results of operations and
cash flow.

Our charters may terminate earlier than the dates indicated in the charter party agreements. The terms of our charters
vary as to which events or occurrences will cause a charter to terminate or give the charterer the option to terminate
the charter, but these generally include a total or constructive loss of the relevant vessel, the requisition for hire of the
relevant vessel, the drydocking of the relevant vessel for a certain period of time or the failure of the relevant vessel to
meet specified performance criteria. In addition, the ability of each of our charterers to perform its obligations under a
charter will depend on a number of factors that are beyond our control. These factors may include general economic
conditions, the condition of the tanker industry, the charter rates received for specific types of vessels and various
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operating expenses. The costs and delays associated with the default by a charterer under a charter of a vessel may be
considerable and may adversely affect our business, results of operations, cash flows and financial condition and our
available cash.

We cannot predict whether our charterers will, upon the expiration of their charters, re-charter our vessels on
favorable terms or at all. If our charterers decide not to re-charter our vessels, we may not be able to re-charter them
on terms similar to our current charters or at all. In the future, we may also employ our vessels on the spot-charter
market, which is subject to greater rate fluctuation than the time charter market. Where we plan to employ a vessel in
the spot-charter market, we intend to generally place such vessel in a tanker pool managed by a pool manager that
pertains to that vessel's size class.

If we receive lower charter rates under replacement charters or are unable to re-charter all of our vessels, our available
cash may be significantly reduced or eliminated.
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Our ability to pay dividends may be limited by the amount of cash we generate from operations following the payment
of fees and expenses, by the establishment of any reserves and by additional factors unrelated to our profitability.

We intend to pay regular quarterly dividends. The amount of dividends we will be able to pay will depend upon the
amount of cash we generate from our operations. We may not, however, have sufficient cash available each quarter to
pay dividends, as a result of insufficient levels of profit, restrictions on the payment of dividends and the decisions of
our management and directors. The amount of cash we will have available for dividends may fluctuate upon, among
other things:

e the rates we obtain from our charters as well as the rates obtained upon the expiration of our existing charters;
. the level of our operating costs;
ethe number of unscheduled off-hire days and the timing of, and number of days required for, scheduled drydocking
of our vessels;
evessel acquisitions and related financings, such as restrictions in our credit facilities and in any future debt
programs;
. prevailing global and regional economic and political conditions;
ethe effect of governmental regulations and maritime self-regulatory organization standards, including with respect
to environmental and safety matters, on the conduct of our business; and
o changes in the bases of taxation of our activities in various jurisdictions.

The actual amount of cash we will have available for dividends will also depend on many factors, including:

echanges in our operating cash flows, capital expenditure requirements, working capital requirements and other cash
needs;

. our fleet expansion strategy and associated uses of our cash and our financing requirements;
. modification or revocation of our dividend policy by our board of directors;
o the amount of any cash reserves established by our board of directors; and
. restrictions under Marshall Islands law.

The amount of cash we generate from our operations may differ materially from our net income or loss for the period,
which may be affected by non-cash items. We may incur other expenses or liabilities that could reduce or eliminate
the cash available for distribution as dividends. Our credit facilities also restrict our ability to declare and pay
dividends if an event of default has occurred and is continuing or if the payment of the dividend would result in an
event of default. In addition, Marshall Islands law generally prohibits the payment of dividends other than from
surplus (retained earnings in excess of consideration received for the sale of stock above the par value of the stock), or
while a company is insolvent or if it would be rendered insolvent by the payment of such a dividend, and any such
dividend may be discontinued at the discretion of our board of directors. As a result of these and other factors
mentioned above, we may pay dividends during periods when we record losses and may not pay dividends during
periods when we record income.

Our ability to obtain additional debt financing may be dependent on the performance of our then existing charters and
the creditworthiness of our charterers.

The actual or perceived credit quality of our charterers, and any defaults by them, may materially affect our ability to
obtain the additional capital resources that we will require to purchase additional vessels or may significantly increase
our costs of obtaining such capital. Our inability to obtain additional financing at all or at a higher than anticipated
cost may materially affect our results of operations and our ability to implement our business strategy.
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Servicing debt, including debt which we may incur in the future, would limit funds available for other purposes and if
we cannot service our debt, we may lose our vessels.

Borrowing under our existing credit facilities and the credit facilities that we expect to enter into as of the date of this
annual report requires us to dedicate a part of our cash flow from operations to paying principal and interest on our
indebtedness. These payments limit funds available for working capital, capital expenditures and other purposes,
including further equity or debt financing in the future. Amounts borrowed under our credit facilities bear interest at
variable rates. Increases in prevailing rates could increase the amounts that we would have to pay to our lenders, even
though the outstanding principal amount remains the same, and our net income and cash flows would decrease. We
expect our earnings and cash flow to vary from year to year due to the cyclical nature of the tanker industry. If we do
not generate or reserve enough cash flow from operations to satisfy our debt obligations, we may have to:

o seek to raise additional capital;
° refinance or restructure our debt;
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° sell tankers; or
. reduce or delay capital investments.

However, these alternatives, if necessary, may not be sufficient to allow us to meet our debt obligations. If we are
unable to meet our debt obligations or if some other default occurs under our credit facilities, the lenders could elect to
declare that debt, together with accrued interest and fees, to be immediately due and payable and proceed against the
collateral vessels securing that debt even though the majority of the proceeds used to purchase the collateral vessels
did not come from our credit facilities.

We are a holding company and depend on the ability of our subsidiaries to distribute funds to us in order to satisfy our
financial obligations and to make dividend payments.

We are a holding company, and our subsidiaries, which are all directly and indirectly wholly owned by us, conduct all
of our operations and own all of our operating assets. As a result, our ability to satisfy our financial obligations and to
pay dividends to our shareholders depends on the ability of our subsidiaries to generate profits available for
distribution to us and, to the extent that they are unable to generate profits, we will be unable to pay dividends to our
shareholders.

We have limited history operating as a publicly traded entity and may incur increased costs as a result of being a
publicly traded corporation.

As a public company we have significant legal, accounting and other expenses in addition to our initial registration
and listing expenses that we did not incur as a private company. In addition, the Sarbanes-Oxley Act of 2002
("Sarbanes-Oxley"), as