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Indicate the number of outstanding shares of each of the issuer's classes of share capital as of the close of the period
covered by the annual report:

As of December 31, 2017, there were outstanding 141,969,666 common shares of the Registrant, $0.01 par value per
share.

Indicate by check mark if the Registrant is a well-known seasoned issuer, as defined in Rule 405 of the Securities Act.
☐ Yes☒ No

If this report is an annual report or transition report, indicate by check mark if the Registrant is not required to file
reports pursuant to Section 13 or 15(d) of the Securities Exchange Act of 1934.
☐ Yes☒ No

Note – Checking the box above will not relieve any registrant required to file reports pursuant to Section 13 or 15(d) of
the Securities Exchange Act of 1934 from their obligations under those Sections.

Indicate by check mark whether the Registrant (1) has filed all reports required to be filed by Section 13 or 15(d) of
the Securities Exchange Act of 1934 during the preceding 12 months (or for such shorter period that the registrant was
required to file such reports) and (2) has been subject to such filing requirements for the past 90 days.
☒ Yes☐ No

Indicate by check mark whether the Registrant has submitted electronically and posted on its corporate website, if any,
every Interactive Data File required to be submitted and posted pursuant to Rule 405 of Regulation S-T during this
preceding 12 months (or for such shorter period that the registrant was required to submit and post such files).
☒ Yes☐ No

Indicate by check mark whether the Registrant is a large accelerated filer, an accelerated filer, a non-accelerated filer,
or an emerging growth company. See definition of "large accelerated filer", "accelerated filer," and "emerging growth
company" in Rule 12b-2 of the Exchange Act. (Check one):
Large accelerated filer  ☒Accelerated filer  ☐
Non-accelerated filer ☐ Emerging Growth Company  ☐

If an emerging growth company that prepares its financial statements in accordance with U.S. GAAP, indicate by
check mark if the registrant has elected not to use the extended transition period for complying with any new or
revised financial accounting standards† provided pursuant to Section 13(a) of the Exchange Act. ☐
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† The term "new or revised financial accounting standard" refers to any update issued by the Financial Accounting
Standards Board to its Accounting Standards Codification after April 5, 2012.

Indicate by check mark which basis of accounting the Registrant has used to prepare the financial statements included
in this filing:
☒          U.S. GAAP
☐          International Financial Reporting Standards as issued by the International Accounting Standards Board
☐          Other

If "Other" has been checked in response to the previous question, indicate by check mark which financial statement
item the Registrant has elected to follow.
☐Item 17
☐Item 18

If this is an annual report, indicate by check mark whether the Registrant is a shell company (as defined in Rule 12b-2
of the Exchange Act).
☐Yes                    ☒ No

(APPLICABLE ONLY TO ISSUERS INVOLVED IN BANKRUPTCY PROCEEDINGS DURING THE PAST
FIVE YEARS)

Indicate by check mark whether the registrant has filed all documents and reports required to be filed by Sections 12,
13 or 15(d) of the Securities Exchange Act of 1934 subsequent to the distribution of securities under a plan confirmed
by a court.
          ☐Yes                    ☐No

Edgar Filing: NORDIC AMERICAN TANKERS Ltd - Form 20-F

4



TABLE OF CONTENTS

Page
PART I

ITEM 1.

IDENTITY OF
DIRECTORS, SENIOR
MANAGEMENT AND
ADVISERS

1

ITEM 2. OFFER STATISTICS AND
EXPECTED TIMETABLE 1

ITEM 3. KEY INFORMATION 1

A. Selected
Financial Data 1

B.
Capitalization
and
Indebtedness

2

C.

Reasons for
the offer and
use of
Proceeds

2

D. Risk Factors 2

ITEM 4. INFORMATION ON THE
COMPANY 18

A.

History and
Development
of the
Company

18

B. Business
Overview 21

C. Organizational
Structure 30

D.
Property, Plant
and
Equipment

30

ITEM 4A. UNRESOLVED STAFF
COMMENTS 30

ITEM 5.
OPERATING AND
FINANCIAL REVIEW AND
PROSPECTS

31

A. Operating
Results 31

B.
Liquidity and
Capital
Resources

34

C.

Research and
Development,
Patents and
Licenses, Etc.

37

D. Trend
Information 37

E. 37

Edgar Filing: NORDIC AMERICAN TANKERS Ltd - Form 20-F

5



Off Balance
Sheet
Arrangements

F.

Tabular
Disclosure of
Contractual
Obligations

37

G. Safe Harbor 38

H.
Critical
Accounting
Estimates

38

ITEM 6.
DIRECTORS, SENIOR
MANAGEMENT AND
EMPLOYEES

43

A.
Directors and
Senior
Management

43

B. Compensation 44

C. Board
Practices 45

D. Employees 45

E. Share
Ownership 45

ITEM 7.
MAJOR SHAREHOLDERS
AND RELATED PARTY
TRANSACTIONS

46

A. Major
Shareholders 46

B. Related Party
Transactions 46

C.
Interests of
Experts and
Counsel

47

ITEM 8. FINANCIAL
INFORMATION 48

A.

Consolidated
Statements
and other
Financial
Information

48

B. Significant
Changes 48

ITEM 9. THE OFFER AND LISTING 49

ITEM 10. ADDITIONAL
INFORMATION 49

A. Share Capital 49

B.
Memorandum
and Articles of
Association

49

C. Material
Contracts 54

Edgar Filing: NORDIC AMERICAN TANKERS Ltd - Form 20-F

6



D. Exchange
Controls 55

E. Taxation 56

F. Dividends and
Paying Agents 63

G. Statement by
Experts 63

H. Documents on
Display 63

I. Subsidiary
Information 64

i

Edgar Filing: NORDIC AMERICAN TANKERS Ltd - Form 20-F

7



TABLE OF CONTENTS
(continued)
Page

ITEM 11.

QUANTITATIVE AND
QUALITATIVE
DISCLOSURES ABOUT
MARKET RISK

64

ITEM 12.

DESCRIPTION OF
SECURITIES OTHER
THAN EQUITY
SECURITIES

64

PART II

ITEM 13.
DEFAULTS, DIVIDEND
ARREARAGES AND
DELINQUENCIES

64

ITEM 14.

MATERIAL
MODIFICATIONS TO THE
RIGHTS OF SECURITY
HOLDERS AND USE OF
PROCEEDS

64

ITEM 15. CONTROLS AND
PROCEDURES 64

A.
Disclosure
Controls and
Procedures

64

B.

Management's
annual report
on internal
control over
financial
reporting.

65

C.

Attestation
report of the
registered
public
accounting
firm.

65

D.
Remediation
of Material
Weakness

65

E. 

Changes in
internal
control over
financial
reporting.

 66

ITEM 16. RESERVED 66

ITEM 16A. AUDIT COMMITTEE
FINANCIAL EXPERT 66

ITEM 16B. CODE OF ETHICS 66
ITEM 16C. 67

Edgar Filing: NORDIC AMERICAN TANKERS Ltd - Form 20-F

8



PRINCIPAL
ACCOUNTANT FEES AND
SERVICES
A. Audit Fees 67

B. Audit-Related
Fees 67

C. Tax Fees 67

D. All Other
Fees 67

E.

Audit
Committee's
Pre-Approval
Policies and
Procedures

67

F. Not
applicable. 67

ITEM 16D.
EXEMPTIONS FROM THE
LISTING STANDARDS
FOR AUDIT COMMITTEES

67

ITEM 16E.

PURCHASES OF EQUITY
SECURITIES BY THE
ISSUER AND AFFILIATED
PERSONS.

67

ITEM 16F.

CHANGE IN
REGISTRANT`S
CERTIFYING
ACCOUNTANT.

67

ITEM 16G. CORPORATE
GOVERNANCE 67

ITEM 16H. MINE SAFETY
DISCLOSURE 68

PART III
ITEM 17. FINANCIAL STATEMENTS68
ITEM 18. FINANCIAL STATEMENTS68
ITEM 19. EXHIBITS 68

ii

Edgar Filing: NORDIC AMERICAN TANKERS Ltd - Form 20-F

9



CAUTIONARY STATEMENT REGARDING FORWARD-LOOKING STATEMENTS
Certain matters discussed herein may constitute 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. Forward-looking statements include statements concerning
plans, objectives, goals, strategies, future events or performance, and underlying assumptions and other statements,
which are other than statements of historical facts.
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 this safe harbor legislation. This 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 with respect to future events and financial performance, and are not intended to give any assurance
as to future results. When used in this document, the words "believe," "expect," "anticipate," "estimate," "intend,"
"plan," "target," "project," "likely," "may," "could" and similar expressions, terms, or phrases may identify
forward-looking statements.
The forward-looking statements are based upon various assumptions, many of which are based, in turn, upon further
assumptions, including without limitation, our management's examination of historical operating trends, data
contained in our records and other data available from third parties. Although we believe that these assumptions were
reasonable when made, because these assumptions are inherently subject to significant uncertainties and contingencies
which are difficult or impossible to predict and are beyond our control, we cannot assure you that we will achieve or
accomplish these expectations, beliefs or projections. We undertake no obligation to update any forward-looking
statement, whether as a result of new information, future events or otherwise.
Important factors that, in our view, could cause actual results to differ materially from those discussed in the
forward-looking statements include the strength of world economies and currencies, general market conditions,
including fluctuations in charter rates and vessel values, changes in demand in the tanker market, as a result of
changes in the petroleum production levels set by the Organization of the Petroleum Exporting Countries, or OPEC,
and worldwide oil consumption and storage, changes in our operating expenses, including bunker prices, drydocking
and insurance costs, the market for our vessels, availability of financing and refinancing, changes in governmental
rules and regulations or actions taken by regulatory authorities, potential liability from pending or future litigation,
general domestic and international political conditions, potential disruption of shipping routes due to accidents or
political events, vessel breakdowns and instances of off-hire, failure on the part of a seller to complete a sale of a
vessel to us and other important factors described from time to time in the reports filed by the Company with the
Securities and Exchange Commission, or the SEC.
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PART I
ITEM 1. IDENTITY OF DIRECTORS, SENIOR MANAGEMENT AND ADVISERS
Not applicable
ITEM 2. OFFER STATISTICS AND EXPECTED TIMETABLE
Not applicable
ITEM 3. KEY INFORMATION
Throughout this annual report, all references to "Nordic American Tankers," "NAT," the "Company," "the Group,"
"we," "our," and "us" refer to Nordic American Tankers Limited and its subsidiaries. Unless otherwise indicated, all
references to "U.S. dollars," "USD," "dollars," "US$" and "$" in this annual report are to the lawful currency of the
United States of America and references to "Norwegian Kroner"  or "NOK"  are to the lawful currency of Norway.
A.Selected Financial Data
The following selected historical financial information should be read in conjunction with our audited financial
statements and related notes, which are included herein, together with Item 5.Operating and Financial Review and
Prospects.  The Statements of Operations data for each of the three years ended December 31, 2017, 2016 and 2015
and selected balance sheet data as of December 31, 2017 and 2016 have been derived from our audited financial
statements included elsewhere in this document. The Statements of Operations data for each of the years ended
December 31, 2014 and 2013 and selected balance sheet data as of December 31, 2015, 2014 and 2013 have been
derived from our audited financial statements not included in this Annual Report on Form 20-F, with the information
as at December 31, 2016, 2015, 2014 and 2013, adjusted as described below.
SELECTED CONSOLIDATED
FINANCIAL DATA Year ended December 31,
All figures in thousands of USD except share
data 2017 2016 2015 2014 2013
Voyage Revenues 297,141 357,451 445,738 351,049 243,657
Voyage Expenses (142,465 ) (125,987 ) (158,656 ) (199,430 ) (173,410 )
Vessel Operating Expense (87,663 ) (80,266 ) (66,589 ) (62,500 ) (64,924 )
General and Administrative Expenses (12,575 ) (12,296 ) (9,790 ) (14,863 ) (19,555 )
Depreciation Expenses (100,669 ) (90,889 ) (82,610 ) (80,531 ) (74,375 )
Impairment Loss on Vessel (110,480 ) - - - -
Impairment Loss on Goodwill (18,979 )  -  -  -  -
Loss on Contract - - - - (5,000 )
Fees for Provided Services - - - 1,500 -
Settlement Received - 5,328 - - -
Net Operating Income (Loss) (175,690 ) 53,341 128,093 (4,775 ) (93,608 )

Interest Income 347 215 114 181 146
Interest Expense (20,464 ) (11,170 ) (10,855 ) (12,244 ) (11,518 )
Other Financial (Expense) Income (644 ) (98 ) (167 ) 2,160 (351 )
Total Other Expenses (20,761 ) (11,053 ) (10,908 ) (9,903 ) (11,723 )
Income Tax Expense (83 ) (102 ) (96 ) (47 ) (86 )
Impairment Loss on Equity Method
Investment (8,435 ) (46,642 ) (2,462 ) 1,559 -
Net (Loss) Income (204,969 ) (4,456 ) 114,627 (13,166 ) (105,417 )

Basic Earnings (Loss) per Share (1.97 ) (0.05 ) 1.29 (0.15 ) (1.64 )
Diluted Earnings (Loss) per Share (1.97 ) (0.05 ) 1.29 (0.15 ) (1.64 )
Cash Dividends Declared per Share 0.53 1.37 1.38 0.61 0.64
Basic Weighted Average Shares Outstanding 103,832,680 92,531,001 89,182,001 85,401,179 64,101,923
Diluted Weighted Average Shares
Outstanding 103,832,680 92,531,001 89,182,001 85,401,179 64,101,923

2.46 8.40 15.54 10.07 9.70
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Market Price per Common Share as of
December 31,

Other financial data:
Net Cash Provided by (Used in) Operating
Activities 31,741 127,786 174,392 57,460 (47,265 )
Cash Dividends Paid 54,226 125,650 123,071 54,069 41,756

Selected Balance Sheet Data (at period end):
Cash and Cash Equivalents 58,359 82,170 29,889 100,736 65,675
Total Assets 1,141,063 1,349,904 1,239,194 1,173,628 1,132,977
Total Long-Term Debt (1) 388,855 442,820 324,568 247,768 246,540
Common Stock 1,420 1,020 892 892 754
Total Shareholders' Equity 711,064 871,049 880,721 888,911 854,984

 (1) Debt consists of $391,641, $447,000, $330,000, $250,000, and $250,000 as of December 31, 2017, 2016, 2015,
2014 and 2013, respectively (all numbers in thousands of U.S. dollars).
1
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B.Capitalization and Indebtedness
Not applicable.
C.Reasons for the offer and use of Proceeds
Not applicable.
D.Risk Factors
Some of the following risks relate principally to the industry in which we operate. Other risks relate principally to
ownership of our common stock. The occurrence of any of the events described in this section could significantly and
negatively affect our business, financial condition, operating results or cash available for dividends or the trading price
of our common stock.
Industry Specific Risk Factors
If the tanker industry, which historically has been cyclical and volatile, is depressed in the future, our revenues,
earnings and available cash flow may decrease.
Historically, the tanker industry has been highly cyclical, with volatility in profitability, charter rates and asset values
resulting from changes in the supply of and demand for tanker capacity. Fluctuations in charter rates and tanker values
result from changes in the supply of and demand for tanker capacity and changes in the supply of and demand for oil
and oil products. These factors may adversely affect the rates payable and the amounts we receive in respect of our
vessels. Our ability to re-charter our vessels on the expiration or termination of their current spot and time charters and
the charter rates payable under any renewal or replacement charters will depend upon, among other things, economic
conditions in the tanker market and we cannot guarantee that any renewal or replacement charters we enter into will
be sufficient to allow us to operate our vessels profitably.
The factors that influence demand for tanker capacity include:
·supply and demand for oil and oil products;

·global and regional economic and political conditions, including developments in international trade, national oil
reserves policies, fluctuations in industrial and agricultural production and armed conflicts;

·regional availability of refining capacity;
·environmental and other legal and regulatory developments;
· the distance oil and oil products are to be moved by sea;

·changes in seaborne and other transportation patterns, including changes in the distances over which tanker cargoes
are transported by sea;

·
increases in the production of oil in areas linked by pipelines to consuming areas, the extension of existing, or the
development of new, pipeline systems in markets we may serve, or the conversion of existing non-oil pipelines to oil
pipelines in those markets;

·currency exchange rates;
·weather and acts of God and natural disasters;
·competition from alternative sources of energy and from other shipping companies and other modes of transport;
· international sanctions, embargoes, import and export restrictions, nationalizations, piracy and wars; and

·regulatory changes including regulations adopted by supranational authorities and/or industry bodies, such as safety
and environmental regulations and requirements by major oil companies.

2
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The factors that influence the supply of tanker capacity include:
·current and expected purchase orders for tankers;
· the number of tanker newbuilding deliveries;
·any potential delays in the delivery of newbuilding vessels and/or cancellations of newbuilding orders;
· the scrapping rate of older tankers;
· technological advances in tanker design and capacity;

· tanker freight rates, which are affected by factors that may affect the rate of newbuilding, swapping and laying up of
tankers;

·port and canal congestion;
·price of steel and vessel equipment;
·conversion of tankers to other uses or conversion of other vessels to tankers;
· the number of tankers that are out of service; and
·changes in environmental and other regulations that may limit the useful lives of tankers.
The factors affecting the supply and demand for tankers have been volatile and are outside of our control, and the
nature, timing and degree of changes in industry conditions are unpredictable, including those discussed above.
Continued volatility may reduce demand for transportation of oil over longer distances and increase supply of tankers
to carry that oil, which may have a material adverse effect on our business, financial condition, results of operations,
cash flows, ability to pay dividends and existing contractual obligations.
Any decrease in shipments of crude oil may adversely affect our financial performance.
The demand for our vessels and services in transporting oil derives primarily from demand for Arabian Gulf, West
African, North Sea and Caribbean crude oil, which, in turn, primarily depends on the economies of the world's
industrial countries and competition from alternative energy sources. A wide range of economic, social and other
factors can significantly affect the strength of the world's industrial economies and their demand for crude oil from the
mentioned geographical areas. One such factor is the price of worldwide crude oil.
Any decrease in shipments of crude oil from the above mentioned geographical areas would have a material adverse
effect on our financial performance. Among the factors which could lead to such a decrease are:
· increased crude oil production from other areas;
· increased refining capacity in the Arabian Gulf or West Africa;
· increased use of existing and future crude oil pipelines in the Arabian Gulf or West Africa;

·a decision by Arabian Gulf or West African oil-producing nations to increase their crude oil prices or to further
decrease or limit their crude oil production;

·armed conflict in the Arabian Gulf and West Africa and political or other factors; and

·the development, availability and relative costs of nuclear power, natural gas, coal and other alternative sources of
energy.

In addition, volatile economic conditions affecting the world economies may result in reduced consumption of oil
products and a decreased demand for our vessels and lower charter rates, which could have a material adverse effect
on our earnings and our ability to pay dividends.
3
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We are dependent on spot charters and any decrease in spot charter rates in the future may adversely affect our
earnings and our ability to pay dividends.
The 30 vessels that we currently operate are primarily employed in the spot market. We are therefore highly
dependent on spot market charter rates.
The international oil tanker industry has experienced volatile charter rates and vessel values and there can be no
assurance that these charter rates and vessel values will not decrease in the near future.
The Baltic Dirty Tanker Index, or the BDTI, a U.S. dollar daily average of charter rates issued by the Baltic Exchange
that takes into account input from brokers around the world regarding crude oil fixtures for various routes and oil
tanker vessel sizes, has been volatile. For example, in 2017, the BDTI reached a high of 1,088 and a low of 617. The
Baltic Clean Tanker Index, or BCTI, a comparable index to the BDTI, has similarly been volatile. In 2017, the BCTI
reached a high of 867 and a low of 508. Although the BDTI and BCTI were 641 and 563, respectively, as of March
15, 2018, there can be no assurance that the crude oil and petroleum products charter market will increase, and the
market could again decline. This volatility in charter rates depends, among other factors, on changes in the supply and
demand for tanker capacity and changes in the supply and demand for oil and oil products, the demand for crude oil
and petroleum products,  the inventories of crude oil and petroleum products in the United States and in other
industrialized nations,  oil refining volumes,  oil prices, and  any restrictions on crude oil production imposed by the
Organization of the Petroleum Exporting Countries, or OPEC, and non-OPEC oil producing countries.
Charter rates in the tanker industry are volatile. We anticipate that future demand for our vessels, and in turn our
future charter rates, will be dependent upon economic growth in the world's economies, as well as seasonal and
regional changes in demand and changes in the capacity of the world's fleet. We believe that the relatively high charter
rates that were paid prior to 2008 were the result of economic growth in the world economies that exceeded growth in
global vessel capacity. Since 2008, charter rates have been volatile, and there can be no assurance that economic
growth will not stagnate or decline leading to a decrease in vessel values and charter rates. A decline in vessel values
and charter rates would have an adverse effect on our business, financial condition, results of operation and ability to
pay dividends.
Our results of operations are subject to seasonal fluctuations, which may adversely affect our financial condition.
We operate our vessels in markets that have historically exhibited seasonal variations in demand and, as a result,
charter rates.
Declines in charter rates and other market deterioration could cause us to incur impairment charges.
Our vessels are evaluated for impairment continuously or whenever events or changes in circumstances indicate that
the carrying amount of a vessel may not be recoverable. The review for potential impairment indicators and projection
of future cash flows related to the vessel is complex and requires us to make various estimates, including future freight
rates and earnings from operating the vessel.  All of these items have historically been volatile. We estimate the
undiscounted net cash flows from operating the vessels over their remaining useful lives and compare to the net
carrying values of the vessels. If the total estimated undiscounted net cash flows for a vessel are less than the carrying
amount of the vessel the vessel is deemed impaired and written down to its fair market value. The carrying values of
our vessels may not represent their fair market value at any point in time because the market prices of secondhand
vessels tend to fluctuate with changes in charter rates and the cost of newbuildings. Any impairment charges incurred
as a result of declines in charter rates could negatively affect our business, financial condition and operating results.
Impairment is assessed on a vessel by vessel basis.
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, and
petroleum products, as well as strong overall economic growth in parts of the world economy including Asia. In
recent years, shipyards have produced a large number of new tankers. If the capacity of new ships delivered exceeds
the capacity of tankers being scrapped and lost, tanker capacity will increase. If the supply of tanker capacity increases
and if the demand for tanker capacity does not increase correspondingly, charter rates 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 our ability to pay dividends.
4
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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 off the Coast of Somalia. Sea piracy incidents continue to occur,
particularly in the Gulf of Aden off the coast of Somalia and in the Gulf of Guinea, although some sources report that
there was a drop in the number of piracy incidents in 2016. Acts of piracy and war like conditions could result in harm
or danger to the crews onboard our vessels. In addition, if piracy attacks occur in regions in which our vessels are
deployed that insurers' characterized as "war risk" zones or by the Joint War Committee as "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 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, financial condition and results of operations.
Volatile economic conditions throughout the world could have an adverse impact on our operations and financial
results.
Our ability to secure funding is dependent on well-functioning capital markets and on an appetite to provide funding
to the shipping industry. At present, capital markets are well-functioning and funding is available for the shipping
industry. However, if global economic conditions worsen or lenders for any reason decide not to provide debt
financing to us, we may not be able to secure additional financing 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
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.
The world economy faces a number of challenges, including the effects of volatile oil prices, continuing turmoil and
hostilities in the Middle East, the Korean Peninsula, North Africa and other geographic areas and countries. If one or
more of the major national or regional economies should weaken, there is a substantial risk that such a downturn will
impact the world economy. There has historically been a strong link between the development of the world economy
and demand for energy, including oil and gas.
In Europe, large sovereign debts and fiscal deficits, low growth prospects and high unemployment rates in a number
of countries have contributed to the rise of Eurosceptic parties, which would like their countries to leave the Euro. The
exit of the United Kingdom from the European Union and potential new trade policies in the United States further
increase the risk of additional trade protectionism.
In China, a transformation of the Chinese economy is underway, as China transforms from a production-driven
economy towards a service or consumer-driven economy. The Chinese economic transition implies that we do not
expect the Chinese economy to return to double digit GDP growth rates in the near term. The quarterly year-over-year
growth rate of China's GDP was approximately 6.9% for the year ended December 31, 2017, and despite slightly
increasing from approximately 6.7% for the year ended December 31, 2016, continues to remain below pre-2008
levels. Furthermore, there is a rising threat of a Chinese financial crisis resulting from massive personal and corporate
indebtedness.
While the recent developments in Europe and China have been without significant immediate impact on our charter
rates, an extended period of deterioration in the world economy could reduce the overall demand for our services.
Such changes could adversely affect our future performance, results of operations, cash flows and financial position.
Credit markets in the United States and Europe have in the past experienced significant contraction, de-leveraging and
reduced liquidity, and there is a risk that U.S. federal government 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, volatile.
We face risks attendant to 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 recent and developing economic and governmental factors may have a material adverse
effect on our results of operations and financial condition and may cause the price of our common shares to decline.
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Prospective investors should consider the potential impact, uncertainty and risk associated with the development in the
wider global economy. Further economic downturn in any of these countries could have a material effect on our future
performance, results of operations, cash flows and financial position.
5
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The state of global financial markets and economic conditions may adversely impact our ability to obtain financing on
acceptable terms, which may hinder or prevent us from expanding our business.
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, we cannot be certain that
financing will be available if needed and to the extent required, on acceptable terms.  In addition, these difficulties
may adversely affect the financial institutions that provide us with our $430.0 million revolving credit facility, or the
Credit Facility, which we refinanced and expanded to $500.0 million in December 2015, and may impair their ability
to continue to perform under their financing obligations to us, which could negatively impact our ability to fund
current and future obligations.  As of the date of this annual report we have drawn down an aggregate of $387.4
million under the Credit Facility. However we are unable to draw further on the Credit Facility due to the terms under
the waivers obtained.
Changes in the price of fuel, or bunkers, may adversely affect our profits.
Fuel, or bunkers, is a significant, if not the largest, expense in our shipping operations.  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.  Despite low fuel prices in 2017, 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 laws and regulations which can adversely affect our business, results of operations, cash flows and
financial condition, and our ability to pay dividends.
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 United States (U.S.) Oil Pollution Act of 1990 (OPA), the
Comprehensive Environmental Response, Compensation, and Liability Act (generally referred to as CERCLA), the
U.S. Clean Water Act (CWA), the U.S. Clean Air Act (CAA), the U.S. Outer Continental Shelf Lands Act, European
Union (EU) Regulations, the International Maritime Organization, or 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 for the Prevention of Pollution from Ships of 1973 (as from time to time amended and
generally referred to as MARPOL, including the designation of emission control areas (ECAs) 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
International Convention on Civil Liability for Bunker Oil Pollution Damage (generally referred to as the Bunker
Convention), the IMO's International Management Code for the Safe Operation of Ships and for Pollution Prevention
(generally referred to as the ISM Code), the International Convention for the Control and Management of Ships'
Ballast Water and Sediments Discharge (generally referred to as the BWM Convention), International Ship and Port
Facility Security Code (ISPS), and the U.S. Maritime Transportation Security Act of 2002 (generally referred to as the
MTSA). Compliance with such laws, regulations and standards, 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 waters, maintenance and
inspection, development and implementation of emergency procedures and insurance coverage or other financial
assurance of our ability to address pollution incidents. These costs could have a material adverse effect on our
business, results of operations, cash flows and financial condition and our ability to pay dividends. 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
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negligent or at fault. Under OPA, for example, owners, operators and bareboat charterers are jointly and severally
strictly liable for the discharge of oil within the 200-nautical mile exclusive economic zone around the U.S. (unless
the spill results solely from the act or omission of a third party, an act of God or an act of war). An oil spill could
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, including
punitive damages, and could 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, and risk of
environmental damages and impacts 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 our ability to pay dividends.
6
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Furthermore, the explosion of the Deepwater Horizon and the subsequent release of oil into the Gulf of Mexico, or
other similar incidents in the future, may result in further regulation of the tanker industry, and modifications to
statutory liability schemes, which could have a material adverse effect on our business, financial condition, results of
operations and cash flows. For example, on August 15, 2012, the U.S. Bureau of Safety and Environmental
Enforcement (BSEE) implemented a final drilling safety rule for offshore oil and gas operations that strengthens the
requirements for safety equipment, well control systems, and blowout prevention practices.  A new rule issued by the
U.S. Bureau of Ocean Energy Management (BOEM) that increased the limits of liability of damages for offshore
facilities under OPA based on inflation took effect in January 2015.  In April 2015, it was announced that new
regulations are expected to be imposed in the U.S. regarding offshore oil and gas drilling and the BSEE announced a
new Well Control Rule in April 2016. In December 2015, the BSEE announced a new pilot inspection program for
offshore facilities. Compliance with any new requirements of OPA may substantially impact our cost of operations or
require us to incur additional expenses to comply with any new regulatory initiatives or statutes.  Additional
legislation, regulations, or other requirements applicable to the operation of our vessels that may be implemented in
the future could adversely affect our business.
It should be noted that the U.S. is currently experiencing changes in its environmental policy, the results of which
have yet to be fully determined.  For example, in April 2017, the U.S. President signed an executive order regarding
environmental regulations, specifically targeting the U.S. offshore energy strategy, which may affect parts of the
maritime industry and our operations.  Furthermore, recent action by the IMO's Maritime Safety Committee and
United States agencies indicate that cybersecurity regulations for the maritime industry are likely to be further
developed in the near future in an attempt to combat cybersecurity threats. For example, cyber-risk management
systems must be incorporated by ship-owners and managers by 2021. This might cause companies to cultivate
additional procedures for monitoring cybersecurity, which could require additional expenses and/or capital
expenditures. However, the impact of such regulations is hard to predict at this time.
Regulations relating to ballast water treatment coming into effect during September 2019 may adversely affect our
revenues and profitability.
The IMO has imposed updated guideline of ballast water management systems specifying the maximum amount of
viable organisms allowed to be discharged from a vessel's ballast water.  Depending on the date of the IOPP renewal
survey, existing vessels must comply with the updated D-2 standard on or after September 8, 2019.  For most vessels,
compliance with the D-2 standard will involve installing on-board systems to treat ballast water and eliminate
unwanted organisms.  We currently have 28 vessels that do not comply with the updated guideline.  Costs of
compliance may be substantial and may adversely affect our revenues and profitability.
Climate change and greenhouse gas restrictions may adversely impact our operations and markets.
Due to concern over the risk of climate change, a number of countries and the IMO have adopted regulatory
frameworks to reduce greenhouse gas emissions. These regulatory measures may include, among others, adoption of
cap and trade regimes, carbon taxes, increased efficiency standards, and incentives or mandates for renewable energy.
In addition, although the emissions of greenhouse gases from international shipping currently are not subject to the
Kyoto Protocol to the United Nations Framework Convention on Climate Change, which required adopting countries
to implement national programs to reduce emissions of certain gases, or the Paris Agreement (discussed further
below), a new treaty may be adopted in the future that includes restrictions on shipping emissions.
Adverse effects upon the oil and gas industry relating to climate change, including growing public concern about the
environmental impact of climate change, may also adversely affect demand for our services. For example, increased
regulation of greenhouse gases or other concerns relating to climate change may reduce the demand for oil and gas in
the future or create greater incentives for use of alternative energy sources. Any long-term material adverse effect on
the oil and gas industry could have a significant financial and operational adverse impact on our business that we
cannot predict with certainty at this time.
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 SOLAS Convention was amended to address the safe manning of vessels and emergency training drills.  The
Convention of Limitation of Liability for Maritime Claims (the "LLMC") sets limitations of liability for a loss of life
or personal injury claim or a property claim against ship owners. We believe that all of our vessels are in substantial
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compliance with SOLAS and LL Convention standards.
7

Edgar Filing: NORDIC AMERICAN TANKERS Ltd - Form 20-F

21



Under Chapter IX of the SOLAS Convention, or the International Safety Management Code for the Safe Operation of
Ships and for Pollution Prevention (the "ISM Code"), our operations are also subject to environmental standards and
requirements. The ISM Code requires the party with operational control of a vessel to develop an extensive safety
management system that includes, among other things, the adoption of a safety and environmental protection policy
setting forth instructions and procedures for operating its vessels safely and describing procedures for responding to
emergencies. We rely upon the safety management system that we and our technical management team have
developed for compliance with the ISM Code. The failure of a vessel owner or bareboat charterer to comply with the
ISM Code may subject such party to increased liability, may decrease available insurance coverage for the affected
vessels and may result in a denial of access to, or detention in, certain ports.
The ISM Code requires that vessel operators obtain a safety management certificate for each vessel they operate. This
certificate evidences compliance by a vessel's management with the ISM Code requirements for a safety management
system. No vessel can obtain a safety management certificate unless its manager has been awarded a document of
compliance, issued by each flag state, under the ISM Code. We have obtained applicable documents of compliance for
our offices and safety management certificates for all of our vessels for which the certificates are required by the IMO.
The document of compliance and safety management certificate are renewed as required.
Regulation II-1/3-10 of the SOLAS Convention governs ship construction and stipulates that ships over 150 meters in
length must have adequate strength, integrity and stability to minimize risk of loss or pollution. Goal-based standards
amendments in SOLAS regulation II-1/3-10 entered into force in 2012, with July 1, 2016 set for application to new oil
tankers and bulk carriers.   The SOLAS Convention regulation II-1/3-10 on goal-based ship construction standards for
bulk carriers and oil tankers, which entered into force on January 1, 2012, requires that all oil tankers and bulk carriers
of 150 meters in length and above, for which the building contract is placed on or after July 1, 2016, satisfy applicable
structural requirements conforming to the functional requirements of the International Goal-based Ship Construction
Standards for Bulk Carriers and Oil Tankers (GBS Standards).
Amendments to the SOLAS Convention Chapter VII apply to vessels transporting dangerous goods and require those
vessels be in compliance with the International Maritime Dangerous Goods Code ("IMDG Code"). Effective January
1, 2018, the IMDG Code includes (1) updates to the provisions for radioactive material, reflecting the latest provisions
from the International Atomic Energy Agency, (2) new marking, packing and classification requirements for
dangerous goods, and (3) new mandatory training requirements.
The IMO has also adopted the International Convention on Standards of Training, Certification and Watchkeeping for
Seafarers ("STCW").  As of February 2017, all seafarers are required to meet the STCW standards and be in
possession of a valid STCW certificate.  Flag states that have ratified SOLAS and STCW generally employ the
classification societies, which have incorporated SOLAS and STCW requirements into their class rules, to undertake
surveys to confirm compliance.
The value of our vessels may fluctuate and any decrease in the value of our vessels could result in a lower price of our
common shares.
Tanker values have generally experienced high volatility. The market value of our oil tankers can fluctuate, depending
on general economic and market conditions affecting the tanker industry. The volatility in global financial markets
may result in a decrease in tanker values. In addition, as vessels grow older, they generally decline in value. These
factors will affect the value of our vessels. Declining tanker values could affect our ability to raise cash by limiting our
ability to refinance our vessels, thereby adversely impacting our liquidity, or result in a breach of our loan covenants,
which could result in defaults under our Credit Facility. Due to the cyclical nature of the tanker market, if for any
reason we sell vessels at a time when tanker prices have fallen, the sale may be at less than the vessel's carrying
amount on our financial statements, with the result that we would also incur a loss and a reduction in earnings. Any
such reduction could result in a lower price of our common shares.
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 a
risk of damage or loss because of events such as mechanical failure, collision, human error, war, terrorism, piracy,
cargo loss and bad weather. 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,
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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.
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International shipping is subject to various security and customs inspections and related procedures in countries of
origin and destination and trans-shipment points.  Inspection procedures can result in the seizure of the cargo and/or
our vessels, delays in 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.
International geopolitical events could affect our results of operations and financial condition.
Continuing conflicts in the Middle East and North Africa, may lead to additional acts of terrorism and armed conflict
around the world, which may contribute to further economic instability in the global financial markets. These
uncertainties could also adversely affect our ability to obtain financing on terms acceptable to us or at all. In the past,
political conflicts have also resulted in attacks on vessels, 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, or the perception that our vessels are potential terrorist targets, could have a material adverse impact on
our operating results, revenues, costs and ability to pay dividends in amounts anticipated or at all.
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 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.
From time to time, our vessels call on ports located in countries that are subject to restrictions imposed by the U.S. or
other governments, which could adversely affect our reputation and the market for our common stock.
From time to time, vessels in our fleet call on ports located in countries subject to sanctions and embargoes imposed
by the U.S. government and countries identified by the U.S. government as state sponsors of terrorism, such as Sudan.
We have not been involved in business to and from Cuba, Syria, Iran, Crimea or North Korea during the period
January 1 through December 31, 2017. Our vessels may, on charterers' instructions, call on ports in Sudan.  We
emphasize that neither the vessels nor the Company employs U.S. citizens and does not carry U.S.-origin cargoes in
connection with the business in the port of Bashayer in North Sudan.  During 2017, four vessels owned by the
Company made six calls to North Sudan for the year ended December 31, 2017. All of these calls involved loading of
oil cargoes in the North Sudanese port of Bashayer to be carried to international locations outside of the United States
pursuant to voyage charters with non-U.S. charterers.
The U.S. 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. With effect from July 1, 2010, the U.S. enacted the Comprehensive Iran
Sanctions Accountability and Divestment Act, or CISADA, which expanded the scope of the Iran Sanctions Act.
Among other things, CISADA expands the application of the prohibitions to 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. In addition, on May 1, 2012, President
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 contacts with the U.S., 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, or 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 U.S. to impose five or more sanctions from Section 6(a) of the Iran Sanctions
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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. In January 2013, the United States enacted the Iran Freedom and Counter Proliferation
Act of 2012 (the "IFCPA") which expanded the scope of United States sanctions on any person that is part of Iran's
energy, shipping or shipbuilding sector and operators of ports in Iran, and imposes penalties on any person who
facilitates or otherwise knowingly provides significant financial, material or other support to these entities.
9
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The United States, United Kingdom, Germany, France, Russia, and China, the European Union, and Iran entered into
an agreement with Iran titled the Joint Comprehensive Plan of Action Regarding the Islamic Republic of Iran's
Nuclear Program, or the JCPOA, which was intended to significantly restrict Iran's ability to develop and produce
nuclear weapons by easing certain sanctions directed toward non-United States persons for conduct involving Iran. 
Pursuant to the JCPOA, which was implemented on January 16, 2016, the United States, the EU and the UN
suspended or lifted a significant number of their nuclear-related sanctions on Iran following an announcement by the
International Atomic Energy Agency that Iran had satisfied its obligations under the JCPOA. On May 8, 2018,
President Trump announced that the United States will withdraw from the JCPOA, resulting in the re-institution of
sanctions against Iran that were lifted or waived under the JCPOA since 2016 and suspended under the JPOA since
2013.  President Trump directed the U.S. Department of Treasury to re-impose shipping and petroleum-related
sanctions after a 180-day wind-down period ends on November 4, 2018.  Certain other sanctions are to be re-imposed
after a 90-day wind-down period ends on August 6, 2018. 

Certain of our charterers or other parties that we have entered into contracts with regarding our vessels may be
affiliated with persons or entities that are the subject of sanctions imposed by the U.S., and EU and/or other
international bodies as a result of the Crimea and Russia conflict in 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.
Although we believe that we have been in compliance with all sanctions and embargo laws and regulations that apply
to us, 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. 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. Additionally, some investors may decide not to invest in our company simply because
we do business with companies that do business in sanctioned countries. The determination by these investors not to
invest in, or to divest from, our common stock may adversely affect the price at which our common stock trades.
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
entering into charters with individuals or entities in countries subject to U.S. sanctions and embargo laws that are not
controlled by the governments of those countries, or engaging in operations associated with those countries pursuant
to contracts with third parties that are unrelated to those countries or entities controlled by their governments. Investor
perception of the value of our common stock may be adversely affected by the consequences of war, the effects of
terrorism, civil unrest and governmental actions in these and surrounding countries.
Company Specific Risk Factors
We operate in a cyclical and volatile industry and cannot guarantee that we will continue to make cash distributions.
We have made cash distributions quarterly since October 1997. It is possible that our revenues could be reduced as a
result of decreases in charter rates or that we could incur other expenses or contingent liabilities that would reduce or
eliminate the cash available for distribution as dividends. Our Credit Facility prohibits the declaration and payment of
dividends if we are in default under the Credit Facility. For more information, please see Item 5. Operating and
Financial Review and Prospectus B. Liquidity and Capital Resources - Our Borrowing Activities. We may not
continue to pay dividends at rates previously paid or at all.  If we do not pay dividends, the market price for our
common shares must appreciate for investors to realize a gain on their investment. This appreciation may not occur
and our common shares may in fact depreciate in value, in part because of any future decreases in or elimination of
our dividend payments.
10
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A decision of our Board of Directors and the laws of Bermuda may prevent the declaration and payment of dividends.
Our ability to declare and pay dividends is subject at all times to the discretion of our board of directors, or the Board,
and compliance with Bermuda law, and may be dependent, among other things, upon our having sufficient available
distributable reserves. For more information, please see Item 8. Financial Information - Dividend Policy. We may not
continue to pay dividends at rates previously paid or at all.
We have antitakeover protections which could prevent a change in our control.
We have antitakeover protections which could prevent a change in our control. For example, on June 16, 2017, our
Board, after the expiration of a previous shareholder rights agreement, adopted a new shareholders rights agreement
and declared a dividend of one preferred share purchase right to purchase one one-thousandth of a Series A
Participating Preferred Share of the Company for each outstanding common share, par value $0.01 per share. The
dividend was payable on June 26, 2017 to shareholders of record on that date. Each right entitles the registered holder
to purchase from us one one-thousandth of a Series A Participating Preferred Share of the Company at an exercise
price of $30.00, subject to adjustment. We can redeem the rights at any time prior to a public announcement that a
person or group has acquired ownership of 15% or more of the Company's common shares. This shareholders rights
plan was designed to enable us to protect shareholder interests in the event that an unsolicited attempt is made for a
business combination with, or a takeover of, the Company. Our shareholders rights plan is not intended to deter offers
that our Board determines are in the best interests of our shareholders.
If we do not identify suitable tankers for acquisition or successfully integrate any acquired tankers, we may not be
able to grow or to effectively manage our growth.
One of our principal strategies is to continue to grow by 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:

· identify suitable tankers and/or shipping companies for acquisitions at attractive prices, which may not be possible if
asset prices rise too quickly,

·manage relationships with customers and suppliers,
· identify businesses engaged in managing, operating or owning tankers for acquisitions or joint ventures,
· integrate any acquired tankers or businesses successfully with our then-existing operations,
·hire, train and retain qualified personnel and crew to manage and operate our growing business and fleet,
· identify additional new markets,
· improve our operating, financial and accounting systems and controls, and
·obtain required financing for our existing and new 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. We may incur unanticipated expenses as an operating
company. It is possible that the number of employees employed by the company, or current operating and financial
systems may not be adequate as we implement our plan to expand the size of our fleet.  Finally, acquisitions may
require additional equity issuances or debt issuances (with amortization payments), both of which could lower
dividends per share. If we are unable to expand or execute the certain aspects of our business or events noted above,
our financial condition and dividend rates may be adversely affected.
If we purchase and operate secondhand vessels, we will be exposed to increased operating costs which 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. We
took delivery of two secondhand vessels in 2014, two secondhand vessels in 2015, and four secondhand vessels in
2016. We may not receive the benefit of warranties from the builders for the secondhand vessels that we acquire direct
from yard.
11
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Even following a physical inspection of secondhand vessels prior to purchase, we do not have the same knowledge
about their condition and cost of any required (or anticipated) repairs that we would have had if these vessels had been
built for and operated exclusively by us. Accordingly, we may not discover defects or other problems with such
vessels prior to purchase. Any such hidden defects or problems, when detected may be expensive to repair, and if not
detected, may result in accidents or other incidents for which we may become liable to third parties. Also, when
purchasing previously owned vessels, we do not receive the benefit of any builder warranties if the vessels we buy are
older than one year.
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.
Governmental regulations, safety and other equipment standards related to the age of vessels may require expenditures
for alterations or the addition of new equipment to some of our vessels and may restrict the type of activities in which
these vessels may engage. We cannot assure you that, as our vessels age, market conditions will justify those
expenditures or enable us to operate our vessels profitably during the remainder of their useful lives. As a result,
regulations and standards could have a material adverse effect on our business, financial condition, results of
operations, cash flows and ability to pay dividends.
If we do not set aside funds and are unable to borrow or raise funds for vessel replacement, at the end of a vessels'
useful life our revenue will decline, which would adversely affect our business, results of operations, financial
condition and ability to pay dividends.
If we do not set aside funds and are unable to borrow or raise funds for vessel replacement, we will be unable to
replace the vessels in our fleet upon the expiration of their remaining useful lives, which we expect to range from 1
year to 25 years, depending on the type of vessel. Our cash flows and income are dependent on the revenues earned by
the chartering of our vessels. If we are unable to replace the vessels in our fleet upon the expiration of their useful
lives, our business, results of operations, financial condition and ability to pay dividends would be adversely affected.
Any funds set aside for vessel replacement will not be available for dividends.
An increase in operating costs would decrease earnings and dividends per share.
Under the charters of all of our operating vessels, we are responsible for vessel operating expenses. Our vessel
operating expenses include the costs of crew, lube oil, provisions, deck and engine stores, insurance and maintenance
and repairs, 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 drydock repairs are unpredictable and can be
substantial. Increases in any of these expenses would decrease earnings and dividends per share.
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 crude and petroleum products is extremely competitive.
Competition arises primarily from other tanker owners, including major oil companies as well as independent tanker
companies, some of whom have substantially greater resources than we do. Competition for the transportation of oil
and oil products can be intense and depends on price, location, size, age, condition and the acceptability of the tanker
and its operators to the charterers. We will have to compete 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.
We are exposed to the offshore supply market through our equity method investment in Nordic American Offshore
Ltd.
We have an equity method investment in Nordic American Offshore Ltd, or NAO, where as of December 31, 2017 we
owned 16.1 % of their common shares. A portion of our income or loss relates to NAO's operations. Demand for
NAO's services depends on activity in offshore oil and natural gas exploration, development and production. The
levels of which have historically been characterized by high volatility.
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Currently NAO is operating in a challenging market, and a prolonged lack of investment in offshore and gas
exploration, development and production can have a significant negative impact on our earnings through the equity
method of accounting, NAO's ability to distribute cash dividends and NAO's share price.
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Ineffective internal controls could impact the Company's business and financial results.
The Company's internal control over financial reporting may not prevent or detect misstatements because of its
inherent limitations, including the possibility of human error, the circumvention or overriding of controls, or fraud.
Even effective internal controls can provide only reasonable assurance with respect to the preparation and fair
presentation of financial statements. If the Company fails to maintain the adequacy of its internal controls, including
any failure to implement required new or improved controls, or if the Company experiences difficulties in their
implementation, the Company's business and financial results could be harmed and the Company could fail to meet its
financial reporting obligations.
For example, in connection with management's evaluation of the effectiveness of the Company's internal control over
financial reporting as of December 31, 2017, management determined that the Company did not maintain effective
controls over procedures in relation to evaluating uncertainties about its ability to continue as a going concern in
accordance with ASC 205-40. Management determined that the ineffective controls over going concern constitute a
material weakness. See Item 15: Controls and Procedures, for a discussion of the Company's internal control over
financial reporting, including a discussion of the material weakness. If the new controls being implemented to address
the material weakness and to strengthen the overall internal control over accounting for going concern are not
designed or do not operate effectively, or if the Company is unsuccessful in implementing or following these new
processes or is otherwise unable to remediate this material weakness, this may result in untimely or inaccurate
reporting of the Company's financial condition or results of operations.
Risks Related to our Indebtedness
The incurrence of indebtedness to refinance our existing Credit Facility may impact our financial position and subject
us to additional financial and operating restrictions.

On November 28, 2017, we entered into a fully underwritten commitment letter with DNB Bank ASA, providing for a
senior secured loan facility of up to $375.0 million, or the Backstop Facility, to support the recapitalization of the
Company. The facility agreement was signed on December 20, 2017. The facility is not intended to be drawn and is
expected to be cancelled when the recapitalization has been completed. Upon completion of the plan to recapitalize
the Company, we plan to fully repay the existing Credit Facility and enter into a new revolving credit facility that will
be part of our new capital structure. An unsecured bond is also expected to be part of the recapitalization package. If
we are unable to raise capital on acceptable terms, we may need to rely on our Backstop Facility, which may result in
substantially higher borrowing costs and a shorter maturity than those from other anticipated financing alternatives. In
addition, the Backstop Facility may include more restrictive negative covenants and financial covenants than the
proposed unsecured bonds and new revolving credit facility. Under the terms of the Backstop Facility, the lender has
the right at any time from January 8 to December 31, 2018 to require us to proceed with an offering of senior secured
high yield bonds of up to $375.0 million or senior unsecured high yield bonds of up to $200.0 million, each with terms
and pricing parameters as set forth in the Backstop Facility, which bonds may carry a higher interest rate than the
Backstop Facility.

The incurrence of indebtedness will subject us to additional financial and operating covenants, which may limit our
flexibility in responding to our business needs and to continue the way in which we operate our business. A prolonged
unfavorable charter rate environment, material declines in vessel values, unanticipated capital expenditures and other
unexpected non-recurring items could impact our ability to service our debt and comply with covenants. If we are not
able to maintain compliance with stated financial covenants or if we breach other covenants in any debt agreement, we
could be in default under such agreement. Such a default may allow our creditors to accelerate the related
indebtedness and may result in the acceleration of any other indebtedness to which a cross-acceleration or
cross-default provision applies, and to foreclose on the collateral securing such indebtedness, which could constitute
all or substantially all of our assets.
Our overall leverage and terms of our financing may, among other things, limit our ability to:

·pay dividends and make capital expenditures;
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·create or allow to subsist any security interest over any of our vessels;

·change the flag, class or management of our vessels or terminate or materially amend the management agreement
relating to each vessel;

·sell our vessels;
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·merge or consolidate with, or transfer all or substantially all of our assets to another person;

·obtain additional financing in the future for working capital, capital expenditures and acquisitions;

·satisfy our obligations under the terms of our indebtedness;

·refinance our indebtedness on terms acceptable to us or at all;

·enter into a new line of business or adjust to changing business and market conditions, increasing our vulnerability to
general adverse economic and industry conditions; and

·          maintain adequate liquidity.

We are limited in our ability to make dividend payments due to the terms of our debt. Under the terms of the
amendments to our Credit Facility we can distribute a maximum dividend of $4.3 million in the aggregate or $0.03 per
share per quarter, subject to a corresponding amount being repaid under the Credit Facility. Additionally, under the
Backstop Facility, we will be limited to paying dividends, during the period before the Backstop Facility is cancelled,
in an amount equal to the lower of $5.0 million in the aggregate or $0.03 per share per quarter.
Servicing our debt limits funds available for other purposes and if we cannot service our debt, we may lose our
vessels.
Borrowing under the Credit Facility requires us to dedicate a part of our cash flow from operations to paying interest
on our indebtedness. These payments limit funds available for working capital, capital expenditures and other
purposes, including making distributions to shareholders and further equity or debt financing in the future. Amounts
borrowed under the Credit Facility 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. In addition, our current policy is not to accumulate cash, but rather to
distribute our available cash to shareholders. If we do not generate or reserve enough cash flow from operations to
satisfy our debt obligations, we may have to undertake alternative financing plans, such as:
·seeking to raise additional capital;
·refinancing or restructuring our debt;
·selling tankers or other assets; or
·reducing or delaying capital investments.
However, these alternative financing plans, 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 the Credit Facility, 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 securing that debt, which constitutes our entire fleet.
Our Credit Facility contains restrictive covenants which limit our liquidity and corporate activities, which could
negatively affect our growth and cause our financial performance to suffer.
The Credit Facility imposes operating and financial restrictions on us. These restrictions may limit our ability to:

·pay dividends and make capital expenditures if we do not repay amounts drawn under the Credit Facility or if we are
otherwise in default under the Credit Facility;

·create or allow to subsist any security interest over any of our vessels;

·change the flag, class or management of our vessels or terminate or materially amend the management agreement
relating to each vessel;

·sell our vessels;
·merge or consolidate with, or transfer all or substantially all of our assets to another person; or
·enter into a new line of business.
14
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Our lenders' interests may be different from ours and we may not be able to obtain our lenders' permission when
needed. This may limit our ability to pay dividends to you, finance our future operations or capital requirements, make
acquisitions or pursue business opportunities.
Such operating and financial restrictions include, or may in the future include, a requirement on us to maintain
specified financial ratios and satisfy financial covenants, including ratios and covenants based on the market value of
the vessels in our fleet.
Events beyond our control, including changes in the economic and business conditions in the shipping markets in
which we operate, may affect our ability to comply with these covenants. Should our charter rates or vessel values
materially decline in the future, we may be required to take action to reduce our debt or to act in a manner contrary to
our business objectives to meet any such financial ratios and satisfy any such financial covenants. We cannot assure
you that we will meet these ratios or satisfy these covenants or that our lenders will waive any failure to do so.  A
breach of any of the covenants in, or our inability to maintain the required financial ratios under our debt agreements
would prevent us from borrowing additional money under debt agreements and could result in a default under our
Credit Facility or future debt agreements into which we may enter.  If a default occurs under our Credit Facility or any
debt agreement which we may enter into in the future, the lenders could elect to declare the outstanding debt, together
with accrued interest and other fees, to be immediately due and payable and foreclose on the collateral securing that
debt, which could constitute all or substantially all of our assets.
In 2017 we entered into amendments to the credit agreement for our Credit Facility modifying certain of our financial
covenants until December 31, 2018 and the Company has entered into further amendments to the Credit Facility in
2018. Under the revised terms of the credit agreement, we are unable to draw further on the Credit Facility and our
margin is increased to 6.0% from January 1, 2018. We can distribute a maximum dividend of $0.03 per share or $4.3
million in the aggregate, subject to a corresponding amount being repaid under the Credit Facility. Additionally, the
Company undertakes to not make new investments, excluding the Newbuildings, as defined below, except for
investments made in connection with normal maintenance of the vessels.  As of December 31, 2017 we were in
compliance with the covenants of our Credit Facility, as waived or amended.
Although we have received waivers lowering our covenant requirements, should our charter rates, market
capitalization or vessel values materially decline further in the future, we may be required to take action to reduce our
debt or to act in a manner contrary to our business objectives to meet any such financial ratios and satisfy any such
financial covenants.
Volatility in LIBOR rates could affect our profitability, earnings and cash flow.
Interest in most loan agreements in our industry, including our Credit Facility, is based on published London
Interbank Offered Rates, or LIBOR. Amounts borrowed under our Credit Facility bear interest at an annual rate equal
to LIBOR plus a margin. Volatility in LIBOR rates will affect the amount of interest payable on amounts that we
drawdown from our Credit Facility, which in turn, would have an adverse effect on our profitability, earnings and cash
flow.
We are subject to certain risks with respect to our counterparties on contracts, and failure of such counterparties to
meet their obligations could cause us to suffer losses or negatively impact our results of operations and cash flows.
We have entered into various contracts, including charter agreements with our customers, and our Credit Facility and
from time to time, we may enter into newbuilding contracts. Such agreements subject us to counterparty risks. The
ability of each of our counterparties to perform its obligations under a contract 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 maritime and offshore industries, the overall financial condition of the counterparty, charter rates received for
specific types of vessels, and various expenses. For example, the combination of a reduction of cash flow resulting
from declines in world trade, a reduction in borrowing bases under reserve-based credit facilities and the lack of
availability of debt or equity financing may result in a significant reduction in the ability of our charterers to make
charter payments to us. In addition, in depressed market conditions, our charterers and customers may no longer need
a vessel that is currently under charter or contract or may be able to obtain a comparable vessel at lower rates. As a
result, charterers and customers may seek to renegotiate the terms of their existing charter parties or avoid their
obligations under those contracts. Should a counterparty fail to honor its obligations under agreements with us, we
could sustain significant losses which could have a material adverse effect on our business, financial condition, results
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of operations and cash flows. As a result, 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 comply with covenants in our Credit Facility.
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Delays or defaults by the shipyards in the construction of our Newbuildings could increase our expenses and diminish
our net income and cash flows.
We have contracted with Samsung Heavy Industries Co. Ltd., or Samsung, for the construction of three Suezmax
newbuildings that are currently under construction with expected delivery in 2018. Vessel construction projects are
generally subject to risks of delay that are inherent in any large construction project, which may be caused by
numerous factors, including shortages of equipment, materials or skilled labor, unscheduled delays in the delivery of
ordered materials and equipment or shipyard construction, failure of equipment to meet quality and/or performance
standards, financial or operating difficulties experienced by equipment vendors or the shipyard, unanticipated actual
or purported change orders, inability to obtain required permits or approvals, design or engineering changes and work
stoppages and other labor disputes, adverse weather conditions or any other events of force majeure. Failure to
construct or deliver the ship by the shipyard or any significant delays could increase our expenses and diminish our
net income and cash flows.
Our insurance may not be adequate to cover our losses that may result from our operations due to the inherent
operational risks of the tanker industry.
We carry insurance to protect us against most of the accident related risks involved in the conduct of our business,
including marine hull and machinery insurance, protection and indemnity insurance, which includes pollution risks,
crew insurance and war risk insurance. However, we may not be adequately insured to cover losses from our
operational risks, which could have a material adverse effect on us. Additionally, our insurers may refuse to pay
particular claims and our insurance may be voidable by the insurers if we take, or fail to take, certain action, such as
failing to maintain certification of our vessels with applicable maritime regulatory organizations. Any significant
uninsured or under-insured loss or liability could have a material adverse effect on our business, results of operations,
cash flows and financial condition and our ability to pay dividends. In addition, we may not be able to obtain adequate
insurance coverage at reasonable rates in the future during adverse insurance market. Any loss of a vessel or extended
vessel off-hire, due to an accident or otherwise, could have a material adverse effect on our business, results of
operations and financial condition and our ability to pay dividends.
The operation of tankers involve certain unique operational risks.
The operation of tankers has unique operational risks associated with the transportation of oil.  An oil spill may cause
significant environmental damage, and a catastrophic spill could exceed the insurance coverage available. 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 transported in tankers.
Further, our vessels and their cargoes will be at risk of being damaged or lost because of events such as marine
disasters, bad weather and other acts of God, business interruptions caused by mechanical failures, grounding, fire,
explosions and collisions, human error, war, terrorism, piracy 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, the payment of ransoms, environmental damage,
higher insurance rates, damage to our customer relationships and market disruptions, delay or rerouting.
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 at all or
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 relative to our vessels' positions. The loss of earnings while these vessels are forced to wait for space or to
travel 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, cash flows and ability to pay
dividends.
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Because some of our expenses are incurred in foreign currencies, we are exposed to exchange rate fluctuations, which
could negatively affect our results of operations.
The charterers of our vessels pay us in U.S. dollars. While we mostly incur our expenses in U.S. dollars, we may incur
expenses in other currencies, most notably the Norwegian Kroner. Declines in the value of the U.S. dollar relative to
the Norwegian Kroner, or the other currencies in which we may incur expenses in the future, would increase the U.S.
dollar cost of paying these expenses and thus would affect our results of operations.
We may have to pay tax on United States source income, which would reduce our earnings.
Under the United States Internal Revenue Code of 1986, as amended, or the Code, 50% of the gross shipping income
of a vessel owning or chartering corporation, such as ourselves, attributable to transportation that begins or ends, but
that does not both begin and end, in the United States will be characterized as U.S. source shipping income and such
income is subject to a 4% United States federal income tax, without the benefit of deductions, unless that corporation
is entitled to a special tax exemption under the Code which applies to income derived by certain non-United States
corporations from the international operations of ships. We believe that we currently qualify for this statutory tax
exemption and we have taken, and will continue to take, this position on the Company's United States federal income
tax returns. However, there are several risks that could cause us to become subject to tax on our United States source
shipping income. Due to the factual nature of the issues involved, we can give no assurances as to our tax-exempt
status for our future taxable years.
If we are not entitled to this statutory tax exemption for any taxable year, we would be subject for any such year to a
4% U.S. federal income tax on our U.S. source shipping income, without the benefit of deductions. The imposition of
this tax could have a negative effect on our business and would result in decreased earnings available for distribution
to our shareholders.
If the United States Internal Revenue Service were to treat us as a "passive foreign investment company," that could
have adverse tax consequences for United States shareholders.
A foreign corporation is treated as a "passive foreign investment company," or PFIC, for United States federal income
tax purposes, if either (1) at least 75% of its gross income for any taxable year consists of certain types of "passive
income" or (2) at least 50% of the average value of the corporation's assets produce or are held for the production of
those types of passive income. For purposes of these tests, cash is treated as an asset that produces passive income,
and passive income includes dividends, interest, and gains from the sale or exchange of investment property and rents
and royalties other than rents and royalties which are received from unrelated parties in connection with the active
conduct of a trade or business. Income derived from the performance of services does not constitute passive income.
United States shareholders of a PFIC may be subject to a disadvantageous United States federal income tax regime
with respect to the distributions they receive from the PFIC and the gain, if any, they derive from the sale or other
disposition of their shares in the PFIC.
We believe that we ceased to be a PFIC beginning with the 2005 taxable year. Based on our current and expected
future operations, we believe that we are not currently a PFIC, nor do we anticipate that we will become a PFIC for
any future taxable year. As a result, non-corporate United States shareholders should be eligible to treat dividends paid
by us in 2006 and thereafter as "qualified dividend income" which is subject to preferential tax rates.
We expect to derive more than 25% of our income each year from our spot chartering or time chartering activities. We
also expect that more than 50% of the value of our assets will be devoted to our spot chartering and time chartering.
Therefore, since we believe that such income will be treated for relevant United States federal income tax purposes as
services income, rather than rental income, we have taken, and will continue to take, the position that such income
should not constitute passive income, and that the assets that we own and operate in connection with the production of
that income, in particular our vessels, should not constitute assets that produce or are held for the production of
passive income for purposes of determining whether we are a PFIC in any taxable year.
There is, however, no direct legal authority under the PFIC rules addressing our method of operation. We believe
there is substantial legal authority supporting our position consisting of case law and United States Internal Revenue
Service, or IRS, pronouncements concerning the characterization of income derived from time charters and voyage
charters as services income rather than rental income for other tax purposes. However, there is also authority which
characterizes time charter income as rental income rather than services income for other tax purposes.  Accordingly,
no assurance can be given that the IRS or a court of law will accept our position, and there is a risk that the IRS or a
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court of law could determine that we are a PFIC. Moreover, no assurance can be given that we would not constitute a
PFIC for any future taxable year if there were to be changes in the nature and extent of our operations.
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If the IRS or a court of law were to find that we are or have been a PFIC for any taxable year beginning with the 2005
taxable year, our United States shareholders who owned their shares during such year would face adverse United
States federal income tax consequences and certain information reporting obligations. Under the PFIC rules, unless
those United States shareholders made or make an election available under the Code (which election could itself have
adverse consequences for such United States shareholders), such United States shareholders would be subject to
United States federal income tax at the then highest income tax rates on ordinary income plus interest upon excess
distributions (i.e., distributions received in a taxable year that are greater than 125% of the average annual
distributions received during the shorter of the three preceding taxable years or the United States shareholder's holding
period for our common shares) and upon any gain from the disposition of our common shares, as if the excess
distribution or gain had been recognized ratably over the United States shareholder's holding period of our common
shares. In addition, non-corporate United States shareholders would not be eligible to treat dividends paid by us as
"qualified dividend income" if we are a PFIC in the taxable year in which such dividends are paid or in the
immediately preceding taxable year.
Risks Relating to Investing in Our Common Shares
Our common share price may be highly volatile and future sales of our common shares could cause the market price
of our common shares to decline.
The market price of our common shares has historically fluctuated over a wide range and may continue to fluctuate
significantly in response to many factors, such as actual or anticipated fluctuations in our operating results, changes in
financial estimates by securities analysts, economic and regulatory trends, general market conditions, rumors and
other factors, many of which are beyond our control. Since 2008, the stock market has experienced extreme price and
volume fluctuations. If the volatility in the market continues or worsens, it could have an adverse effect on the market
price of our common shares and impact a potential sale price if holders of our common shares decide to sell their
shares.
Because we are a foreign corporation, you may not have the same rights that a shareholder in a U.S. corporation may
have.
We are incorporated in the Islands of Bermuda. Our memorandum of association, bye-laws and the Companies Act,
1981 of Bermuda (the "Companies Act"), govern our affairs. The Companies Act does not as clearly establish your
rights and the fiduciary responsibilities of our directors as do statutes and judicial precedent in some U.S.
jurisdictions. Therefore, you may have more difficulty in protecting your interests as a shareholder in the face of
actions by the management, directors or controlling shareholders than would shareholders of a corporation
incorporated in a United States jurisdiction. There is a statutory remedy under Section 111 of the Companies Act
which provides that a shareholder may seek redress in the courts as long as such shareholder can establish that our
affairs are being conducted, or have been conducted, in a manner oppressive or prejudicial to the interests of some part
of the shareholders, including such shareholder.
We are incorporated in Bermuda and it may not be possible for our investors to enforce U.S. judgments against us.
We are incorporated in the Islands of Bermuda. Substantially all of our assets are located outside the U.S. In addition,
most of our directors and officers are non-residents of the U.S., and all or a substantial portion of the assets of these
non-residents are located outside the U.S. As a result, it may be difficult or impossible for U.S. investors to serve
process within the U.S. upon us, or our directors and officers or to enforce a judgment against us for civil liabilities in
U.S. courts. In addition, you should not assume that courts in the countries in which we are incorporated or where our
are located (1) would enforce judgments of U.S. courts obtained in actions against us based upon the civil liability
provisions of applicable U.S. federal and state securities laws or (2) would enforce, in original actions, liabilities
against us based on those laws.
ITEM 4. INFORMATION ON THE COMPANY
A.History and Development of the Company
Nordic American Tankers Limited was founded on June 12, 1995 under the name Nordic American Tanker Shipping
Limited and organized under the laws of the Islands of Bermuda. We maintain our principal offices at LOM Building,
27 Reid Street, Hamilton HM 11, Bermuda. Our telephone number at such address is (441) 292-7202.
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We are an international tanker company originally formed for the purpose of acquiring and chartering three
double-hull Suezmax tankers that were built in 1997. Our fleet currently consists of 33 vessels, including three
Suezmax newbuildings currently under construction at Samsung Heavy Industries Co. Ltd., or Samsung, each
approximately 157,000 deadweight tons, or dwt, which we refer to as the Newbuildings.  We expect that our fleet will
expand over time despite the short-term plan of selling vessels. The vessels in our fleet are homogenous and
interchangeable, which is a business strategy we refer to as the "Nordic American System".  Our common shares trade
under the symbol "NAT" on the New York Stock Exchange, or the NYSE.
In January 2013, we acquired Scandic American Shipping Ltd, or Scandic, and NAT Chartering (formerly Orion
Tankers Ltd), or NATC, as wholly-owned subsidiaries. Accordingly, the financial statements contained herein are
presented on a consolidated basis for us and our subsidiaries, which we refer to as the Company or the Group.
The Nordic American System:
It is essential for us to have an operating model that is sustainable in both a weak and a strong tanker market, which
we believe differentiates us from other publicly traded tanker companies. The Nordic American System is transparent
and predictable. As a general policy, we have a conservative risk profile. Our dividend payments are important for our
shareholders, and at the same time we recognize the need to expand our fleet when conditions are advantageous to us.
Our 33 tankers are all Suezmaxes, which have a carrying capacity of one million barrels of oil, are highly versatile,
and are able to be utilized on most long-haul trade routes. A homogenous fleet streamlines operating and
administration costs, which helps keep our cash-breakeven point low.
Growth is a central element of the Nordic American System.  It is essential that we grow accretively, which means
that over time our transportation capacity increases more on a percentage basis than our share count.
Our valuation in the stock market should not be based upon net asset value (NAV), a measure that only is linked to the
steel value of our ships. We have our own ongoing system value with a homogenous fleet.
We pay our dividends from cash on hand. As of December 31, 2017 we have a cash break-even level of about $12,200
per day per vessel, which we consider low in the industry. The cash break-even rate is the amount of average daily
revenue our vessels would need to earn in order to cover our vessel operating expenses, cash general and
administrative expenses, interest expense and all other cash charges.
On August 12, 2014, we distributed,  a dividend in kind to our shareholders of 669,802 shares of Nordic American
Offshore Ltd. (NYSE: NAO), or NAO, which we acquired in a private placement conducted in connection with
NAO's establishment in November 2013.
On April 11, 2014, we issued 13,800,000 shares at $8.62 per share in an underwritten registered follow-on offering.
The net proceeds of the offer were primarily used to acquire two new vessels.
In May 2014, we announced the acquisition of two secondhand Suezmax tankers, the Nordic Sprinter and
Nordic Skier at an average purchase price of $36.5 million per vessel. We took delivery of the Nordic Sprinter in July
2014 and we took delivery of the Nordic Skier in August 2014.
In December 2014, we entered into final contracts with Sungdong Shipbuilding & Marine Engineering Co. Ltd. for
the construction of two Suezmax tankers. The two contracted newbuildings were purchased for approximately $65.0
million per vessel and we took delivery of the Nordic Star in September 2016 and the Nordic Space in February 2017.
In July 2015, we announced the acquisition of two secondhand Suezmax tankers, the Nordic Light and Nordic Cross
at a purchase price of $61.1 million per vessel. We took delivery of the Nordic Light in September 2015 and we took
delivery of the Nordic Cross in August 2015.
In December 2015, we agreed to refinance and extend the $430.0 million revolving credit facility that we entered into
in October 2012 with the banking group consisting of DNB Bank ASA, Nordea Bank Norge ASA and Skandinaviska
Enskilda Banken AB (publ), or our Credit Facility. Under this agreement, our Credit Facility was increased to $500.0
million and the maturity date was extended from 2017 to 2020. For more information, please see Item 5 Operating and
Financial Review and Prospects - B. Liquidity and Capital Resources - Our Borrowing Activities.
In May 2016, we announced the acquisition of four secondhand Suezmax tankers, Nordic Luna, Nordic Castor,
Nordic Sirius and Nordic Pollux. Nordic Luna, Nordic Castor and Nordic Sirius were delivered to us in June 2016 and
Nordic Pollux was delivered to us in July 2016.
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On September 30, 2016, we sold 12,650,000 common shares at a price of $10.00 per share in an underwritten
registered follow-on offering. The net proceeds of the offering were primarily used to pay for the deposits for our
three Newbuildings and for general corporate purposes.
In March 2017, NAO completed a follow-on offering of its common shares in which NAT participated, purchasing
approximately $10.0 million worth of NAO shares. Following the investment, NAT owned 22.6% of NAO. As a
consequence of the reduced holdings from 29.1% to 22.6% in NAO, NAT recorded a dilution charge (non-cash) of
$2.6 million in the first quarter of 2017. Our Chairman, President and CEO, together with his immediate family
participated in the above offering, purchasing approximately $2.0 million of NAO shares.
On June 16, 2017, our Board declared a dividend of one preferred share purchase right, or a Right, for each
outstanding common share and adopted a shareholder rights plan, as set forth in the Shareholders Rights Agreement
dated as of June 16, 2017, or the Rights Agreement, by and between the Company and Computershare Trust
Company, N.A., as rights agent.
On August 31, 2017, we paid a dividend, which included a cash dividend of $0.10 per share and a distribution of an
aggregate of 4,024,745 common shares of NAO, which were owned by the Company. Each of our shareholders that
held 250 or more of our common shares received one NAO common share per 24.4 NAT common shares, which we
recognized at a cash value of $0.05 per share. Fractional shares were compensated by a cash dividend based on the
closing price of NAO shares on the NYSE as of July 20, 2017, which was $1.22. Each of our shareholders that held
249 or fewer shares received an additional cash dividend of $0.05 per common share. In connection to the above
distribution of NAO shares, we recorded a loss of $0.7 million. Following this distribution, we owned 16.1% of the
outstanding common shares of NAO.
Recapitalization
On November 28, 2017, we entered into a fully underwritten commitment letter with DNB Bank ASA, providing for a
senior secured loan facility of up to $375.0 million, or the Backstop Facility, to support the recapitalization of NAT
with the objective of retiring the Credit Facility. The facility agreement was signed on December 20, 2017. The
recapitalization is intended to encompass the equity of $110.0 million raised in December 2017, a large secured bond
or a new revolving credit facility and an unsecured bond offering.
The Backstop Facility is providing for a senior secured loan facility of up to $375.0 million to support the
recapitalization of the Company. The Backstop Facility is available for drawing from July 1, 2018. Further, the
facility, if utilized and not repaid, will be rolled into a term loan on January 1, 2019 with maturity on November 30,
2020. The Backstop Facility will have no amortization until December 31, 2018, upon and following which date the
principal of the loan must be repaid in quarterly instalments of $10.0 million. In May 2018 the Board
authorized management to sell two vessels. A sale will also  improve the cash balance of the Company. In addition,
the Board has authorized that the Company may further adjust the size of the fleet.
We are evaluating different options for the final steps of the recapitalization program. We are in discussions with the
lenders to either issue and sell a large secured bond or enter into a new Revolving Credit Facility of $250.0 million
together with the issuance of an unsecured bond for $150.0 million. We expect these measures to be completed by the
end of the second quarter of 2018. Upon securing this financing it is not expected to draw down on the Backstop
Facility as described above.
On December 1, 2017, we announced our final agreements for the financing of the outstanding commitments of $39.0
million per ship, due on delivery, for our Newbuildings with a subsidiary of Ocean Yield ASA. The three
Newbuildings are expected to be delivered in July, August and October 2018, respectively. Under the terms of the
financing agreement, the lender will pay 77.5% of the purchase price for each of the three Newbuildings.
On May 4, 2018 we executed an amendement to the Credit Facility expiring on December 31, 2018.
For more information please see Item 5.B. Liquidity and Capital Resources with regard to the above described
transactions.
On December 14, 2017, we sold 40,000,000 common shares at a price of $2.75 per share in an underwritten registered
follow-on offering.  The net proceeds of the offering were primarily used to repay outstanding amounts under our
Credit Facility, which matures in December 2020 and currently has an interest rate of LIBOR plus 6.0%, general
corporate purposes and expansion of our fleet.
As of the date of this annual report, we have 141,969,666 common shares issued and outstanding.
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B.Business Overview
Our Fleet
Our fleet currently consists of 33 Suezmax crude oil tankers, 31 of which were built, or are currently under
construction, in Korea. The majority of our vessels are employed in the spot market, together with five vessels
currently on longer term time charter agreements. The vessels are considered homogenous and interchangeable as they
have approximately the same freight capacity and ability to transport the same type of cargo.

Vessel Built
Deadweight
Tons Delivered

Nordic Harrier 1997 151,459 1997
Nordic Hawk 1997 151,475 1997
Nordic Hunter 1997 151,401 1997
Nordic Voyager 1997 149,591 2004
Nordic Fighter 1998 153,328 2005
Nordic Freedom 2005 159,331 2005
Nordic Discovery 1998 153,328 2005
Nordic Saturn 1998 157,331
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