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EXPLANATORY NOTE

Euroseas Ltd. (the "Company") is filing this Amendment No. 1 (the "Amendment") to the Company's Annual Report
on Form 20-F for the year ended December 31, 2017, filed with the Securities and Exchange Commission on April 30,
2018 (the "Original Filing"), solely to: (i) file Exhibit 101 to the Form 20-F in accordance with Rule 405 of
Regulation S-T, which was inadvertently omitted from the Original Filing; (ii) amend "Item 19. Exhibits" to reflect
filing of Exhibit 101; and (iii) indicate a conformed signature on the auditor's report, which was inadvertently omitted
from the Original Filing. Exhibit 101 to this report provides the financial statements and related notes from the Form
20-F formatted in eXtensible Business Reporting Language ("XBRL").

This Amendment speaks as of the filing date of the Original Filing. Other than as expressly set forth above, this
Amendment does not, and does not purport to, amend, update or restate the information in any other item of the
Original Filing, or reflect any events that have occurred after the filing date of the Original Filing.
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FORWARD-LOOKING STATEMENTS

Euroseas Ltd., or 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 annual report contains forward-looking statements. These forward-looking statements include
information about possible or assumed future results of our operations or our performance. Words such as "expects,"
"intends," "plans," "believes," "anticipates," "estimates," and variations of such words and similar expressions are
intended to identify the forward-looking statements. Although we believe that the expectations reflected in such
forward-looking statements are reasonable, no assurance can be given that such expectations will prove to have been
correct. These statements involve known and unknown risks and are based upon a number of assumptions and
estimates which are inherently subject to significant uncertainties and contingencies, many of which are beyond our
control. Actual results may differ materially from those expressed or implied by such forward-looking statements.
Forward-looking statements include, but are not limited to, statements regarding:

-our future operating or financial results;

future, pending or recent acquisitions, joint ventures, business strategy, areas of possible expansion, and expected
“capital spending or operating expenses;

drybulk and container shipping industry trends, including charter rates and factors affecting vessel supply and
'demand;

our financial condition and liquidity, including our ability to obtain additional financing in the future to fund capital
“expenditures, acquisitions and other general corporate activities;

-availability of crew, number of off-hire days, drydocking requirements and insurance costs;

-our expectations about the availability of vessels to purchase or the useful lives of our vessels;

-our expectations relating to dividend payments and our ability to make such payments;

our ability to leverage to our advantage our manager's relationships and reputations in the drybulk and container
“shipping industry;

-changes in seaborne and other transportation patterns;

changes in governmental rules and regulations or actions taken by regulatory
authorities;

-potential liability from future litigation;

-global and regional political conditions;

-acts of terrorism and other hostilities, including piracy; and

-other factors discussed in the section titled "Risk Factors."
WE UNDERTAKE NO OBLIGATION TO PUBLICLY UPDATE OR REVISE ANY FORWARD-LOOKING
STATEMENTS CONTAINED IN THIS ANNUAL REPORT, EXCEPT AS REQUIRED BY LAW, OR THE
DOCUMENTS TO WHICH WE REFER YOU IN THIS ANNUAL REPORT, TO REFLECT ANY CHANGE IN
OUR EXPECTATIONS WITH RESPECT TO SUCH STATEMENTS OR ANY CHANGE IN EVENTS,
CONDITIONS OR CIRCUMSTANCES ON WHICH ANY STATEMENT IS BASED.

1
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PART 1

Item 1. Identity of Directors, Senior Management and Advisers

Not Applicable.

Item 2. Offer Statistics and Expected Timetable

Not Applicable.

Item 3. Key Information

Please note: Throughout this report, all references to "we," "our," "us" and the "Company" refer to Euroseas Ltd. and
its subsidiaries. We use the term deadweight ton, or dwt, in describing the size of vessels. Dwt, expressed in metric
tons, each of which is equivalent to 1,000 kilograms, refers to the maximum weight of cargo and supplies that a vessel
can carry. We use the term twenty-foot equivalent unit, or teu, in describing the size of our containerships in addition
to dwt. Teu, expressed in number of containers, refers to the maximum number of twenty-foot long containers that can
be placed on board. Unless otherwise indicated, all references to "dollars" and "$" in this report are to, and amounts
are presented in, U.S. dollars.

A.Selected Financial Data

SELECTED CONSOLIDATED FINANCIAL DATA

The following table presents selected consolidated financial and other data of Euroseas Ltd. for each of the five years
in the five-year period ended December 31, 2017. The table should be read together with "Item 5. Operating and
Financial Review and Prospects." Excluding fleet data, the selected consolidated financial data of Euroseas Ltd. is a
summary of, is derived from, and is qualified by reference to, our audited consolidated financial statements and notes
thereto, which have been prepared in accordance with U.S. generally accepted accounting principles, or "U.S. GAAP."
Our audited consolidated statements of operations, shareholders' equity and cash flows for the years ended December
31,2015, 2016 and 2017 and the consolidated balance sheets at December 31, 2016 and 2017, together with the notes
thereto, are included in "Item 18. Financial Statements" and should be read in their entirety.

See next page for table of Euroseas Ltd. — Summary of Selected Historical Financials.
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Euroseas Ltd. — Summary of Selected Historical Financials
(in US Dollars except for Fleet Data and number of shares)

Year Ended December 31,

2013 2014 2015 2016 2017
Statement of Operations Data
Voyage revenue 40,850,051 42,586,963 39,656,670 29,789,036 45,117,582
Related party revenue 240,000 240,000 240,000 240,000 240,000
Commissions (1,936,381 ) (2,192,626 ) (2,216,836 ) (1,604,747 ) (2,440,444 )
Net revenue 39,153,670 40,634,337 37,679,834 28,424,289 42,917,138
Voyage expenses (1,537,898 ) (3,963,181 ) (2,312,513 ) (1,291,712 ) (3,960,807 )
Vessel operating expenses (25,191,250 ) (25,279,087) (25,204,593) (18,161,862) (21,911,730)
Other operating income - - - - 499,103
Dry-docking expenses (3,816,699 ) (1,975,590 ) (1,912,407 ) (2,204,784 ) (698,800 )
Vessel depreciation (19,983,772 ) (12,137,445) (10,995,023) (8,788,121 ) (8,372,237 )
Related party management fees (4,891,024 ) (4,894,559 ) (4,151,335 ) (3,179,596 ) (4,042,353 )
Loss on termination and impairment of
shipbuilding contracts - - - (7,050,179 ) -
Other general and administrative
expenses (3,542,619 ) (3,514,636 ) (3,327,061 ) (3,472,422 ) (3,419,363 )
Impairment loss and loss on write-down
of vessels held for sale (78,207,462 ) (3,500,000 ) (1,641,885 ) (5,924,668 ) (4,595,819 )
Net (loss) / gain on sale of vessels (1,935,019 ) - 461,586 10,597 803,811
Operating loss (99,952,073 ) (14,630,161) (11,403,397) (21,638,458) (2,781,057 )
Interest and other financing costs (1,845,776 ) (2,152,187 ) (1,486,534 ) (2,531,999 ) (3,372,269 )
Impairment of other investment - - - 4,421,452 ) -
Interest income 387,292 422,240 26,656 22,330 37,972
Equity loss in joint venture (2,023,191 ) (2,541,775 ) (2,158,393 ) (2,444,627 ) -
Impairment in joint venture - - - (14,071,075) -
Other income 8,921 982,978 973,685 864,158 20,793
Dividends to Series B preferred shares - (1,440,100 ) (1,639,149 ) (1,725,699 ) (1,808,811 )
Net loss attributable to common
shareholders (103,424,827) (19,359,005) (15,687,132) (45,946,822) (7,903,372 )
Loss per share, basic and diluted (22.76 ) (3.53 ) (2.45 ) (5.63 ) (0.71 )
Common stock dividends declared 2,067,570 - - - -
Cash dividends declared per common
share 0.45 - - - -
Preferred stock dividends declared - 1,440,100 1,639,149 1,725,699 1,808,811
Preferred dividends declared per
preferred share - 4481 48.53 48.60 48.48
Weighted average number of shares
outstanding during period, basic and
diluted 4,544,284 5,479,418 6,410,794 8,165,703 11,067,524

3
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Balance Sheet Data

Current assets

Vessels, net

Deferred assets and other long term
assets

Investment in joint venture

Total assets

Current liabilities including current
portion of long term debt

Long term debt, including current
portion

Total liabilities

Preferred shares

Common shares outstanding

Share capital

Total shareholders' equity

Cash Flow Data

Net cash provided by / (used in)
operating activities

Net cash used in investing activities(!)
Net cash (used in) / provided by
financing activities

4

(18,127,144 ) 51,834,441

As of December 31,

2013 2014 2015
16,951,998 30,847,380 21,584,299
105,463,737 111,150,227 88,957,752
7,565,677 7,700,000 4,968,034
21,215,870 18,674,094 16,515,701
156,443,600 190,242,991 172,124,391
18,731,659 25,011,124 19,241,147
45,471,246 53,921,379 40,238,468
51,741,518 59,600,387 44,996,549
- 30,440,100 32,079,249
4,572,325 5,715,731 8,195,760
137,169 171,472 245,873
104,702,082 100,202,504 95,048,593

Year Ended December 31,
2013 2014 2015
4,031,889 (730,277 )

2016

10,444,083
105,584,633

5,911,051

143,693,504
11,174,635

49,916,194
55,781,792
33,804,948
10,876,112
326,283

54,106,764

2016

(2,027,572 ) (832,238
(9,943,064 ) (36,961,303 ) (8,161,339 ) (23,133,556)

(4,034,223 ) 14,131,514

)

Euroseas Ltd. — Summary of Selected Historical Financials (continued)

2017

16,082,368
134,111,715

7,084,267
162,329,561
18,532,597
72,345,804
80,021,604
35,613,759
11,274,126
338,230
46,694,198
2017

7,963,312
(26,146,724 )

22,034,017

11



Edgar Filing: EUROSEAS LTD. - Form 20-F/A

Fleet Data @ 2013 2014 2015 2016 2017
Number of vessels 14.56 14.60 14.74 11.52 14.21
Calendar days 5313 5330 5380 4218 5,188
Available days 5,185 5245 5290 4,071 5,087
Voyage days® 4977 5,131 4988 3926 4,965
Utilization Rate (percent) 96.0 % 978 % 943 % 964 % 97.6 %
(In U.S. dollars per day per vessel)
Average TCE rate 3 7,899 7,528 7487 7,259 8,289
Vessel Operating Expenses 4,741 4,740 4,685 4,306 4,224
Management Fees 921 919 772 754 779
G&A Expenses 639 663 615 823 659
Total Operating Expenses excluding drydocking expenses 6,301 6,322 6,072 5,883 5,662
Drydocking expenses 718 372 355 523 135

(1) Effective January 1, 2017 the Company has adopted of the Accounting Standards Update ("ASU") 2016-18,
"Statement of Cash Flows: Restricted Cash", which requires that a statement of cash flows explains the change during
the period in the total of cash, cash equivalents and amounts generally described as restricted cash or restricted cash
equivalents. Therefore, amounts generally described as restricted cash and restricted cash equivalents should be
included with cash and cash equivalents when reconciling the beginning of period and end of period total amounts
shown on the statement of cash flows. This presentation was retrospectively applied to all periods presented.

(2) For the definition of calendar days, available days, voyage days and utilization rate, see "Item 5.A — Operating
Results".

(3) Time charter equivalent rate, or TCE rate, is determined by dividing voyage revenues less voyage expenses or time
charter equivalent revenue, or TCE revenues, by the number of voyage days during the relevant time period. TCE
revenues, a non-GAAP measure, provides additional meaningful information in conjunction with voyage revenues,
the most directly comparable GAAP measure, because it assists Company management in making decisions regarding
the deployment and use of its vessels and because the Company believes that it provides useful information to
investors regarding the Company's financial performance. TCE revenues and TCE rate are also standard shipping
industry performance measures used primarily to compare period-to-period changes in a shipping company's
performance despite changes in the mix of charter types (i.e., spot charters, time charters and bareboat charters) under
which the vessels may be employed between the periods (see also "Item 5.A — Operating Results"). Our definition of
TCE revenues and TCE may not be comparable to that used by other companies in the shipping industry.

(4) We define voyage days as the total number of days in a period during which each vessel in our fleet was in our
possession net of commercial and operational off-hire days. We use voyage days to measure the number of days in a
period during which vessels actually generate revenues. This definition has been revised starting from April 1, 2017 to
include in voyage days, those days the vessel is sailing for repositioning purposes; all previous periods' voyage days
have been adjusted accordingly.

5
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The following table reflects the reconciliation of TCE revenues to voyage revenues as reflected in the consolidated
statement of operations and our calculation of TCE rates for the periods presented.

Year Ended December 31,
2013 2014 2015 2016 2017
(In U.S. dollars, except for voyage days and TCE rates which are
expressed in U.S. dollars per day)
Voyage revenues 40,850,051 42,586,963 39,656,670 29,789,036 45,117,582
Voyage expenses (1,537,898 ) (3,963,181 ) (2,312,513) (1,291,712) (3,960,807 )
Time Charter Equivalent or TCE Revenues 39,312,153 38,623,782 37,344,157 28,497,324 41,156,775
Voyage days 4,977 5,131 4,988 3,926 4,965
Average TCE rate 7,899 7,528 7,487 7,259 8,289
B.Capitalization and Indebtedness
Not Applicable.
C.Reasons for the Offer and Use of Proceeds
Not Applicable.

D.Risk Factors

Any investment in our common stock involves a high degree of risk. You should consider carefully the following
factors, as well as the other information set forth in this annual report, before making an investment in our common
stock. Some of the following risks relate principally to the industry in which we operate and our business in general.
Other risks relate to the securities market for, and ownership of, our common stock. Any of the described risks could
significantly and negatively affect our business, financial condition, operating results and common stock price. The
following risk factors describe the material risks that are presently known to us.

Industry Risk Factors

The cyclical nature of the shipping industry may lead to volatile changes in freight rates, which may reduce our
revenues and negatively affect our results of operations.

We are an independent shipping company that operates in the drybulk and container shipping industries. Our
profitability is dependent upon the charter rates we are able to charge for our ships. The supply of, and demand for,
shipping capacity strongly influence charter rates. The demand for shipping capacity is determined primarily by the
demand for the types of commodities carried and the distance that those commodities must be moved by sea. The
demand for commodities is affected by, among other things, world and regional economic and political conditions
(including developments in international trade, fluctuations in industrial and agricultural production and armed
conflicts), environmental concerns, weather patterns, and changes in seaborne and other transportation costs. The size
of the existing fleet in a particular market, the number of new vessel deliveries, the scrapping of older vessels and the
number of vessels out of active service (i.e., laid-up, drydocked, awaiting repairs or otherwise not available for hire)
determine the supply of shipping capacity, which is measured by the amount of suitable tonnage available to carry
cargo. The cyclical nature of the shipping industry may lead to volatile changes in freight rates, which may reduce our
revenues and net income.

In addition to the prevailing and anticipated charter rates, factors that affect the rate of newbuilding, scrapping and
laying-up include newbuilding prices, secondhand vessel values in relation to scrap prices, costs of bunkers and other
operating costs, costs associated with classification society surveys, normal maintenance and insurance coverage, the
efficiency and age profile of the existing fleet in the market and government and industry regulation of maritime
transportation practices, particularly environmental protection laws and regulations. These factors influencing the
supply of and demand for shipping capacity are outside of our control, and we may not be able to correctly assess the
nature, timing and degree of changes in industry conditions. Some of these factors may have a negative impact on our
revenues and net income.

6
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Our future profitability will be dependent on the level of charter rates in the international drybulk and container
shipping industry.
The BDI (Baltic Drybulk Index, an index that reflects the average daily equivalent rate of renting a vessel and
operating crew) started 2014 at 2,247 but subsequently declined to approximately 730 in mid-July, followed by a
rebound to above 1,450 at the beginning of November and before retreating to about 780 by the end of the year.
During 2015, the BDI further declined to 509 in mid-February, followed by a rebound to 1,200 in early August and
then a retreat again to 478 by the end of the year. In 2016, the BDI decreased to 290 in mid-February before
rebounding to 715 points in April. The BDI, subsequently, mildly oscillated until the beginning of September when it
started a gradual increase to 1,257 by mid-November before declining to 961 points by the end of 2016. In 2017, the
BDI fell by 27% to 702 points by mid-February 2017. The BDI then rose by 85% reaching a level of 1,296 points by
mid-April. A 37% decline followed through mid-July when the BDI posted a 822 point reading. It then resumed its
upward course posting a 107% rise until early December reaching 1,702. Thereafter, the BDI fell 20% until year-end
when the BDI stood at 1,366. In 2018 the BDI started with a short-lived increase to 1,385 points before reversing
course and ending January at 1,152 points (-17%). In early February, the index continued to decline reaching 1,082
points (-6%) on February 5. It then oscillated in mid-February, followed by a short term rise of 12% reaching 1,212 on
March 6. The BDI's course has, subsequently, reversed reaching 1,016 points (-16%) on April 1, 2018. This volatility
in dry bulk charter rates is due to various factors affecting demand for and supply of vessels, including the lack of
trade financing for purchases of commodities carried by sea, which may result in a significant decline in cargo
shipments, trade disruptions caused by natural disasters, and increased newbuilding deliveries. There is no certainty
that the dry bulk charter market will experience any recovery over the next months and the market could decline from
its current level, especially given the large number of scheduled newbuilding deliveries.
Containership rates ended 2013 at very depressed levels but increased gradually through the period to mid-2015
reaching levels comparable to those seen during the previous peak in mid-2011. However, the second half of the year
2015 saw a decline to the very low levels seen in 2013. In 2016, this declining trend continued, at a milder pace,
reaching, or, for containerships greater than 2000 teu, falling below their 2013 levels, an all-time low. Beginning in
early 2017 containership rates started a recovery. In the second half of the year rates initially stabilized and then
slightly eased. So far in 2018, container charter rates resumed an upward trend, but at a slower pace, and has plateaued
in February. By the end of March 2018 rates reached levels last seen in the second half of 2015, but still remained
below their historical average.
Rates in drybulk or containership markets are influenced by the balance of demand for and supply of vessels and may
remain depressed or decline again in the future. Because the factors affecting the supply of and demand for vessels
are outside of our control and are unpredictable, the nature, timing, direction and degree of changes in industry
conditions are unpredictable, and as a result so are the rates at which we can charter our vessels. In addition, we may
not be able to successfully charter our vessels in the future or renew existing charters at rates sufficient to allow us to
meet our obligations or to pay dividends to our shareholders.
Some of the factors that influence demand for vessel capacity include:

-supply of, and demand for, drybulk commodities and containerized cargo;

changes in the exploration or production of energy resources, commodities, semi-finished and finished consumer

“and industrial products, and the resulting changes in the international pattern of trade;

-global and regional economic and political conditions, including armed conflicts and terrorist activities;

-embargoes and strikes;

-the location of regional and global exploration, production and manufacturing facilities;

-availability of credit to finance international trade;

the location of consuming regions for energy resources, commodities, semi-finished and finished consumer and

“industrial products;

-the distance drybulk and containerized commodities are to be moved by sea;

-environmental and other regulatory developments;

14
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-currency exchange rates;

changes in global production and manufacturing distribution patterns of finished goods that utilize drybulk and other
"containerized commodities;

-changes in seaborne and other transportation patterns; and

-weather and other natural phenomena.

Some of the factors that influence the supply of vessel capacity include:

-the number of newbuilding deliveries;

-the scrapping rate of older vessels;

-the price of steel and other materials;

-port and canal congestion;

-changes in environmental and other regulations that may limit the useful life of vessels;
-vessel casualties;

-the number of vessels that are out of service; and

-changes in global commodity production.

We anticipate that the future demand for our drybulk and container vessels and the charter rates of the corresponding
markets will be dependent upon economic recovery in the United States, Europe and Japan, among other economies,
as well as continued economic growth in China, India and the overall world economy, seasonal and regional changes
in demand and changes to the capacity of the world fleet. The capacity of the world fleet may increase and economic
growth may not continue. Adverse economic, political, social or other developments could also have a material
adverse effect on our business and results of operations.

An over-supply of drybulk carrier and containership capacity may lead to further reductions in charter hire rates and
profitability and may require us to raise additional capital in order to remain compliant with our loan covenants and
affect our ability to pay dividends in the future.

The market supply of drybulk carriers and containerships has been increasing, and the number of both drybulk vessels
and containerships on order reached historic highs in 2014. It remains high by historical standards despite a number of
order cancellations, delivery delays and an increased scrapping rate for drybulk vessels during 2015 and 2016. In 2017
drybulk scrapping rates halved year on year, returning to their 5 year average. The scrapping rate on the containership
market also increased in 2016 after dropping in 2015 due to a short-lived recovery of the market. In 2017
containership scrapping declined year on year, but still remained at historically high levels. If the number of new ships
delivered exceeds the number of vessels being scrapped and lost, vessel capacity will increase. An over-supply of
drybulk carrier and containership capacity may result in a further reduction of charter hire rates. As reported by
industry sources, the containership fleet increased by 2.2% in 2015, 3.2% in 2016 and 2.9% in 2017. So far in 2018,
containership volumes have increased by 1.1%. Specifically, as reported by industry sources, the capacity of the fully
cellular worldwide container vessel fleet, as of April 1, 2018, was approximately 21.155 million teu with
approximately another 2.68 million teu, or about 12.7% of the fleet capacity on order, leading to the possibility that
the growing supply of container vessels may exceed future demand. Similarly, as of April 1, 2018, as reported by
industry sources, the capacity of the worldwide drybulk fleet was approximately 823.6 million dwt with 81.2 million
dwt, or about 9.9% of the present fleet capacity on order. Demolition of the world drybulk fleet has, thus far in 2018,
been soft, less than half its 2017 pace. If the supply of vessel capacity increases but the demand for vessel capacity
does not increase correspondingly, charter rates and vessel values could materially decline.

If such a rate decline occurs upon the expiration or termination of our current charters, we may only be able to
re-charter those vessels at reduced rates or we may not be able to charter these vessels at all. Many of the drybulk
carrier and containership charters we renewed or concluded during 2015, 2016, and the beginning of 2017 were at
unprofitable rates and were entered into because they resulted in lower losses than would have resulted had we put the
vessels in lay-up; charter rates have improved since and reached profitable levels by the end of 2017, however, they
remained volatile and can turn lower again depending on changes of demand for and supply of shipping capacity.
Any inability to enter into more profitable charters may require us to raise additional capital in order to remain
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compliant with our loan covenants and may also affect our ability to pay dividends in the future.
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The market value of our vessels can fluctuate significantly, which may adversely affect our financial condition, cause
us to breach financial covenants, result in the incurrence of a loss upon disposal of a vessel or increase the cost of
acquiring additional vessels.
The value of our vessels may fluctuate, adversely affecting our earnings and liquidity and causing us to breach our
secured credit agreements.
The fair market values of our vessels are related to prevailing charter rates. While the fair market value of vessels and
the freight charter market have a very close relationship as the charter market moves from trough to peak, the time lag
between the effect of charter rates on market values of ships can vary. A decrease in the market values of our vessels
could limit the amount of funds that we can borrow or trigger certain financial covenants under our current or future
credit facilities, and we may incur a loss if we sell vessels following a decline in their market value. Furthermore, a
decrease in the market value of our vessels could require us to raise additional capital in order to remain compliant
with our loan covenants, and could result in the loss of our vessels and adversely affect our earnings and financial
condition.
The market value of our vessels may increase or decrease depending on the following factors:

-general economic and market conditions affecting the shipping industry in general;

-supply of drybulk and container vessels, including newbuildings;

-demand for drybulk and container vessels;

-types and sizes of vessels;

-scrap values;

-other modes of transportation;

-cost of newbuildings;

-technological advances;

-new regulatory requirements from governments or self-regulated organizations;

-competition from other shipping companies; and

-prevailing level of charter rates.

As vessels grow older, they generally decline in value. Due to the cyclical nature of the drybulk and container
shipping industry, if for any reason we sell vessels at a time when prices have fallen, we could incur a loss and our
business, results of operations, cash flow, financial condition and ability to pay dividends could be adversely affected.
In addition, we periodically re-evaluate the carrying amount and period over which vessels are depreciated to
determine if events have occurred that would require modification to such assets' carrying values or their useful lives.
A determination that a vessel's estimated remaining useful life or fair value has declined below its carrying amount
could result in an impairment charge against our earnings and a reduction in our shareholders' equity.

Our secured loan agreements, which are secured by mortgages on our vessels, contain various financial covenants.
Any change in the assessed market value of any of our vessels might also cause a violation of the covenants of each
secured credit agreement, which, in turn, might restrict our cash and affect our liquidity. Among those covenants are
requirements that relate to our net worth, operating performance and liquidity. For example, there is a minimum
equity ratio requirement that is based, in part, upon the market value of the vessels securing the loans, as well as
requirements to maintain a minimum ratio of the market value of our vessels mortgaged thereunder to our aggregate
outstanding balance under each respective loan agreement. If the assessed market value of our vessels declines below
certain thresholds, we may violate these covenants and may incur penalties for breach of our credit agreements. For
example, these penalties could require us to prepay the shortfall between the assessed market value of our vessels and
the value of such vessels required to be maintained pursuant to the secured credit agreement, or to provide additional
security acceptable to the lenders in an amount at least equal to the amount of any shortfall. If we are unable to pledge
additional collateral, our lenders could accelerate our debt and foreclose on our fleet. Furthermore, we may enter into
future loans, which may include various other covenants, in addition to the vessel-related ones, that may ultimately
depend on the assessed values of our vessels. Such covenants could include, but are not limited to, maximum fleet
leverage covenants and minimum fair net worth covenants.

9
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A decrease in the level of imports of raw materials and other commodities will reduce demand for our ships and, in
turn, harm our business, results of operations and financial condition.

The employment of our vessels and our revenues depend on the international shipment of raw commodities primarily
to China, Japan, South Korea and Europe from North and South America, India and Australia. Any reduction in or
hindrance to the demand for such materials could negatively affect demand for our vessels and, in turn, harm our
business, results of operations and financial condition. For instance, the government of China has implemented
economic policies aimed at reducing the consumption of coal which may, in turn, result in a decrease in shipping
demand.

Our international operations expose us to the risk that increased trade protectionism will harm our business. If global
economic challenges exist, governments may turn to trade barriers to protect their domestic industries against foreign
imports, thereby depressing shipping demand. In particular, the leaders of the United States have indicated the United
States may seek to implement more protective trade measures, and even remove the country from multilateral trading
fora. Increasing trade protectionism in the markets that our customers serve has caused and may continue to cause an
increase in (a) the cost of goods exported from Asia Pacific, (b) the length of time required to deliver goods from the
region and (c) the risks associated with exporting goods from the region. Such increases may also affect the quantity
of goods to be shipped, shipping time schedules, voyage costs and other associated costs.

Our operations expose us to the risk that increased trade protectionism from China or other nations will adversely
affect our business. Specifically, increasing trade protectionism in the markets that our charterers serve has caused and
may continue to cause an increase in: (i) the cost of goods exported from China, (ii) the length of time required to
deliver goods from China and (iii) the risks associated with exporting goods from China, as well as a decrease in the
quantity of goods to be shipped.

Any increased trade barriers or restrictions on trade, especially trade with China, would have an adverse impact on our
charterers' business, operating results and financial condition and could thereby affect their ability to make timely
charter hire payments to us and to renew and increase the number of their time charters with us. This could have a
material adverse effect on our business, results of operations and financial condition and our ability to pay dividends
to our shareholders.

Adverse economic conditions, especially in the Asia Pacific region, the European Union or the United States, could
harm our business, results of operations and financial condition.

Because a significant number of the port calls made by our vessels involves the loading or discharging of
containerships in ports in the Asia Pacific region, economic turmoil in that region may exacerbate the effect of any
economic slowdown on us. China has been one of the world's fastest growing economies in terms of gross domestic
product, or GDP, which has increased the demand for shipping. However, China's high rate of real GDP growth has
already reached a plateau and is forecasted to begin a deceleration in 2018. The United States have indicated the
United States may seek to implement more protectionist trade measures to protect and enhance its domestic economy.
Additionally, the European Union, or the EU, and certain of its member states are facing significant economic and
political challenges, including a risk of increased protectionist policies. Our business, results of operations and
financial condition will likely be harmed by any significant economic downturn and economic instability in the Asia
Pacific region, including China, or in the EU or the United States.

Eurozone's potential inability to deal with the sovereign debt issues of some of its members could have a material
adverse effect on the profitability of our business, financial condition and results of operations.

Despite the efforts of the European Council since 2011 to implement a structured financial support mechanism for
Eurozone countries experiencing financial difficulties, questions remain about the capability of a number of member
countries to refinance their sovereign debt and meet their debt obligations. In March 2011, the European Council
agreed on the need for Eurozone countries to establish a permanent stability mechanism, the European Stability
Mechanism (or "the ESM"), which will be activated by mutual agreement to provide external financial assistance to
Eurozone countries. Despite these measures, concerns persist regarding the debt burden of certain Eurozone countries
and their ability to meet future financial obligations and the overall stability of the euro. An extended period of
adverse development in the outlook for European countries could reduce the overall demand for our services. These
potential developments, or market perceptions concerning these and related issues, could have a material adverse
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effect on our financial position, results of operations and cash flow.
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Liner companies, which comprise the largest contingent of charterers of containerships, have been placed under
significant financial pressure, thereby increasing our charter counterparty risk which may have a material adverse
effect on our business, financial condition and results of operations.

The decline in global trade due to the economic slowdown has resulted in a significant decline in demand for the
seaborne transportation of products in containers, including for exports from China to Europe and the United States.
Consequently, the cargo volumes and, especially, freight rates (i.e., the rates that liner companies charge to their
clients) achieved by liner companies, which charter containerships from ship owners like us, declined sharply in the
second half of 2011. They stabilized toward the end of 2012, remained at similar levels in 2013, but declined in 2014,
2015 and 2016. In 2017, a rate recovery began, however, current containership rates still remain below historical
averages, affecting their profitability. The financial challenges faced by liner companies, some of which have
announced efforts to obtain third party aid and restructure their obligations, including our charterers, has reduced
demand for containership charters and may increase the likelihood of our customers being unable or unwilling to pay
us contracted charter rates. The combination of the current surplus of containership capacity and the expected increase
in the size of the world containership fleet over the next several years may make it difficult to secure substitute
employment for our containerships if our counterparties fail to perform their obligations under the currently arranged
time charters, and any new charter arrangements we are able to secure may be at lower rates.

The drybulk and containership industries are highly competitive, and we may be unable to compete successfully for
charters with established companies or new entrants that may have greater resources and access to capital, which may
have a material adverse effect on our business, prospects, financial condition, liquidity and results of operations.

The drybulk and containership industries are highly competitive, capital intensive and highly fragmented. Competition
arises primarily from other vessel owners, some of whom may have greater resources and access to capital than we
will have. Competition among vessel owners for the seaborne transportation of semi-finished and finished consumer
and industrial products can be intense and depends on the charter rate, location, size, age, condition and the
acceptability of the vessel and its operators to charterers. Due in part to the highly fragmented market, many of our
competitors with greater resources and access to capital than we have could operate larger fleets than we may operate
and thus be able to offer lower charter rates or higher quality vessels than we are able to offer. If this were to occur,
we may be unable to retain or attract new charterers on attractive terms or at all, which may have a material adverse
effect on our business, prospects, financial condition, liquidity and results of operations.

Changes in the economic and political environment in China and policies adopted by the Chinese government to
regulate China's economy may have a material adverse effect on our business, financial condition and results of
operations.

The Chinese economy differs from the economies of most countries belonging to the Organization for Economic
Cooperation and Development, or OECD, in such respects as structure, government involvement, level of
development, growth rate, capital reinvestment, allocation of resources, rate of inflation and balance of payments
position. Prior to 1978, the Chinese economy was a planned economy. Since 1978, increasing emphasis has been
placed on the utilization of market forces in the development of the Chinese economy. Annual and five year State
Plans are adopted by the Chinese government in connection with the development of the economy. Although
state-owned enterprises still account for a substantial portion of the Chinese industrial output, in general, the Chinese
government is reducing the level of direct control that it exercises over the economy through State Plans and other
measures. There is an increasing level of freedom and autonomy in areas such as allocation of resources, production,
pricing and management and a gradual shift in emphasis to a "market economy" and enterprise reform. Limited price
reforms were undertaken, with the result that prices for certain commodities are principally determined by market
forces. Many of the reforms are unprecedented or experimental and may be subject to revision, change or abolition
based upon the outcome of such experiments. The Chinese government may not continue to pursue a policy of
economic reform. The level of imports to and exports from China could be adversely affected by the nature of the
economic reforms pursued by the Chinese government, as well as by changes in political, economic and social
conditions or other relevant policies of the Chinese government, such as changes in laws, regulations or export and
import restrictions, all of which could adversely affect our business, operating results, financial condition and cash
flows.
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We conduct business in China, where the legal system is not fully developed and has inherent uncertainties that could
limit the legal protections available to us.

Some of our vessels may be chartered to Chinese customers and from time to time on our charterers' instructions, our
vessels may call on Chinese ports. Such charters and voyages may be subject to regulations in China that may require
us to incur new or additional compliance or other administrative costs and may require that we pay to the Chinese
government new taxes or other fees. Applicable laws and regulations in China may not be well publicized and may
not be known to us or to our charterers in advance of us or our charterers becoming subject to them, and the
implementation of such laws and regulations may be inconsistent. Changes in Chinese laws and regulations, including
with regards to tax matters, or changes in their implementation by local authorities could affect our vessels if chartered
to Chinese customers as well as our vessels calling to Chinese ports and could have a material adverse impact on our
business, financial condition and results of operations.

We may become dependent on spot charters in the volatile shipping markets, which may result in decreased revenues
and/or profitability.

Although a majority of our vessels are currently under time charters, in the future, we may have more of these vessels
(including our vessel currently under construction) on spot charters. The spot market is highly competitive and rates
within this market are subject to volatile fluctuations, while time charters provide income at pre-determined rates over
more extended periods of time. If we decide to spot charter our vessels, we may not be able to keep all our vessels
fully employed in these short-term markets. In addition, we may not be able to predict whether future spot rates will
be sufficient to enable our vessels to be operated profitably. A significant decrease in charter rates has affected and
could continue affecting the value of our fleet and could adversely affect our profitability and cash flows with the
result that our ability to pay debt service to our lenders and reinstate currently suspended dividends to our
shareholders could be adversely affected.

The current state of global financial markets and current economic conditions may adversely impact our ability to
obtain additional financing on acceptable terms or at all, which may hinder or prevent us from expanding our
business.

Global financial markets and economic conditions have been, and continue to be, volatile. This volatility has
negatively affected the general willingness of banks and other financial institutions to extend credit, particularly in the
shipping industry, due to the historically, volatile and, currently below historical average asset values of vessels. As
the shipping industry is highly dependent on the availability of credit to finance and expand operations, it has been
and may continue to be negatively affected by this decline in lending. In addition, the current state of global financial
markets and current economic conditions might adversely impact our ability to issue additional equity at prices which
will not be dilutive to our existing shareholders or preclude us from issuing equity at all.

Also, as a result of concerns about the stability of financial markets generally and the solvency of counterparties
specifically, the cost of obtaining money from the credit markets has increased as many lenders have increased interest
rates, enacted tighter lending standards, refused to refinance existing debt at all or on terms similar to current debt and
reduced, and in some cases ceased, to provide funding to borrowers. Due to these factors, we cannot be certain that
additional financing will be available, if needed, and to the extent required, on acceptable terms or at all. If additional
financing is not available when needed, or is available only on unfavorable terms, we may be unable to 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.

We are subject to complex laws and regulations, including environmental regulations that can adversely affect the
cost, manner or feasibility of doing business.

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 International Convention for the Prevention of Pollution from Ships of
1973, as modified by the Protocol of 1978 relating thereto, collectively referred to as MARPOL 73/78 and herein as
MARPOL, including the designation of emission control areas, ECAs, thereunder, the International Convention on
Load Lines of 1966, or the LL. Convention, the International Convention on Civil Liability for Oil Pollution Damage
of 1969, as amended by different Protocol in 1976, 1984 and 1992, and amended in 2000, and generally referred to as
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the CLC, the International Convention on Civil Liability for Bunker Oil Pollution Damage, or Bunker Convention, the
International Convention for the Safety of Life at Sea of 1974, or SOLAS, the
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International Safety Management Code for the Safe Operation of Ships and for Pollution Prevention, or ISM Code, the
International Convention for the Control and Management of Ships' Ballast Water and Sediments, or the BWM
Convention, the U.S. Oil Pollution Act of 1990, or OPA, the Comprehensive Environmental Response, Compensation
and Liability Act, or CERCLA, the U.S. Clean Water Act, or the CWA, the U.S. Clean Air Act, or the CAA, the U.S.
Outer Continental Shelf Lands Act, the U.S. Maritime Transportation Security Act of 2002, or the MTSA, and
European Union regulations. 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.
Furthermore, events like the explosion of the Deepwater Horizon and the subsequent release of oil into the Gulf of
Mexico, or other events, may result in further regulation of the shipping industry, and modifications to statutory
liability schemes. Thus 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. A failure to comply
with applicable laws and regulations may result in administrative and civil penalties, criminal sanctions or the
suspension or termination of our operations.

Environmental laws often impose strict liability for remediation of spills and releases of oil and hazardous substances,
which could subject us to liability without regard to whether we were negligent or at fault. Because such conventions,
laws and regulations are often revised, we cannot predict the ultimate cost of complying with such conventions, laws
and regulations or the impact thereof on the resale price or useful life of our vessels. Additional conventions, laws and
regulations may be adopted which could limit our ability to do business or increase the cost of our doing business and
which may materially adversely affect our operations. We are required by various governmental and
quasi-governmental agencies to obtain certain permits, licenses and certificates with respect to our operations. Under
OPA, for example, owners, operators and bareboat charterers are jointly and severally strictly liable for the discharge
of oil within the 200-mile exclusive economic zone around the United States. An oil spill could result in significant
liability, including fines, penalties and criminal liability and remediation costs for natural resource damages under
other federal, state and local laws, as well as third-party damages. We are required to satisfy insurance and financial
responsibility requirements for potential oil (including marine fuel) spills and other pollution incidents. There can be
no assurance that any such insurance we have arranged to cover certain environmental risks 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. We currently maintain, for each of our vessels,
pollution liability coverage insurance of $1.0 billion per incident. If the damages from a catastrophic spill exceeded
our insurance coverage, it would severely and adversely affect our business, results of operations, cash flows, financial
condition and ability to pay dividends.

Environmental requirements can also require a reduction in cargo capacity, ship modifications or operational changes
or restrictions, lead to decreased availability of insurance coverage for environmental matters or result in the denial of
access to certain jurisdictional waters or ports, or detention in certain ports. Under local, national and foreign laws, as
well as international treaties and conventions, we could incur material liabilities, including clean up obligations and
natural resource damages in the event that there is a release of bunkers or hazardous substances from our vessels or
otherwise is connection with our operations. We could also become subject to personal injury or property damage
claims relating to the release of hazardous substances associated with our existing or historic operations. Violations
of, or liabilities under, environmental requirements can result in substantial penalties, fines and others sanctions,
including in certain instances, seizure or detention of our vessels.

We are subject to international safety regulations and the failure to comply with these regulations may subject us to
increased liability, may adversely affect our insurance coverage and may result in a denial of access to, or detention in,
certain ports.

The operation of our vessels is affected by the requirements set forth in the ISM Code set forth in Chapter IX of Solas.
The ISM Code requires shipowners, ship managers and bareboat charterers to develop and maintain an extensive
"Safety Management System" that includes the adoption of a safety and environmental protection policy setting forth
instructions and procedures for safe operation and describing procedures for dealing with emergencies. We rely upon
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the safety management system that we and our technical managers have developed for compliance with the ISM
Code. The failure of a shipowner or bareboat charterer to comply with the ISM Code may subject it to increased
liability, may invalidate existing insurance or decrease available insurance coverage for the affected vessels and may
result in a denial of access to, or detention in, certain ports. Currently, each of our vessels, Eurobulk Ltd.

("Eurobulk") and Eurobulk Far East ("Eurobulk FE"), our affiliated ship management companies
13
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(each a "Manager" and together, the "Managers"), are ISM Code-certified, but we may not be able to maintain such
certification indefinitely.

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 documents of compliance for our
offices and safety management certificates for all of our vessels for which the certificates are required by the United
Nations' International Maritime Organization, the IMO. The document of compliance, the DOC, and safety
management certificate, or the SMC, are renewed as required.

In addition, vessel classification societies also impose significant safety and other requirements on our vessels. In
complying with current and future environmental requirements, vessel-owners and operators may also incur
significant additional costs in meeting new maintenance and inspection requirements, in developing contingency
arrangements for potential spills and in obtaining insurance coverage. Government regulation of vessels, particularly
in the areas of safety and environmental requirements, can be expected to become stricter in the future and require us
to incur significant capital expenditures on our vessels to keep them in compliance.

The operation of our vessels is also affected by other government regulation in the form of international conventions,
national, state and local laws and regulations in force in the jurisdictions in which the vessels operate, as well as in the
country or countries of their registration. Because such conventions, laws, and regulations are often revised, we may
not be able to predict the ultimate cost of complying with such conventions, laws and regulations or the impact thereof
on the resale prices or useful lives of our vessels. Additional conventions, laws and regulations may be adopted which
could limit our ability to do business or increase the cost of our doing business and which may materially adversely
affect our operations. We are required by various governmental and quasi-governmental agencies to obtain certain
permits, licenses, certificates and financial assurances with respect to our operations. See Item 4: "Information on the
Company — Business Overview — Environmental and Other Regulations" for more information.

Regulations relating to ballast water discharge coming into effect during September 2019 may adversely affect our
revenues and profitability.

The IMO has imposed updated guidelines for 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 15 vessels that do not comply with the updated guideline and costs of
compliance may be substantial and adversely affect our revenues and profitability.

Increased inspection procedures and tighter import and export controls and new security regulations could increase
costs and disrupt our business.

International shipping is subject to various security and customs inspection and related procedures in countries of
origin and destination. Inspection procedures may result in the seizure of contents of our vessels, delays in the loading,
offloading or delivery and the levying of customs duties, fines or other penalties against us.

International container shipping is subject to additional security and customs inspection and related procedures in
countries of origin, destination and trans-shipment points.

It is possible that changes to existing procedures will be proposed or implemented. Any such changes may affect the
container shipping industry and have the potential to impose additional financial and legal obligations on carriers and,
in certain cases, to render the shipment of certain types of goods by container uneconomical or impractical. These
additional costs could reduce the volume of goods shipped in containers, resulting in a decreased demand for
container vessels. In addition, it is unclear what financial costs any new security procedures might create for container
vessel owners, or whether companies responsible for the global traffic of containers at sea, referred to as container line
operators, may seek to pass on certain of the costs associated with any new security procedures to vessel owners.
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If our vessels fail to maintain their class certification and/or fail any annual survey, intermediate survey, drydocking or
special survey, those vessels would be unable to carry cargo, thereby reducing our revenues and profitability and
violating certain covenants in our loan agreements.

The hull and machinery of every commercial vessel must be classed by a classification society authorized by its
country of registry. The classification society certifies that a vessel is safe and seaworthy in accordance with the
applicable rules and regulations of the country of registry of the vessel and SOLAS. Our vessels are currently classed
with Lloyd's Register of Shipping, Bureau Veritas, Germanischer Lloyd, Rina and Nippon Kaiji Kyokai. ISM and
ISPS. Certifications have been awarded to the vessels by Bureau Veritas or Liberian Flag Administration and to the
managers by Bureau Veritas.

A vessel must undergo annual surveys, intermediate surveys, drydockings and special surveys. In lieu of a special
survey, a vessel's machinery may be on a continuous survey cycle, under which the machinery would be surveyed
periodically over a five-year period. Every vessel is also required to be drydocked every 30 to 36 months for
inspection of the underwater parts of such vessel.

If any vessel does not maintain its class and/or fails any annual survey, intermediate survey, drydocking or special
survey, the vessel will be unable to carry cargo between ports and will be unemployable and uninsurable. That status
could cause us to be in violation of certain covenants in our loan agreements. Any such inability to carry cargo or be
employed, or any such violation of covenants, could have a material adverse impact on our financial condition and
results of operations.

Most insurance underwriters make it a condition for insurance coverage that a vessel be certified as "in class" by a
classification society that is a member of the International Association of Classification Societies, or IACS. All of our
vessels that we have purchased, and may agree to purchase in the future, must be certified as being "in class" prior to
their delivery under our standard purchase contracts and memorandum of agreement. If the vessel is not certified on
the date of closing, we have no obligation to take delivery of the vessel. We have all of our vessels, and intend to have
all vessels that we acquire in the future, classed by IACS members. See Item 4: "Information on the Company —
Business Overview — Environmental and Other Regulations" for more information.

Rising fuel prices may adversely affect our results of operations and the marketability of our vessels.

Fuel (bunkers) is a significant, if not the largest, operating expense for many of our shipping operations when our
vessels are under voyage charter. When a vessel is operating under a time charter, these costs are paid by the charterer.
However, fuel costs are taken into account by the charterer in determining the amount of time charter hire and,
therefore, fuel costs also indirectly affect time charter rates. While the price of fuel is currently at relatively low levels
due to the price of oil, 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 Organization of the Petroleum
Exporting Countries (OPEC) and other oil and gas producers, war and unrest in oil producing countries and regions,
regional production patterns and environmental concerns. Fuel prices had been at historically high levels through
mid-2014 but starting in July 2014 and through the second half of 2014, 2015 and the first quarter of 2016 fuel prices
fell by more than 50%. Oil prices began rising in February 2016 until June 2016, due to, among other reasons, the war
in Syria, oscillated until November 2016, due to movements in the U.S. dollar exchange rate and various geopolitical
events, surging again since end-November 2016, due to the announcement by OPEC of future production cuts. In
January 2017, oil prices maintained their levels while in February 2017 they further rose, reaching $53.83/bbl (for
West Texas Intermediate, "WTI") on March 1, 2017. Oil prices subsequently oscillated until May 23, 2017 in the
$45.5 to $54 range. In the following 30 days oil prices fell 17%, before beginning a rally of more than 40% until
December 31, 2017. In the first two months of 2018, the rise in oil prices continued to late January, reaching $66.74
(+9.5%), before falling to $64.69 (-3%) by April 1, 2018. Oil prices, however, remain below their 10-year average of
ca. $71/bbl (for WTI). Any further increases in the price of fuel may adversely affect our operations, especially if such
increases are combined with lower drybulk and containership rates.

Also upon redelivery of vessels at the end of a period time or trip time charter, we may be obligated to repurchase
bunkers on board at prevailing market prices, which could be materially higher than fuel prices at the inception of the
charter period. We may also be obligated to value our bunkers, inventories, on board at the end of a period time or trip
time charter, lower than acquired, if prevailing market prices are significantly lower at the time of the vessel
redelivery from the charterer.
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Rising crew costs may adversely affect our profits.

Crew costs are a significant expense for us under our charters. There is a limited supply of well-qualified crew. We
generally bear crewing costs under our charters. An increase in the world vessel operating fleet will likely result in
higher demand for crews which, in turn, might drive crew costs further up. Any increase in crew costs may adversely
affect our profitability especially if such increase is combined with lower drybulk and containership rates.

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

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

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

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 in South America and other areas 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.

Governments could requisition our vessels during a period of war or emergency, resulting in loss of earnings.

A government could requisition for title or seize one or more of our vessels. Requisition for title occurs when a
government takes control of a vessel and becomes the owner. Also, a government could requisition one or more of our
vessels for hire. Requisition for hire occurs when a government takes control of a vessel and effectively becomes the
charterer at dictated charter rates. Generally, requisitions occur during a period of war or emergency. Even if we
would be entitled to compensation in the event of a requisition of one or more of our vessels, the amount and timing of
the payment would be uncertain. Government requisition of one or more of our vessels could have a material adverse
effect on our financial condition and results of operations.

World events outside our control may negatively affect our ability to operate, thereby reducing our revenues and
results of operations or our ability to obtain additional financing, thereby restricting the implementation of our
business strategy.

We operate in a sector of the economy that is likely to be adversely impacted by the effects of political conflicts,
including the current political instability in the Middle East, terrorist or other attacks, war or international hostilities.
Terrorist attacks such as the attacks on the United States on September 11, 2001, on Madrid, Spain on March 11,
2004, on London, England on July 7, 2005 and March 22, 2017, on Mumbai, India in December 2008 and, more
recently, in Paris in 2015 and 2017, Brussels, Berlin, Nice and Istanbul in 2016 and the continuing response to these
attacks, as well as the threat of future terrorist attacks, continue to cause uncertainty in the world financial markets and
may affect our business, results of operations and financial condition. The continuing conflicts in Iraq, Afghanistan,
Libya, Egypt, Ukraine, Syria, amongst other countries, 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 have a material adverse effect on our ability to obtain additional financing on terms acceptable
to us or at all. Terrorist attacks on vessels may in the future also negatively affect our operations and financial
condition and directly impact our vessels or our customers. Future terrorist attacks could result in increased volatility
and turmoil of the financial markets in the United States of America and globally and could result in an economic
recession in the United States of America or the world. Any of these occurrences could have a material adverse impact
on our financial condition, costs and operating cash flows.
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Disruptions in world financial markets and the resulting governmental action could have a material adverse impact on
our ability to obtain financing, our results of operations, financial condition and cash flows, and could cause the
market price of our common stock to further decline.

Europe, the United States and other parts of the world have exhibited weak economic conditions, are exhibiting
volatile economic trends or have been in a recession. For example, during the 2008-20009 crisis, the credit markets in
the United States experienced sudden and significant contraction, deleveraging and reduced liquidity, and the United
States federal government and state governments have since implemented a broad variety of governmental action
and/or new regulation of the financial markets. Securities and futures markets and the credit markets are subject to
comprehensive statutes, regulations and other requirements. The Securities and Exchange Commission, or SEC, other
regulators, self-regulatory organizations and exchanges are authorized to take extraordinary actions in the event of
market emergencies, and may effect changes in law or interpretations of existing laws. A number of financial
institutions and especially banks that traditionally provide debt to shipping companies like ours have experienced
serious financial difficulties and, in some cases, have entered bankruptcy proceedings or are in regulatory enforcement
actions. As a result access to credit markets around the world has been reduced. The extension of Quantitative Easing
(or "QE"), high levels of Non-Performing Loans (or "NPLs") in Europe and stricter lending requirements may reduce
bank lending capacity and/or make the terms of any lending more onerous.

We face risks related to changes in economic environments, changes in interest rates, and instability in the banking
and securities markets around the world, among other factors. Major market disruptions and the changes in market
conditions and regulatory changes worldwide may adversely affect our business or impair our ability to borrow
amounts under our credit facilities or any future financial arrangements. We cannot predict how long the current
market conditions will last. However, these recent and developing economic and governmental factors, including
proposals to reform the financial system, together with the concurrent decline in charter rates and vessel values, may
have a material adverse effect on our results of operations, financial condition or cash flows, and might cause the price
of our common stock on the Nasdaq Capital Market to decline.

We may require substantial additional financing to fund acquisitions of additional vessels and to implement our
business plans. Sufficient financing may not be available on terms that are acceptable to us or at all. If we cannot raise
the financing we need in a timely manner and on acceptable terms, we may not be able to acquire the vessels
necessary to implement our business plans and consequently we may not be able to pay dividends.

Effects and events related to the Greek sovereign debt crisis may adversely affect our operating results.

Greece has experienced a macroeconomic downturn in recent years, including as a result of the sovereign debt crisis
and the related austerity measures implemented by the Greek government. Eurobulk's operations in Greece may be
subjected to new regulations or regulatory action that may require us to incur new or additional compliance or other
administrative costs and may require that we or Eurobulk pay to the Greek government new taxes or other fees. We
and Eurobulk also face the risk that strikes, work stoppages, civil unrest and violence within Greece may disrupt our
and Eurobulk's shore-side operations located in Greece. The Greek government's taxation authorities have increased
their scrutiny of individuals and companies to secure tax law compliance. If economic and financial market conditions
remain uncertain, persist or deteriorate further, the Greek government may impose further changes to tax and other
laws to which we and Eurobulk may be subject or change the ways they are enforced, which may adversely affect our
business, operating results, and financial condition.

We rely on information technology, and if we are unable to protect against service interruptions, data corruption,
cyber-based attacks or network security breaches, our operations could be disrupted and our business could be
negatively affected.

We rely on information technology networks and systems to process, transmit and store electronic and financial
information; to capture knowledge of our business; to coordinate our business across our operation bases; and to
communicate internally and with customers, suppliers, partners and other third-parties. These information technology
systems, some of which are managed by third parties, may be susceptible to damage, disruptions or shutdowns,
hardware or software failures, power outages, computer viruses, cyberattacks, telecommunication failures, user errors
or catastrophic events. Our information technology systems are becoming increasingly integrated, so damage,
disruption or shutdown to the system could result in a more widespread impact. Our business operations could be
targeted by individuals or groups seeking to sabotage or disrupt our information technology systems and networks, or
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to steal data. A successful cyber-attack could materially disrupt our operations, including the safety of our operations,
or lead to unauthorized release of information or alteration of information in our
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systems. Any such attack or other breach of our information technology systems could have a material adverse effect
on our business and results of operations. If our information technology systems suffer severe damage, disruption or
shutdown, and our business continuity plans do not effectively resolve the issues in a timely manner, our operations
could be disrupted and our business could be negatively affected. In addition, cyber-attacks could lead to potential
unauthorized access and disclosure of confidential information and data loss and corruption. There is no assurance that
we will not experience these service interruptions or cyber-attacks in the future. Further, as the methods of
cyber-attacks continue to evolve, we may be required to expend additional resources to continue to modify or enhance
our protective measures or to investigate and remediate any vulnerabilities to cyber-attacks.

The vote by the United Kingdom to leave the European Union could adversely affect us.

The United Kingdom ("UK") referendum on its membership in the European Union resulted in a majority of U.K.
voters voting to exit the E.U. ("Brexit"). We have operations in the E.U., and as a result, we face risks associated with
the potential uncertainty and disruptions that may follow Brexit, including volatility in exchange rates and interest
rates and potential material changes to the regulatory regime applicable to our business or global trading parties.
Brexit could adversely affect European or worldwide political, regulatory, economic or market conditions and could
contribute to instability in global political institutions, regulatory agencies and financial markets. Any of these effects
of Brexit, and others we cannot anticipate or that may evolve over time, could have a material adverse effect on our
business, financial condition, results of operations and cash flows.

Our operating results are subject to seasonal fluctuations, which could affect our operating results and the amount of
available cash with which we service our debt or could pay dividends.

We operate our vessels in markets that have historically exhibited seasonal variations in demand and, as a result, in
charter hire rates. To the extent we operate vessels in the spot market, this seasonality may result in quarter-to-quarter
volatility in our operating results which could affect our ability to reinstate payment of dividends to our common
shareholders. For example, the dry bulk carrier market is typically stronger in the fall and winter months in
anticipation of increased consumption of coal and other raw materials in the northern hemisphere during the winter
months. The celebration of Chinese New Year in the first quarter of each year also results in lower volumes of
seaborne trade into China during this period. In addition, unpredictable weather patterns in these months tend to
disrupt vessel scheduling and supplies of certain commodities. While this seasonality has not materially affected our
operating results and cash available for distribution to our shareholders as dividends, as long as our fleet is employed
on period time charters, if our vessels are employed in the spot market in the future, seasonality may materially affect
our operating results in the future.

We may have difficulty securing profitable employment for our vessels if their charters expire in a depressed market.
All of our seventeen vessels are currently employed on time charter contracts. Fourteen of our vessels are under time
charters scheduled to expire during 2018, two are under time charters scheduled to expire in 2019 and one vessel is
under charter that expires in January 2020. As of March 1, 2018, the containership charter rates for vessels like ours
remain below historical averages while the drybulk rates have moved past their initial recovery and could fall again.
When the current charters of our vessels are due for renewal, we may be unable to re-charter these vessels at better
rates if the current market rates do not hold or we might not be able to charter them at all. Although we do not receive
any revenues from our vessels while not employed, we are required to pay expenses necessary to maintain the vessel
in proper operating condition, insure it and service any indebtedness secured by such vessel. If we cannot re-charter
our vessels on time charters or trade them in the spot market profitably, our results of operations and operating cash
flow will be adversely affected.

Delay in the delivery of our newbuild vessels on order, or any future newbuild vessel orders, could adversely affect
our earnings.

The expected delivery dates under our current shipbuilding contract for a newbuild vessel, and any additional
shipbuilding contracts we may enter into in the future, may be delayed for reasons not under our control, including,
among other things: quality or engineering problems; changes in governmental regulations or maritime self-regulatory
organization standards; work stoppages or other labor disturbances at the shipyard; bankruptcy of or other financial
crisis involving the shipyard; a backlog of orders at the shipyard; political, social or economic disturbances; weather
interference or a catastrophic event, such as a major earthquake or fire, or other accident; requests for changes to the
original vessel specifications; shortages of or delays in the receipt of necessary construction materials, such as steel;
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an inability to obtain requisite permits or approvals; financial instability of the
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lenders under our committed credit facilities, resulting in potential delay or inability to draw down on such facilities;
and financial instability of the charterers under any agreed time charters for the newbuild vessels, resulting in potential
delay or inability to charter the newbuild vessels; A delay by the seller in the delivery date of a newbuild vessel will
reduce our expected income from that vessel and, if the vessel is already chartered, may lead the charterer of such
vessel to claim damages or to cancel the relevant charter. If the seller of any newbuild vessel we have contracted to
purchase is not able to deliver the vessel to us as agreed, or if we cancel a purchase agreement because a seller has not
met his obligations, it may result in a material adverse effect on our business, results of operations and financial
condition, as well as our cash flows, including cash available for dividends to our stockholders.

Reliance on suppliers may limit our ability to obtain supplies and services when needed.

We rely on a significant number of third party suppliers of consumables, spare parts and equipment to operate,
maintain, repair and upgrade our fleet of ships. Delays in delivery or unavailability or poor quality of supplies could
result in off-hire days due to consequent delays in the repair and maintenance of our fleet or lead to our time charters
being terminated. This would negatively impact our revenues and cash flows. Cost increases could also negatively
impact our future operations.

The derivative contracts we have entered into to hedge our exposure to fluctuations in interest rates can result in
higher than market rates and reductions in our stockholders' equity as well as charges against our income, while there
is no assurance of the credit worthiness of our counterparties.

We have entered into interest rate swaps generally for purposes of managing our exposure to fluctuations in interest
rates applicable to indebtedness under our credit facilities which were advanced at floating rates based on LIBOR.
Interest rates and currency hedging may result in us paying higher than market rates. As of December 31, 2017, the
aggregate notional amount of interest rate swaps relating to our fleet as of such date was $15 million. There is no
assurance that our derivative contracts or any that we enter into in the future will provide adequate protection against
adverse changes in interest rates or that our bank counterparties will be able to perform their obligations. In addition,
as a result of the implementation of new regulation of the swaps markets in the United States, the European Union and
elsewhere over the next few years, the cost of interest rate may increase or suitable hedges may not be available.
While we monitor the credit risks associated with our bank counterparties, there can be no assurance that these
counterparties would be able to meet their commitments under our derivative contracts or any future derivative
contract. Our bank counterparties include financial institutions that are based in European Union countries that have
faced and continue to face severe financial stress due to the ongoing sovereign debt crisis. The potential for our bank
counterparties to default on their obligations under our derivative contracts may be highest when we are most exposed
to the fluctuations in interest and currency rates such contracts are designed to hedge, and several or all of our bank
counterparties may simultaneously be unable to perform their obligations due to the same events or occurrences in
global financial markets. To the extent our existing interest rate swaps do not, and future derivative contracts may not,
qualify for treatment as hedges for accounting purposes we would recognize fluctuations in the fair value of such
contracts in our income statement. In addition, changes in the fair value of our derivative contracts are recognized in
"Accumulated Other Comprehensive Loss" affecting our accumulated deficit, and can affect compliance with the net
worth covenant requirements in our credit facilities. Changes in the fair value of our derivative contracts that do not
qualify for treatment as hedges for accounting and financial reporting purposes affect, among other things, our net
income and our earnings per share. For additional information see "Item 5. Operating and Financial Review and
Prospects".

We rely on our information systems to conduct our business, and failure to protect these systems against security
breaches could adversely affect our business and results of operations. Additionally, if these systems fail or become
unavailable for any significant period of time, our business could be harmed.

The efficient operation of our business is dependent on computer hardware and software systems. Information systems
are vulnerable to security breaches by computer hackers and cyber terrorists. We rely on industry-accepted security
measures and technology to securely maintain confidential and proprietary information maintained on our information
systems. However, these measures and technology may not adequately prevent cybersecurity breaches, the access,
capture or alteration of information by criminals, the exposure or exploitation of potential security vulnerabilities, the
installation of malware or ransomware, acts of vandalism, computer viruses, misplaced data or data loss. In addition,
the unavailability of the information systems or the failure of these systems to perform as anticipated for any reason
could disrupt our business and could result in decreased performance and increased operating costs, causing our
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business and results of operations to suffer. Any significant interruption or
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failure of our information systems or any significant breach of security could adversely affect our business, results of
operations and financial condition, as well as our cash flows, including cash available for dividends to our
stockholders.

We may be subject to litigation that, if not resolved in our favor and not sufficiently insured against, could have a
material adverse effect on us.

We may be involved in various litigation matters from time to time. These matters may include, among other things,
contract disputes, personal injury claims, environmental claims or proceedings, asbestos and other toxic tort claims,
employment matters, governmental claims for taxes or duties, and other litigation that arises in the ordinary course of
our business. Although we intend to defend these matters vigorously, we cannot predict with certainty the outcome or
effect of any claim or other litigation matter, and the ultimate outcome of any litigation or the potential costs to
resolve them may have a material adverse effect on us. Insurance may not be applicable or sufficient in all cases
and/or insurers may not remain solvent which may have a material adverse effect on our financial condition and
operating cash flows.

Company Risk Factors

We depend entirely on Eurobulk and Eurobulk FE to manage and charter our fleet, which may adversely affect our
operations if Eurobulk or Eurobulk FE fails to perform its obligations.

We have no employees and we currently contract the commercial and technical management of our fleet, including
crewing, maintenance and repair, to Eurobulk and Eurobulk FE, our affiliated ship management companies (each a
"Manager" and together, the "Managers"). We may lose a Manager's services or a Manager may fail to perform its
obligations to us which could have a material adverse effect on our financial condition and results of our operations.
Although we may have rights against either Manager if it defaults on its obligations to us, you will have no recourse
against either Manager. Further, we will need to seek approval from our lenders to change either Manager as our ship
manager.

Because the Managers are privately held companies, there is little or no publicly available information about them and
there may be very little advance warning of operational or financial problems experienced by the Managers that may
adversely affect us.

The ability of a Manager to continue providing services for our benefit will depend in part on its own financial
strength. Circumstances beyond our control could impair a Manager's financial strength, and because each Manager is
privately held it is unlikely that information about its financial strength would become public unless such Manager
began to default on its obligations. As a result, there may be little advance warning of problems affecting the
Managers, even though these problems could have a material adverse effect on us.

Our business depends upon certain members of our senior management who may not necessarily continue to work for
us.

Our future success depends to a significant extent upon our chairman and chief executive officer, Aristides J. Pittas,
certain members of our senior management and our managers. Mr. Pittas has substantial experience in the drybulk and
container shipping industry and has worked with us and our managers for many years. He, our managers and certain
of our senior management team are crucial to the execution of our business strategies and to the growth and
development of our business. If these individuals were no longer to be affiliated with us or our managers, or if we
were to otherwise cease to receive services from them, we may be unable to recruit other employees with equivalent
talent and experience, which could have a material adverse effect on our financial condition and results of operations.
Certain of our shareholders hold shares of Euroseas in amounts to give them a significant percentage of the total
outstanding voting power represented by our outstanding shares.

As of April 25, 2018, Friends Investment Company Inc., or Friends, our largest shareholder and an affiliate of the
Company partly owned by our Chairman and CEO, Vice Chairman and people affiliated or working with Eurobulk
amongst others, owns approximately 34.2% of the outstanding shares of our common stock and unvested incentive
award shares, representing 29.7% of total voting power (after accounting for the voting rights of our Series
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B Preferred Shares (defined below)). As a result of this share ownership and for as long as Friends owns a significant
percentage of our outstanding common stock, Friends will be able to influence the outcome of any shareholder vote,
including the election of directors, the adoption or amendment of provisions in our amended and restated articles of
incorporation or bylaws, as amended, and possible mergers, corporate control contests and other significant corporate
transactions. In addition, as of April 25, 2018, funds advised by Tennenbaum Capital Partners LLC ("TCP") and
Preferred Friends Investment Company Inc., an affiliate of the Company partly owned by our Chairman and CEO,
Vice Chairman and people affiliated or working with Eurobulk amongst others, owned shares of our Series B
Preferred Shares, to which we will refer as the Series B Preferred Shares, that are convertible into 17.8% and 2.5%,
respectively, of our common shares and unvested incentive award shares on an as-converted basis. In addition, we
cannot enter into certain transactions without consent from holders of our Series B Preferred Shares. This
concentration of ownership and the consent rights of holders of Series B Preferred Shares may have the effect of
delaying, deferring or preventing a change in control, merger, consolidation, takeover or other business combination
involving us, and could also discourage a potential acquirer from making a tender offer or otherwise attempting to
obtain control of us, which could in turn have an adverse effect on the market price of our common stock.

Our corporate governance practices are in compliance with, and are not prohibited by, the laws of the Republic of the
Marshall Islands, and as such we are entitled to exemption from certain Nasdaq corporate governance standards. As a
result, you may not have the same protections afforded to stockholders of companies that are subject to all of the
Nasdaq corporate governance requirements.

Our Company's corporate governance practices are in compliance with, and are not prohibited by, the laws of the
Republic of the Marshall Islands. Therefore, we are exempt from many of Nasdaq's corporate governance practices
other than the requirements regarding the disclosure of a going concern audit opinion, submission of a listing
agreement, notification of material non-compliance with Nasdaq corporate governance practices, and the
establishment and composition of an audit committee and a formal written audit committee charter. For a list of the
practices followed by us in lieu of Nasdaq's corporate governance rules, we refer you to the section of this annual
report entitled "Board Practices—Corporate Governance" under Item 6.

We and our principal officers have affiliations with the Managers that could create conflicts of interest detrimental to
us.

Our principal officers are also principals, officers and employees of the Managers, which are our ship management
companies. These responsibilities and relationships could create conflicts of interest between us and the Managers.
Conlflicts may also arise in connection with the chartering, purchase, sale and operations of the vessels in our fleet
versus other vessels that are or may be managed in the future by the Managers. Circumstances in any of these
instances may make one decision advantageous to us but detrimental to the Managers and vice versa. Eurobulk
currently manages vessels for Euroseas and eight vessels that are not owned by Euroseas, potentially causing conflicts
such as those described above. Further, it is possible that in the future Eurobulk may manage additional vessels which
will not belong to Euroseas and in which the Pittas family may have non-controlling, little or even no power or
participation, and Eurobulk may not be able to resolve all conflicts of interest in a manner beneficial to us and our
shareholders.

Companies affiliated with Eurobulk or our officers and directors may acquire vessels that compete with our fleet.
Companies affiliated with Eurobulk or our officers and directors own drybulk carriers and container carriers and may
acquire additional drybulk carriers and containerships vessels in the future. These vessels could be in competition with
our fleet and other companies affiliated with Eurobulk might be faced with conflicts of interest with respect to their
own interests and their obligations to us. Eurobulk, Friends and Aristides J. Pittas, our Chairman and Chief Executive
Officer, have granted us a right of first refusal to acquire any drybulk vessel or containership that any of them may
consider for acquisition in the future. In addition, Aristides J. Pittas will use his best efforts to cause any entity with
respect to which he directly or indirectly controls to grant us this right of first refusal. Were we, however, to decline
any such opportunity offered to us or if we did not have the resources or desire to accept any such opportunity,
Eurobulk, Friends and Aristides J. Pittas, and any of their respective affiliates, could acquire such vessels.

Our officers do not devote all of their time to our business.

Our officers are involved in other business activities that may result in their spending less time than is appropriate or
necessary in order to manage our business successfully. Our Chief Executive Officer, Chief Financial Officer, Chief
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Administrative Officer, Internal Auditor and Secretary are not employed directly by us, but rather
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their services are provided pursuant to our Master Management Agreement with Eurobulk. Our CEO is also President
of Eurobulk and involved in the management of other affiliates and member of the board of other companies.
Therefore our officers may spend a material portion of their time providing services to other companies. They may
also spend a material portion of their time providing services to Eurobulk and its affiliates on matters unrelated to us.
We are a holding company, and we depend on the ability of our subsidiaries to distribute funds to us in order to satisfy
our financial obligations or to make dividend payments.

We are a holding company and our subsidiaries, which are all wholly-owned by us, conduct all of our operations and
own all of our operating assets. We have no significant assets other than the equity interests in our wholly-owned
subsidiaries. As a result, our ability to make dividend payments to you depends on our subsidiaries and their ability to
distribute funds to us. If we are unable to obtain funds from our subsidiaries, we may be unable or our Board of
Directors may exercise its discretion not to pay dividends.

We may not be able to pay dividends.

Our Board of Directors decided to suspend the quarterly dividend in the fourth quarter of 2013 in order to focus every
resource available in exploiting investment opportunities in the market. Our last dividend of $0.15 per share was
declared in August 2013 and was paid in September 2013. This was the thirty-second consecutive quarterly dividend
declared and paid. We have not declared any dividends on our common stock since then, and we may not resume
dividend payments as we may not earn sufficient revenues or we may incur expenses or liabilities that would reduce
or eliminate the cash available for distribution as dividends. Our loan agreements may also limit the amount of
dividends we can pay under some circumstances based on certain covenants included in the loan agreements.

The declaration and payment of any dividends will be subject at all times to the discretion of our Board of Directors.
Our Series B Preferred Shares provide that we must pay a cash dividend to holders of the Series B Preferred Shares in
an amount equal to 40% of any dividend we pay on our common shares on an as-converted-basis in addition to
payment in cash (and not "Payment-In-Kind") of the dividend of the Series B Preferred Shares that is payable at the
time except if the dividend payable to the Series B Preferred Shares is 0%, in which case we will pay the greater of a
cash dividend of 5% and 40% of the common share dividend on an as-converted-basis. This provision may be an
important factor when our Board of Directors determines whether to declare dividends on our common shares. The
timing and amount of dividends will depend on our earnings, financial condition, cash requirements and availability,
restrictions in our loan agreements, growth strategy, charter rates in the drybulk and container shipping industry, the
provisions of Marshall Islands law affecting the payment of dividends and other factors. Marshall Islands law
generally prohibits the payment of dividends other than from surplus (retained earnings and the excess of
consideration received for the sale of shares above the par value of the shares), but, if there is no surplus, dividends
may be declared out of the net profits (basically, the excess of our revenue over our expenses) for the fiscal year in
which the dividend is declared or the preceding fiscal year. Marshall Islands law also prohibits the payment of
dividends while a company is insolvent or if it would be rendered insolvent upon the payment of a dividend. As a
result, we may not be able to pay dividends.

If we are unable to fund our capital expenditures, we may not be able to continue to operate some of our vessels,
which would have a material adverse effect on our business and our ability to pay dividends.

In order to fund our capital expenditures, we may be required to incur borrowings or raise capital through the sale of
debt or equity securities. Our ability to access the capital markets through future offerings may be limited by our
financial condition at the time of any such offering as well as by adverse market conditions resulting from, among
other things, general economic conditions and contingencies and uncertainties that are beyond our control. Our failure
to obtain the funds for necessary future capital expenditures, including for our vessel under construction, would limit
our ability to continue to operate some of our vessels and could have a material adverse effect on our business, results
of operations and financial condition and our ability to pay dividends. Even if we are successful in obtaining such
funds through financings, the terms of such financings could further limit our ability to pay dividends.

If we fail to manage our planned growth properly, we may not be able to successfully expand our market share.

We intend to continue to grow our fleet. Our growth will depend on:

22

40



Edgar Filing: EUROSEAS LTD. - Form 20-F/A

-locating and acquiring suitable vessels;

-identifying and consummating acquisitions or joint ventures;

-integrating any acquired business successfully with our existing operations;
-enhancing our customer base;

-managing our expansion; and

-obtaining required financing on acceptable terms.

Furthermore, during periods in which charter rates are high, vessel values generally are high as well, and it may be
difficult to consummate vessel acquisitions at favorable prices. When vessel prices are low, charter rates are also low,
resulting in our liquidity potentially being low too, and any vessel acquisition might require additional investment to
cover shortfalls from operations until rates recover; consequently, we may lack the resources to expand our fleet at the
most opportune times. In addition, growing any business by acquisition — especially if acquiring entire companies —
presents numerous risks, such as undisclosed liabilities and obligations and difficulty experienced in (1) maintaining
and obtaining additional qualified personnel, (2) managing relationships with customers and suppliers, (3) integrating
newly acquired operations into existing infrastructures and (4) identifying new and profitable charter opportunities for
vessels and complying with new loan covenants. We have not identified further expansion opportunities at this time,
and the nature and timing of any such expansion is uncertain. We may not be successful in executing our growth
plans, and we are not certain that we will not incur significant expenses and losses in connection with the execution of
those growth plans.
Our existing loan agreements contain restrictive covenants that may limit our liquidity and corporate activities.
Our existing loan agreements impose operating and financial restrictions on us. These restrictions may limit our ability
to:

-incur additional indebtedness;

-create liens on our assets;

-sell capital stock of our subsidiaries;

-make investments;

-engage in mergers or acquisitions;

-pay dividends;

-make capital expenditures;

change the management of our vessels or terminate or materially amend the management agreement relating to each

'VCSSCI; and

-sell our vessels.

Therefore, we may need to seek permission from our lenders in order to engage in some corporate actions. The
lenders' interests may be different from our interests, and we may not be able to obtain the lenders' permission when
needed. This may prevent us from taking actions that are in our best interest.

Servicing future debt would limit funds available for other purposes.

To finance our fleet, we have incurred secured debt under loan agreements for our vessels. We also currently expect to
incur additional secured debt to finance the acquisition of additional vessels we may decide to acquire in the future.
We must dedicate a portion of our cash flow from operations to pay the principal and interest on our debt. These
payments limit funds otherwise available for working capital expenditures and other purposes. As of December 31,
2017, we had total bank debt of approximately $74.41 million. Our debt repayment schedule as of December 31, 2017
required us to repay $36.30 million of debt during the next two years. As of April 1, 2018, we repaid $3.25 million of
our total debt decreasing our outstanding debt to $71.16 million. If we are unable to service our debt, it could have a
material adverse effect on our financial condition, results of operations and cash flows.

A further rise in interest rates could cause an increase in our costs and have a material adverse effect on our financial
condition and results of operations. To finance vessel purchases, we have borrowed, and may continue to borrow,
under loan agreements that provide for periodic interest rate adjustments based on indices that fluctuate with changes
in market interest rates. If interest rates increase significantly, it would increase our costs of financing our acquisition
of vessels, which could have a material adverse effect on our financial condition and results of operations. Any
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increase in debt service would also reduce the funds available to us to purchase other vessels.
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Our ability to obtain additional debt financing may be dependent on the performance of our then existing charters and
the creditworthiness of our charterers.

The actual or perceived credit quality of our charterers, and any defaults by them, may be one of the factors that
materially affect our ability to obtain the additional debt financing that we will require to purchase additional vessels
or may significantly increase our costs of obtaining such financing. We may be unable to obtain additional financing,
or may be able to obtain additional financing only at a higher-than-anticipated cost, which may materially affect our
results of operations, cash flows and our ability to implement our business strategy.

As we expand our business, we may need to upgrade our operations and financial systems, and add more staff and
crew. If we cannot upgrade these systems or recruit suitable employees, our performance may be adversely affected.
Our Managers' current operating and financial systems may not be adequate if we expand the size of our fleet, and our
attempts to improve those systems may be ineffective. In addition, if we expand our fleet, we will have to rely on our
Managers to recruit suitable additional seafarers and shore-side administrative and management personnel. Our
Managers may not be able to continue to hire suitable employees as we expand our fleet. If our Managers' affiliated
crewing agent encounters business or financial difficulties, we can make satisfactory arrangements with unaffiliated
crewing agents or else we may not be able to adequately staff our vessels. If we are unable to operate our financial and
operations systems effectively or to recruit suitable employees, our performance may be materially adversely affected.
If we acquire additional ships, whether on the secondhand market or newbuildings, and those vessels are not delivered
on time or are delivered with significant defects, our earnings and financial condition could be adversely affected.

We expect to acquire additional vessels in the future either from the secondhand markets or by placing newbuilding
orders. We expect to take delivery of one drybulk newbuilding vessel in 2018. A delay in the delivery of any of these
vessels to us or the failure of the contract counterparty to deliver a vessel at all could cause us to breach our
obligations under a related time charter and could adversely affect our earnings, our financial condition and the
amount of dividends, if any, that we pay in the future. The delivery of our drybulk newbuilding vessel, or any other
vessels we might decide to acquire, whether newbuildings or secondhand vessels, could be delayed or certain events
may arise which could result in us not taking delivery of a vessel, such as a total loss of a vessel, a constructive loss of
a vessel, substantial damage to a vessel prior to delivery or construction not in accordance with agreed upon
specification or with substantial defects.

We may have difficulty properly managing our planned growth through acquisitions of our newbuilds and additional
vessels.

We intend to grow our business through the acquisition of newbuilding vessels or selective acquisitions of additional
vessels. Our future growth will primarily depend on our ability to locate and acquire suitable additional vessels,
enlarge our customer base, operate and supervise any newbuilds we may order and obtain required debt or equity
financing on acceptable terms.

A delay in the delivery to us of any such vessel, or the failure of the shipyard to deliver a vessel at all, could cause us
to breach our obligations under a related charter and could adversely affect our earnings. In addition, the delivery of
any of these vessels with substantial defects could have similar consequences.

A shipyard could fail to deliver a newbuild on time or at all because of:

work stoppages or other hostilities, political or economic disturbances that disrupt the operations of the shipyard;
quality or engineering problems;

bankruptcy or other financial crisis of the shipyard;

a backlog of orders at the shipyard;

disputes between us and the shipyard regarding contractual obligations;

weather interference or catastrophic events, such as major earthquakes or fires;
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our requests for changes to the original vessel specifications or disputes with the

shipyard; or
shortages of or delays in the receipt of necessary construction materials, such as steel, or equipment, such as main
engines, electricity generators and propellers.
During periods in which charter rates are high, vessel values generally are high as well, and it may be difficult to
consummate vessel acquisitions or enter into newbuilding contracts at favorable prices. During periods when charter
rates are low, we may be unable to fund the acquisition of newbuilding vessels, whether through lending or cash on
hand. For these reasons, we may be unable to execute our growth plans or avoid significant expenses and losses in
connection with our future growth efforts.
Credit market volatility may affect our ability to refinance our existing debt or incur additional debt.
The credit markets have recently experienced extreme volatility and disruption, which has limited credit capacity for
certain issuers, and lenders have requested shorter terms and lower leverage ratios. The market for new debt financing
is extremely limited and in some cases not available at all. If current levels of market disruption and volatility
continue or worsen, we may not be able to refinance our existing debt or incur additional debt, which may require us
to seek other funding sources to meet our liquidity needs or to fund planned expansion.
Labor interruptions could disrupt our business.
Our vessels are manned by masters, officers and crews that are employed by third parties. If not resolved in a timely
and cost-effective manner, industrial action or other labor unrest could prevent or hinder our operations from being
carried out normally and could have a material adverse effect on our business, results of operations, cash flows,
financial condition and ability to pay dividends.
We will not be able to take advantage of potentially favorable opportunities in the current spot market with respect to
vessels employed on time charters.
As of April 25, 2018, all of our vessels (except for one still under construction) are employed under time charters
with remaining terms ranging from less than one month to 20 months based on the minimum duration of the charter
contracts. The percentage of our fleet that is under time charter contracts represents approximately 54% of our vessel
capacity in the remainder of 2018 and 9% of our capacity in 2019. Although time charters provide relatively steady
streams of revenue, vessels committed to time charters may not be available for spot charters during periods of
increasing charter hire rates, when spot charters might be more profitable. If we cannot re-charter these vessels on
time charters or trade them in the spot market profitably, our results of operations and operating cash flow may suffer.
We may not be able to secure charter hire rates in the future that will enable us to operate our vessels profitably.
Although we do not receive any revenues from certain of our vessels while such vessels are unemployed, we are
required to pay expenses necessary to maintain the vessel in proper operating condition, insure it and service any
indebtedness secured by such vessel. Despite the fact that as of April 25, 2018 all of our vessels are employed (except
for one still under construction), we may be forced to lay up vessels if rates drop to levels below daily running
expenses or if we are unable to find employment for the vessels for prolonged periods of time.
We or our Managers may be unable to attract and retain key management personnel and other employees in the
shipping industry, which may negatively affect the effectiveness of our management and our results of operations.
Our success depends to a significant extent upon the abilities and efforts of our management team. Our success will
depend upon our and our Manager's ability to hire additional employees and to retain key members of our
management team. The loss of any of these individuals could adversely affect our business prospects and financial
condition and operating cash flows. Difficulty in hiring and retaining personnel could adversely affect our results of
operations. We do not currently intend to maintain "key man" life insurance on any of our officers.
Risks involved with operating ocean-going vessels could affect our business and reputation, which may reduce our
revenues.
The operation of an ocean-going vessel carries inherent risks. These risks include, among others, the possibility of:
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-marine disaster;

-piracy;

-environmental accidents;

-grounding, fire, explosions and collisions;

-cargo and property losses or damage;

business interruptions caused by mechanical failure, human error, war, terrorism, political action in various
'countries, labor strikes or adverse weather conditions; and

work stoppages or other labor problems with crew members serving on our vessels including crew strikes and/or
‘boycotts.

Such occurrences could result in death or injury to persons, loss of property or environmental damage, delays in the
delivery of cargo, loss of revenues from or termination of charter contracts, governmental fines, penalties or
restrictions on conducting business, higher insurance rates, and damage to our reputation and customer relationships
generally. Any of these circumstances or events could increase our costs or lower our revenues, which could result in
reduction in the market price of our shares of common stock. The involvement of our vessels in an environmental
disaster may harm our reputation as a safe and reliable vessel owner and operator.

The operation of drybulk carriers and containerships has certain unique operational risks which could affect our
business, financial condition, results of operations and ability to pay dividends.

The operation of certain ship types, such as drybulk carriers and containerships, has certain unique risks. With a
drybulk carrier, the cargo itself and its interaction with the ship can be a risk factor. By their nature, drybulk cargoes
are often heavy, dense, easily shifted, and react badly to water exposure. In addition, drybulk carriers are often
subjected to battering treatment during unloading operations with grabs, jackhammers (to pry encrusted cargoes out of
the hold), and small bulldozers. This treatment may cause damage to the vessel. Vessels damaged due to treatment
during unloading procedures may be more susceptible to breach to the sea. Hull breaches in drybulk carriers may lead
to the flooding of the vessels holds. If a drybulk carrier suffers flooding in its forward holds, the bulk cargo may
become so dense and waterlogged that its pressure may buckle the vessels bulkheads leading to the loss of a vessel. If
we are unable to adequately maintain our vessels we may be unable to prevent these events. Any of these
circumstances or events could negatively impact our business, financial condition, results of operations and ability to
pay dividends. In addition, the loss of any of our vessels could harm our reputation as a safe and reliable vessel owner
and operator.

Containerships operate at higher speeds as compared to other ocean-going vessels in order to move cargoes around the
world quickly and minimize delivery delays. These high speeds can result in greater impact in collisions and
groundings resulting in more damage to the vessel when compared to vessels operating at lower speeds. In addition,
due to the placement of the containers on a containership, there is a greater risk that containers carried on deck will be
lost overboard if an accident does occur. Furthermore, with the highly varied cargo that can be carried on a single
containership, there can be additional difficulties with any clean-up operation following an accident. Also, we may not
be able to correctly control the contents and condition of cargoes within the containers which may give rise to events
such as customer complaints, accidents on-board the ships or problems with authorities due to carriage of illegal
cargoes. Any of these circumstances or events could negatively impact our business, financial condition, results of
operations and ability to pay dividends. In addition, the loss of any of our vessels could harm our reputation as a safe
and reliable vessel owner and operator.

Our vessels may suffer damage and may face unexpected drydocking costs, which could affect our cash flows and
financial condition.

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. The
loss of earnings while these vessels are being repaired and reconditioned, as well as the actual cost of these repairs,
would decrease our earnings. 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 near our vessels' positions. The loss of
earnings and any costs incurred while these vessels are forced to wait for space or to steam to more distant drydocking
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facilities would decrease our earnings.
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Purchasing and operating previously owned vessels may result in increased operating costs and vessels off-hire, which
could adversely affect our earnings. The aging of our fleet may result in increased operating costs in the future, which
could adversely affect our results of operations.

Although we inspect the secondhand vessels prior to purchase, this inspection does not provide us with the same
knowledge about their condition and cost of any required (or anticipated) repairs that it would have had if these
vessels had been built for and operated exclusively by us. Generally, we do not receive the benefit of warranties on
secondhand vessels.

In general, the costs to maintain a vessel in good operating condition increase with the age of the vessel. As of April
25, 2018, the vessels in our fleet had an average age of approximately 16.9 years. As our vessels age, they may
become less fuel efficient and more costly to maintain and will not be as advanced as more recently constructed
vessels due to improvements in design and engine technology. Rates for cargo insurance, paid by charterers, also
increase with the age of a vessel, making older vessels less desirable to charterers. Governmental regulations, safety or
other equipment standards related to the age of vessels may require expenditures for alterations, or the addition of new
equipment, to our vessels and may restrict the type of activities in which our vessels may engage. As our vessels age,
market conditions may not justify those expenditures or enable us to operate our vessels profitably during the
remainder of their useful lives.

In addition, charterers actively discriminate against hiring older vessels. For example, Rightship, the ship vetting
service founded by Rio Tinto and BHP-Billiton that has become the major vetting service in the dry bulk shipping
industry, ranks the suitability of vessels based on a scale of one to five stars. Most major carriers will not charter a
vessel that Rightship has vetted with fewer than three stars. Rightship automatically downgrades any vessel over 18
years of age to two stars, which significantly decreases its chances of entering into a charter. Therefore, as our vessels
approach and exceed 18 years of age, we may not be able to operate these vessels again profitably or even generate
positive cash flows during the remainder of their useful lives even if the market rates improve, which could adversely
affect our earnings. As of April 25, 2018, seven of our vessels are over 18 years of age.

If we sell vessels, we are not certain that the price for which we sell them will equal their carrying amount at that time.
Unless we set aside reserves for vessel replacement, at the end of a vessel's useful life, our revenue will decline, which
would adversely affect our cash flows and income.

As of April 25, 2018, the vessels in our fleet had an average age of approximately 16.9 years. Unless we maintain cash
reserves for vessel replacement, we may be unable to replace the vessels in our fleet upon the expiration of their useful
lives. We estimate the useful life of our vessels to be 25 years from the completion of their construction. Our cash
flows and income are dependent on the revenues we earn by chartering our vessels to customers. If we are unable to
replace the vessels in our fleet upon the expiration of their useful lives, our business, financial condition and results of
operations may be materially adversely affected. Any reserves set aside for vessel replacement would not be available
for other cash needs or dividends.

Technological innovation could reduce our charter hire income and the value of our vessels.

The charter hire rates and the value and operational life of a vessel are determined by a number of factors including
the vessel's efficiency, operational flexibility and physical life. Efficiency includes speed, fuel economy and the ability
to load and discharge cargo quickly. Flexibility includes the ability to enter harbors, utilize related docking facilities
and pass through canals and straits. The length of a vessel's physical life is related to its original design and
construction, its maintenance and the impact of the stress of operations. If new vessels are built that are more efficient
or more flexible or have longer physical lives than our vessels, competition from these more technologically advanced
vessels could adversely affect the amount of charter hire payments we receive for our vessels and the resale value of
our vessels could significantly decrease. As a result, our available cash could be adversely affected.

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 otherwise adversely affect our business.

We enter into, among other things, charter-party agreements. Such agreements subject us to counterparty risks. The
ability and willingness 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
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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. In addition, in depressed
market conditions, our charterers may no longer need a vessel that is currently under charter or may be able to obtain a
comparable vessel at lower rates. As a result, charterers may seek to renegotiate the terms of their existing charter
parties or avoid their obligations under those contracts, especially when the contracted charter rates are significantly
above market levels. Should a counterparty fail to honor its obligations under agreements with us, it may be difficult
to secure substitute employment for such vessel, and any new charter arrangements we secure in the spot market or on
time charters would be at lower rates given currently decreased charter rate levels. If our charterers fail to meet their
obligations to us or attempt to renegotiate our charter agreements, it may be difficult to secure substitute employment
for such vessel, and any new charter arrangements we secure in the spot market or on time charters may be at lower
rates given currently decreased charter rate levels. 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 in the future and compliance with covenants in our credit facilities.

We may not have adequate insurance to compensate us adequately for damage to, or loss of, our vessels.

We procure insurance for our fleet against risks commonly insured against by vessel owners and operators which
includes hull and machinery insurance, protection and indemnity insurance (which, in turn, includes environmental
damage and pollution insurance) and war risk insurance and freight, demurrage and defense insurance for our fleet.
We generally do not maintain insurance against loss of hire which covers business interruptions that result in the loss
of use of a vessel except in cases we consider such protection appropriate. We may not be adequately insured against
all risks and we may not be able to obtain adequate insurance coverage for our fleet in the future. The insurers may not
pay particular claims. Even if our insurance coverage is adequate to cover our losses, we may not be able to timely
obtain a replacement vessel in the event of a loss. Our insurance policies contain deductibles for which we will be
responsible and limitations and exclusions which may increase our costs. Since it is possible that a large number of
claims may be brought, the aggregate amount of these deductibles could be material. Moreover, the insurers may
default on any claims they are required to pay. If our insurance is not enough to cover claims that may arise, it may
have a material adverse effect on our financial condition, results of operations and cash flows.

Because we obtain some of our insurance through protection and indemnity associations, we may also be subject to
calls in amounts based not only on our own claim records, but also the claim records of other members of the
protection and indemnity associations.

We are indemnified for legal liabilities incurred while operating our vessels through membership in P&I associations
or clubs. P&I associations are mutual insurance associations whose members must contribute to cover losses
sustained by other association members. The objective of a P&I association is to provide mutual insurance based on
the aggregate tonnage of a member's vessels entered into the association. Claims are paid through the aggregate
premiums of all members of the association, although members remain subject to calls for additional funds if the
aggregate premiums are insufficient to cover claims submitted to the association. We cannot assure you that the P&l
association to which we belong will remain viable or that we will not become subject to additional funding calls which
could adversely affect us. Claims submitted to the association may include those incurred by members of the
association as well as claims submitted to the association from other P&I associations with which our P&I association
has entered into inter-association agreements.

We may be subject to calls in amounts based not only on our claim records but also the claim records of other
members of the protection and indemnity associations through which we receive insurance coverage for tort liability,
including pollution-related liability. Our payment of these calls could result in significant expense to us, which could
have a material adverse effect on our business, results of operations, cash flows, financial condition and ability to pay
dividends.

Our vessels are exposed to operational risks, including terrorism, cyber-terrorism and piracy that may not be
adequately covered by our insurance.

The operation of any vessel includes risks such as weather conditions, mechanical failure, collision, fire, contact with
floating objects, cargo or property loss or damage and business interruption due to political circumstances in
countries, piracy, terrorist and cyber-terrorist attacks, armed hostilities and labor strikes. Such occurrences could result
in death or injury to persons, loss, damage or destruction of property or environmental damage, delays in the delivery
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of cargo, loss of revenues from or termination of charter contracts, governmental
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fines, penalties or restrictions on conducting business, higher insurance rates and damage to our reputation and
customer relationships generally.

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. Although the frequency of sea piracy
worldwide has generally decreased since 2013, sea piracy incidents continue to occur, particularly in the Gulf of Aden
off the coast of Somalia and increasingly in the Sulu Sea and the Gulf of Guinea, with dry bulk vessels and tankers
particularly vulnerable to such attacks. Acts of piracy could result in harm or danger to the crews that man our vessels.
If these piracy attacks occur in regions in which our vessels are deployed that insurers characterized as "war risk"
zones or Joint War Committee "war and strikes" listed areas, premiums payable for such coverage could increase
significantly and such insurance coverage may be more difficult to obtain. In addition, crew costs, including the
employment of onboard security guards, could increase in such circumstances. Furthermore, while we believe the
charterer remains liable for charter payments when a vessel is seized by pirates, the charterer may dispute this and
withhold charterhire until the vessel is released. A charterer may also claim that a vessel seized by pirates was not
"on-hire" for a certain number of days and is therefore entitled to cancel the charter party, a claim that we would
dispute. We may not be adequately insured to cover losses from these incidents, which could have a material adverse
effect on us. In addition, any 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 earnings.

We may not be adequately insured against all risks, and our insurers may not pay particular claims. With respect to
war risks insurance, which we usually obtain for certain of our vessels making port calls in designated war zone areas,
such insurance may not be obtained prior to one of our vessels entering into an actual war zone, which could result in
that vessel not being insured. Even if our insurance coverage is adequate to cover our losses, we may not be able to
timely obtain a replacement vessel in the event of a loss. Under the terms of our credit facilities, we will be subject to
restrictions on the use of any proceeds we may receive from claims under our insurance policies. Furthermore, in the
future, we may not be able to maintain or obtain adequate insurance coverage at reasonable rates for our fleet. We may
also be subject to calls, or premiums, in amounts based not only on our own claim records but also the claim records
of all other members of the protection and indemnity associations through which we receive indemnity insurance
coverage for tort liability. Our insurance policies also contain deductibles, limitations and exclusions which, although
we believe are standard in the shipping industry, may nevertheless increase our costs in the event of a claim or
decrease any recovery in the event of a loss. If the damages from a catastrophic oil spill or other marine disaster
exceeded our insurance coverage, the payment of those damages could have a material adverse effect on our business
and could possibly result in our insolvency.

Recent action by the IMO's Maritime Safety Committee and U.S. 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. 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. We do not carry cyber-attack insurance, which could have a material adverse effect on our business,
financial condition and results of operations.

In general, we do not carry loss of hire insurance. Occasionally, we may decide to carry loss of hire insurance when
our vessels are trading in areas where a history of piracy has been reported. Loss of hire insurance covers the loss of
revenue during extended vessel off-hire periods, such as those that occur during an unscheduled drydocking or
unscheduled repairs due to damage to the vessel. Accordingly, any loss of a vessel or any extended period of vessel
off-hire, due to an accident or otherwise, could have a material adverse effect on our business, financial condition and
results of operations.

If our vessels call on ports located in countries that are subject to restrictions, sanctions or embargoes imposed by the
U.S. government, it could adversely affect our reputation and the market for our shares of common stock and its
trading price.

From time to time, vessels in our fleet on charterers' instructions may 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 North Korea, Iran, Sudan and Syria. We endeavor to have trade exclusion clauses
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included in the charter contracts. All of our charters contain trade exclusion clauses relating to, among other locations,
countries deemed by the United States as state sponsors of terrorism. The U.S. sanctions and
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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. The U.S. government has recently lifted certain sanctions with respect to Libya and made changes to the
scope of the sanctions regime for Iran.

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 United States, including conducting business in U.S. dollars. Also in 2012, President
Obama signed into law the Iran Threat Reduction and Syria Human Rights Act of 2012, 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 United States to impose five or more sanctions from Section 6(a) of the Iran Sanctions Act, as amended, on a
person the President determines is a controlling beneficial owner of, or otherwise owns, operates, or controls or
insures a vessel that was used to transport crude oil from Iran to another country and (1) if the person is a controlling
beneficial owner of the vessel, the person had actual knowledge the vessel was so used or (2) if the person otherwise
owns, operates, or controls, or insures the vessel, the person knew or should have known the vessel was so used. Such
a person could be subject to a variety of sanctions, including exclusion from U.S. capital markets, exclusion from
financial transactions subject to U.S. jurisdiction, and exclusion of that person's vessels from U.S. ports for up to two
years.

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

On January 20, 2014, the United States and European Union indicated that they would begin implementing the
temporary relief measures provided for under the JPOA. These measures include, among other things, the suspension
of certain sanctions on the Iranian petrochemicals, precious metals, and automotive industries, initially for the
six-month period beginning January 20, 2014 and ending July 20, 2014. The JPOA was subsequently extended twice.
On July 14, 2015, the P5+1 and the EU announced that they reached a landmark agreement with Iran titled the Joint
Comprehensive Plan of Action Regarding the Islamic Republic of Iran's Nuclear Program (the "JCPOA"), which is
intended to significantly restrict Iran's ability to develop and produce nuclear weapons for 10 years while
simultaneously easing sanctions directed toward non-U.S. persons for conduct involving Iran, but taking place outside
of U.S. jurisdiction and does not involve U.S. persons. On January 16, 2016 ("Implementation Day"), the United
States joined the EU and the UN in lifting a significant number of their nuclear-related sanctions on Iran following an
announcement by the International Atomic Energy Agency ("[AEA") that Iran had satisfied its respective obligations
under the JCPOA.

U.S. sanctions prohibiting certain conduct that is now permitted under the JCPOA have not actually been repealed or
permanently terminated at this time. Rather, the U.S. government has implemented changes to the sanctions regime
by: (1) issuing waivers of certain statutory sanctions provisions; (2) committing to refrain from exercising certain
discretionary sanctions authorities; (3) removing certain individuals and entities from OFAC's sanctions lists; and (4)
revoking certain Executive Orders and specified sections of Executive Orders. These sanctions will not be
permanently "lifted" until the earlier of "Transition Day," set to occur on October 20, 2023, or upon a report from the
IAEA stating that all nuclear material in Iran is being used for peaceful activities. On October 13, 2017, President
Trump announced he would not certify Iran's compliance with the JCPOA. This did not withdraw the U.S. from the
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JCPOA or re-instate any sanctions. However, President Trump must periodically renew sanctions waivers and his
refusal to do so could result in the reinstatement of certain sanctions suspended under the JCPOA.
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All of the Company's revenues are from chartering-out its vessels on voyage or time charter contracts. The Company's
vessels can also enter into pooling arrangements under which an international company and trading house involved in
the use and/or transportation of drybulk commodities directs the Company's vessel to carry cargoes on its behalf. In
time charters and pooling arrangements, the Company has no contractual relationship with the owner of the cargo and
does not know the identity of the cargo owner. The vessel is directed to a load port to load the cargo, and to a
discharge port to offload the cargo, based solely on the instructions of the charterer. Under its time charters and
pooling arrangements, the terms of which are consistent with industry standards, the Company may not have the
ability to prohibit its charterers from sending its vessels to Iran, North Korea, Sudan, Syria or Cuba to carry cargoes
that do not violate applicable laws. As of April 25, 2018, none of our vessels have called on ports at the
aforementioned countries in the past or are arranged to call such ports in the future. The vessels' shipowning
companies do not presently have, and have not in the past had, any agreements, arrangements or contracts with the
governments of Iran, North Korea, Sudan, Syria or Cuba or entities that these countries control.

Although we believe that we have been in compliance with all applicable sanctions and embargo laws and regulations,
and intend to maintain such compliance, there can be no assurance that we will be in compliance with all applicable
sanctions and embargo laws and regulations 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. In addition, certain institutional
investors may have investment policies or restrictions that prevent them from holding securities of companies that
have contracts with countries identified by the U.S. government as state sponsors of terrorism. 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.

We expect to operate substantially outside the United States, which will expose us to political and governmental
instability, which could harm our operations.

We expect that our operations will be primarily conducted outside the United States and may be adversely affected by
changing or adverse political and governmental conditions in the countries where our vessels are flagged or registered
and in the regions where we otherwise engage in business. Any disruption caused by these factors may interfere with
the operation of our vessels, which could harm our business, financial condition and results of operations. Past
political efforts to disrupt shipping in these regions, particularly in the Arabian Gulf, have included attacks on ships
and mining of waterways. In addition, terrorist attacks outside this region, such as the attacks that occurred against
targets in the United States on September 11, 2001, Spain on March 11, 2004, London on July 7, 2005 and March 22,
2017, Mumbai on November 26, 2008, Paris on November 13, 2015 and August 9, 2017, Brussels on March 22, 2016,
Nice on July 14, 2016, Berlin and Istanbul on December 31, 2016, and continuing or new unrest and hostilities in Iraq,
Afghanistan, Libya, Egypt, Ukraine, Syria and elsewhere in the world may lead to additional armed conflicts or to
further acts of terrorism and civil disturbance. Any such attacks or disturbances may disrupt our business, increase
vessel operating costs, including insurance costs, and adversely affect our financial condition and results of
operations. Our operations may also be adversely affected by expropriation of vessels, taxes, regulation, tariffs, trade
embargoes, economic sanctions or a disruption of or limit to trading activities or other adverse events or
circumstances in or affecting the countries and regions where we operate or where we may operate in the future.

The international nature of our operations may make the outcome of any bankruptcy proceedings difficult to predict.
We are incorporated under the laws of the Republic of the Marshall Islands and we conduct operations in countries
around the world. Consequently, in the event of any bankruptcy, insolvency, liquidation, dissolution, reorganization or
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similar proceeding involving us or any of our subsidiaries, bankruptcy laws other than those of the United States could
apply. If we become a debtor under U.S. bankruptcy law, bankruptcy courts in the United States may seek to assert
jurisdiction over all of our assets, wherever located, including property situated in other countries. There can be no
assurance, however, that we would become a debtor in the United States, or that a U.S. bankruptcy
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court would be entitled to, or accept, jurisdiction over such a bankruptcy case, or that courts in other countries that
have jurisdiction over us and our operations would recognize a U.S. bankruptcy court's jurisdiction if any other
bankruptcy court would determine it had jurisdiction.

Obligations associated with being a public company require significant company resources and management attention.
We are subject to the reporting requirements of the Securities Exchange Act of 1934, as amended, or the Exchange
Act, and the other rules and regulations of the SEC, including the Sarbanes-Oxley Act of 2002, or Sarbanes-Oxley.
Section 404 of Sarbanes-Oxley requires that we evaluate and determine the effectiveness of our internal control over
financial reporting.

We work with our legal, accounting and financial advisors to identify any areas in which changes should be made to
our financial and management control systems to manage our growth and our obligations as a public company. We
evaluate areas such as corporate governance, corporate control, internal audit, disclosure controls and procedures and
financial reporting and accounting systems. We will make changes in any of these and other areas, including our
internal control over financial reporting, which we believe are necessary. However, these and other measures we may
take may not be sufficient to allow us to satisfy our obligations as a public company on a timely and reliable basis. In
addition, compliance with reporting and other requirements applicable to public companies do create additional costs
for us and will require the time and attention of management. Our limited management resources may exacerbate the
difficulties in complying with these reporting and other requirements while focusing on executing our business
strategy. We may not be able to predict or estimate the amount of the additional costs we may incur, the timing of
such costs or the degree of impact that our management's attention to these matters will have on our business.
Exposure to currency exchange rate fluctuations will result in fluctuations in our cash flows and operating results.
We generate all our revenues in U.S. dollars, but we incur approximately 35% of our vessel operating expenses and
drydocking expenses, all of our vessel management fees, and approximately 5% in 2017 of our general and
administrative expenses in currencies other than the U.S. dollar. This difference could lead to fluctuations in our
operating expenses, which would affect our financial results. Expenses incurred in foreign currencies increase when
the value of the U.S. dollar falls, which would reduce our profitability and cash flows.

Interest rates in most loan agreements in our industry are based on variable components, such as LIBOR, and if such
variable components increase significantly, it could affect our profitability, earnings and cash flows.

LIBOR in the past has been volatile, with the spread between LIBOR and the prime lending rate widening
significantly at times. These conditions can be the result of disruptions in the international credit markets. Because the
interest rates borne by our outstanding indebtedness fluctuate with changes in LIBOR, if this volatility were to
continue, it would affect the amount of interest payable to service our debt, which in turn, could have an adverse effect
on our profitability, earnings and cash flows.

Furthermore, interest rates in most loan agreements in our industry have been based on published LIBOR rates. Our
loan agreements contain provisions that entitle the lenders, in their discretion, to replace published LIBOR as the base
for the interest calculation with their cost-of-funds rate if the quoted LIBOR rate does not reflect their true
cost-of-funds or if it is unavailable. Since some of our loans have such clauses, our borrowing costs could increase
significantly if there is a market disruption of LIBOR, which could have an adverse effect on our profitability,
earnings and cash flows.

We depend upon a few significant customers for a large part of our revenues and the loss of one or more of these
customers could adversely affect our financial performance.

We have historically derived a significant part of our revenues from a small number of charterers. During 2017,
approximately 67% of our revenues derived from our top five charterers. During 2016 and 2015, approximately 73%
and 59%, respectively, of our revenues derived from our top five charterers. If one or more of our charterers chooses
not to charter our vessels or is unable to perform under one or more charters with us and we are not able to find a
replacement charter, we could suffer a loss of revenues that could adversely affect our financial condition and results
of operations.
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United States tax authorities could treat us as a "passive foreign investment company," which could have adverse
United States federal income tax consequences to United States holders.

A foreign corporation will be 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, "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. For
purposes of these tests, income derived from the performance of services does not constitute "passive income." United
States shareholders of a PFIC are subject to a disadvantageous United States federal income tax regime with respect to
the income derived by the PFIC, 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. In addition, United States shareholders of a PFIC are required to
file annual information returns with the United States Internal Revenue Service, or IRS.

Based on our current method of operation, we do not believe that we have been, are or will be a PFIC with respect to
any taxable year. In this regard, we treat the gross income we derive or are deemed to derive from our time chartering
activities as services income, rather than rental income. Accordingly, we believe that our income from our time
chartering activities should not constitute "passive income," and the assets that we own and operate in connection with
the production of that income should not constitute passive assets.

There is substantial legal authority supporting this position consisting of case law and IRS pronouncements
concerning the characterization of income derived from time charters and voyage charters as services income for other
tax purposes. However, it should be noted that there is also authority which characterizes time charter income as
rental income rather than services income for other tax purposes. Accordingly, in the absence of legal authority
directly relating to PFIC rules, no assurance can be given that the IRS or a court of law will accept this position, and
there is a risk that the IRS or a 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 the nature and extent of our operations changed.

If the IRS were to find that we are or have been a PFIC for any taxable year, our United States shareholders will face
adverse United States federal income tax consequences. Under the PFIC rules, unless those shareholders make an
election available under the United States Internal Revenue Code of 1986, as amended, (which election could itself
have adverse consequences for such shareholders, as discussed in Item 10 of this Annual Report under "Taxation —
United States Federal Income Taxation of U.S. Holders"), such shareholders would be subject to U.S. federal income
tax at the then prevailing income tax rates on ordinary income plus interest upon excess distributions and upon any
gain from the disposition of our shares, as if the excess distribution or gain had been recognized ratably over the
United States shareholder's holding period of our shares. See "Taxation — United States Federal Income Taxation of
U.S. Holders" in this Annual Report under Item 10 for a more comprehensive discussion of the United States federal
income tax consequences to United States shareholders if we are treated as a PFIC.

Based on the current and expected composition of our and our subsidiaries' assets and income, it is not anticipated that
we will be treated as a PFIC. Our actual PFIC status for any taxable year, however, will not be determinable until after
the end of such taxable year. Accordingly there can be no assurances regarding our status as a PFIC for the current
taxable year or any future taxable year. See the discussion in the section entitled "Item 10.E. Taxation — Passive
Foreign Investment Company Regulations." We urge U.S. Holders to consult with their own tax advisors regarding
the possible application of the PFIC rules.

If management is unable to provide reports as to the effectiveness of our internal control over financial reporting,
investors could lose confidence in the reliability of our financial statements, which could result in a decrease in the
value of our common stock.

Under Section 404 of Sarbanes-Oxley, we are required to include in each of our annual reports on Form 20-F a report
containing our management's assessment of the effectiveness of our internal control over financial reporting. If, in
such annual reports on Form 20-F, our management cannot provide a report as to the effectiveness of our internal
control over financial reporting as required by Section 404, investors could lose confidence in the reliability of our
financial statements, which could result in a decrease in the value of our common stock.
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We are subject to United States federal income tax on United States source income, which may 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 and our subsidiaries, that is attributable to
transportation that begins or ends, but that does not both begin and end, in the United States may be subject to a 4%
United States federal income tax without allowance for deduction, unless that corporation qualifies for exemption
from tax under Section 883 of the Code and the regulations promulgated thereunder.

We did not qualify for this statutory tax exemption under Section 883 of the Code for the 2016 and 2017 taxable
years, although we may be able to qualify for this exemption in future taxable years.

Since we and our subsidiaries are not entitled to the exemption under Section 883 of the Code for the 2017 taxable
year, we and our subsidiaries are subject to an effective 2% United States federal income tax on the shipping income
we derived during 2017 that is attributable to the transport of cargoes to or from the United States. The amount of this
tax was $28,475 for the 2016 taxable year and we estimate this to be approximately $44,268 for the 2017 taxable year.
Failure to comply with the U.S. Foreign Corrupt Practices Act could result in fines, criminal penalties, and an adverse
effect on our business.

We operate in a number of countries throughout the world, including countries known to have a reputation for
corruption. We are committed to doing business in accordance with applicable anti-corruption laws and have adopted
a code of business conduct and ethics which is consistent and in full compliance with the U.S. Foreign Corrupt
Practices Act of 1977. We are subject, however, to the risk that we, our affiliated entities or our or their respective
officers, directors, employees and agents may take action determined to be in violation of such anti-corruption laws,
including the U.S. Foreign Corrupt Practices Act of 1977. Any such violation could result in substantial fines,
sanctions, civil and/or criminal penalties, curtailment of operations in certain jurisdictions, and might adversely affect
our business, results of operations or financial condition. In addition, actual or alleged violations could damage our
reputation and ability to do business. Furthermore, detecting, investigating, and resolving actual or alleged violations
is expensive and can consume significant time and attention of our senior management.

It may be difficult to enforce service of process and enforcement of judgments against us and our officers and
directors.

We are a Marshall Islands corporation, and our subsidiaries are incorporated in jurisdictions outside of the United
States. Our executive offices are located outside of the United States in Maroussi, Greece. A majority of our directors
and officers reside outside of the United States, and a substantial portion of our assets and the assets of our officers
and directors are located outside of the United States. As a result, you may have difficulty serving legal process within
the United States upon us or any of these persons. You may also have difficulty enforcing, both in and outside of the
United States, judgments you may obtain in the U.S. courts against us or these persons in any action, including actions
based upon the civil liability provisions of U.S. federal or state securities laws.

There is also substantial doubt that the courts of the Marshall Islands, Greece or jurisdictions in which our subsidiaries
are organized would enter judgments in original actions brought in those courts predicated on U.S. federal or state
securities laws. In addition, the protection afforded minority shareholders in the Marshall Islands is different than
those offered in the United States.

Risk Factors Relating To Our Common Stock

The trading volume for our common stock has been low, which may cause our common stock to trade at lower prices
and make it difficult for you to sell your common stock.

Although our shares of common stock traded on the Nasdaq Global Market since January 31, 2007 and on the Nasdaq
Global Select Market since January 1, 2008, and have traded on the Nasdaq Capital Market since June 26, 2015, the
trading volume has been lower over the last couple of years. Our shares may not actively trade in the public market
and any such limited liquidity may cause our common stock to trade at lower prices and make it difficult to sell your
common stock.
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The market price of our common stock has been and may in the future be subject to significant fluctuations.
The market price of our common stock has been and may in the future be subject to significant fluctuations as a result
of many factors, some of which are beyond our control. Among the factors that have in the past and could in the future
affect our stock price are:
-actual or anticipated fluctuations in quarterly and annual variations in our results of operations;
-changes in market valuations or sales or earnings estimates or publication of research reports by analysts;
-changes in earnings estimates or shortfalls in our operating results from levels forecasted by securities analysts;
-speculation in the press or investment community about our business or the shipping industry;
-changes in market valuations of similar companies and stock market price and volume fluctuations generally;
-payment of dividends;
strategic actions by us or our competitors such as mergers, acquisitions, joint ventures, strategic alliances or
‘restructurin gs;
-changes in government and other regulatory developments;
-additions or departures of key personnel;
-general market conditions and the state of the securities markets; and
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