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FORWARD-LOOKING STATEMENTS
This Annual Report should be read in conjunction with the consolidated financial statements and accompanying notes included in this report.

Navios Maritime Holdings Inc. 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 document and any other written or oral statements

made by us or on our behalf may include forward-looking statements, which reflect our current views with respect to future events and financial

performance. The words may, could, should, would, expect, plan, anticipate, intend, forecast, believe, estimate, predict,
continue and similar expressions identify forward-looking statements.

Please note in this Annual Report, we , us , our ,the Company and Navios Holdings all refer to Navios Maritime Holdings Inc. and its
subsidiaries.

The forward-looking statements in this document are based upon various assumptions, many of which are based, in turn, upon further
assumptions, including without limitation, management s examination of historical operating trends, data contained in our records, and other data
available from third parties. Although we believe that these assumptions were reasonable when made, because these assumptions are inherently
subject to significant uncertainties and contingencies which are difficult or impossible to predict and are beyond our control, we cannot assure
you that we will achieve or accomplish these expectations, beliefs or projections.

In addition to these important factors and matters discussed elsewhere herein, important factors that, in our view, could cause actual results to
differ materially from those discussed in the forward-looking statements include the strength of world economies, fluctuations in currencies and
interest rates, general market conditions, including fluctuations in charter hire rates and vessel values, changes in demand in the drybulk
shipping industry, changes in the Company s operating expenses, including bunker prices, drydocking and insurance costs, changes in
governmental rules and regulations or actions taken by regulatory authorities, potential liability from pending or future litigation, general
domestic and international political conditions, potential disruption of shipping routes due to accidents or political events, and other important
factors described from time to time in the reports filed by the Company with the Securities and Exchange Commission, or the SEC.

We undertake no obligation to update any forward-looking statement or statements to reflect events or circumstances after the date on which
such statement is made or to reflect the occurrence of unanticipated events, except as required by law. New factors emerge from time to time,
and it is not possible for us to predict all of these factors. Further, we cannot assess the impact of each such factor on our business or the extent
to which any factor, or combination of factors, may cause actual results to be materially different from those contained in any forward-looking
statement.

PARTI
Item 1. Identity of Directors, Senior Management and Advisers
Not Applicable.
Item 2. Offer Statistics and Expected Timetable
Not Applicable.
Item 3. Key Information
A. Selected Financial Data

Navios Holdings selected historical financial information and operating results for the years ended December 31, 2012, 2011, 2010, 2009 and
2008 are derived from the audited consolidated financial statements of Navios Holdings. The consolidated statement of operations data for the
years ended December 31, 2012, 2011 and 2010 and the consolidated balance sheet data as of December 31, 2012 and 2011 have been derived
from our audited consolidated financial statements included elsewhere in this Annual Report. The consolidated statement of operations data for
the years ended December 31, 2009 and 2008, and the balance sheet data as of December 31, 2010, 2009 and 2008, have been derived from our
audited financial statements for the years ended December 31, 2010, 2009 and 2008, which are not included in this document. The selected
consolidated financial data should be read in conjunction with Item 5. Operating and Financial Review and Prospects , the consolidated financial
statements, related notes and other financial information included elsewhere in this Annual Report.
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Statement of Income Data
Revenue

Time charter, voyage and logistics
business expenses

Direct vessel expenses

General and administrative expenses
Depreciation and amortization
Provision for losses on accounts
receivable

Interest income

Interest expense and finance cost, net
(Loss)/gain on derivatives

Gain on sale of assets/partial sale of
subsidiary

(Loss)/gain on change in control
Loss on bond extinguishment

Other income

Other expense

Income before equity in net earnings of
affiliated companies

Equity in net earnings of affiliated
companies

Income before taxes
Income tax (expense)/benefit

Net income

Less: Net (income)/loss attributable to the
noncontrolling interest

Preferred stock dividends of subsidiary
Preferred stock dividends attributable to
the noncontrolling interest

Net income attributable to Navios
Holdings common stockholders

Income attributable to Navios Holdings
common stockholders, basic

Income attributable to Navios Holdings
common stockholders, diluted

Weighted average number of shares,
basic

Basic net earnings per share
attributable to Navios Holdings
common stockholders

Weighted average number of shares,
diluted
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Year Ended

December 31,

$

2012

(Expressed in thousands of U.S. dollars

616,494
(269,279)
(117,790)

(51,331)
(108,206)

(17,136)

2,717
(106,196)
(196)

323

189,239

(10,993)

127,646

48,228

175,874
(312)

175,562

77

175,485

173,780

175,485

101,232,720

1.72

111,033,758

Year Ended

December 31,

$

2011

689,355
(273,312)
(117,269)

(52,852)
(107,395)

(239)
4,120
(107,181)
(165)
38,822
(35,325)
(21,199)

1,660
(12,990)

6,030

35,246

41,276
56

41,332

(506)
27)

12

40,811

39,115

40,811

100,926,448

0.39

110,323,652

Year Ended

December 31,

$

2010

679,918
(285,742)
(97,925)
(58,604)
(101,793)
(4,660)

3,642
(106,022)

4,064

55,432
17,742

10,349
(11,303)

105,098

40,585

145,683
(414)

145,269

488

145,757

143,307

146,878

100,518,380

1.43

116,182,356

Year Ended

December 31,
2009

$ 598,676
(316,473)
(68,819)
(43,897)
(73,885)
(2,237)

1,699
(63,618)

375

20,785

8,079
(20,508)

$ 40,177

29,222

$ 69,399
1,565

$ 70,964

(3,030)

$ 67,934

67,025

$ 69,041

99,924,587

$ 0.67

105,194,659

Year Ended

December 31,
2008

except share and per share data)

$ 1,246,062
(1,034,365)
(58.495)
(37,047)
(57,062)
(2,668)

7,753
(49,128)

8,092

27,817

3,133
(7,386)

$ 46,706

17,431

$ 64,137
56,113

$ 120,250

(1,723)

$ 118,527

118,527

$ 118,527

104,343,083

107,344,748
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Diluted net earnings per share
attributable to Navios Holdings
common stockholders

Balance Sheet Data (at period end)
Current assets, including cash

Total assets

Current liabilities, including current
portion of long-term debt

Total long-term debt, including current
portion

Navios Holdings stockholders equity

Table of Contents

1.58

470,567
2,941,462

189,376

1,358,212
1,206,376

0.37

370,974
2,913,824

252,003

1,453,557
1,059,106

1.26

349,965
3,676,767

201,603

2,075,910
1,059,583

0.66

427,680
2,935,182

196,080

1,622,706
925,480

1.10

505,409
2,253,624

271,532

887,715
805,820
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Year Ended Year Ended Year Ended Year Ended Year Ended

December December December December December
31, 31, 31, 31, 31,
2012 2011 2010 2009 2008
(Expressed in thousands of U.S. dollars except per share data)
Other Financial Data
Net cash provided by/(used in) operating activities $ 233,846 $ 106,643 $ 188,641 $ 216,451 $ (28,388)
Net cash provided by/(used in) investing activities 7,251 (175,264) (135,920) (802,538) (452,637)
Net cash (used in)/provided by financing activities (154,325) 32,307 (19,244) 626,396 187,082
Book value per common share 11.68 10.34 10.43 9.17 8.02
Cash dividends per common share 0.30 0.25 0.24 0.27 0.38
Cash dividends per preferred share 201.1 200.0 345.52 52.35
Cash paid for common stock dividend declared 30,730 25,542 24,107 27,154 28,588
Cash paid for preferred stock dividend declared 1,705 1,696 2,930 429
Adjusted EBITDA (1) $ 399,483 $ 260,826 $ 356,126 $ 206,801 $ 165,478

(1) EBITDA represents net income plus interest and finance costs plus depreciation and amortization and income taxes. Adjusted EBITDA in
this document represents EBITDA before stock based compensation. Navios Holdings believes that Adjusted EBITDA is a basis upon
which liquidity can be assessed and represents useful information to investors regarding Navios Holdings ability to service and/or incur
indebtedness, pay capital expenditures, meet working capital requirements and pay dividends. Navios Holdings also believes that Adjusted
EBITDA is used (i) by prospective and current lessors as well as potential lenders to evaluate potential transactions; and (ii) to evaluate
and price potential acquisition candidates.

Adjusted EBITDA has limitations as an analytical tool, and should not be considered in isolation or as a substitute for the analysis of Navios

Holdings results as reported under U.S. GAAP. Some of these limitations are: (i) Adjusted EBITDA does not reflect changes in, or cash

requirements for, working capital needs; and (ii) although depreciation and amortization are non-cash charges, the assets being depreciated and

amortized may have to be replaced in the future. Adjusted EBITDA does not reflect any cash requirements for such capital expenditures.

Because of these limitations, Adjusted EBITDA should not be considered as a principal indicator of Navios Holdings performance. Furthermore,

our calculation of Adjusted EBITDA may not be comparable to that reported by other companies due to differences in methods of calculation.

The following table reconciles net cash from operating activities, as reflected in the consolidated statements of cash flows, to Adjusted EBITDA:

Adjusted EBITDA Reconciliation from Cash from Operations

Year Ended Year Ended Year Ended Year Ended Year Ended

December December December December December
31, 31, 31, 31, 31,
2012 2011 2010 2009 2008
(Expressed in thousands of U.S. dollars except per share data)
Net cash provided by/(used in) operating activities $ 233,846 $ 106,643 $ 188,641 $ 216,451 $ (28,388)
Net increase/(decrease) in operating assets 48,057 77,023 (7,051) (30,399) (87,797)
Net decrease/(increase) in operating liabilities 20,646 (23,633) 20,578 (56,498) 226,145
Payments for drydock and special survey costs 14,461 12,769 9,337 3,522 3,653
Net interest cost 97,170 97,481 90,628 55,237 39,298
Provision for losses on accounts receivable (17,136) (239) (4,660) (2,237) (2,668)
Gain on sale of assets/partial sale of subsidiary 323 38,822 55,432 20,785 27,817
Unrealized (loss)/gain on FFA derivatives, warrants, interest
rate swaps and expenses related to bond extinguishment (124) (5,285) (12,882) 9,311 (15,376)
Earnings/(losses) in affiliates and joint ventures, net of
dividends received 2,317 (6,909) (307) 1,355 4,517
Unrealized losses on available for sale securities (13,778)
Compensation income 6,082
(Loss)/gain on change in control (35,325) 17,742
Repurchase of convertible bond 3,799
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Transaction expenses (5,619)
Noncontrolling interest 7) (521) 488 (3,030) (1,723)
Adjusted EBITDA $ 399,483 $ 260,826 $ 356,126 $ 206,801 $ 165,478

B. Capitalization and Indebtedness

Not applicable.

C. Reasons for the Offer and Use of Proceeds
Not applicable.

D. Risk Factors

Some of the following risks relate principally to the industry in which we operate and our business in general. Other risks relate principally to

the securities market and ownership of our common stock. You should carefully consider each of the following risks together with the other
information incorporated into this Annual Report when evaluating the Company s business and its prospect. The risks and uncertainties described
below are not the only ones the Company faces. Additional risks
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and uncertainties not presently known to the Company or that the Company currently considers immaterial may also impair the Company s
business operations. If any of the following risks relating to our business and operations actually occur, our business, financial condition and
results of operations could be materially and adversely affected and in that case, the trading price of our common stock could decline, and you
could lose all or part of your investment.

Risks Associated with the Shipping Industry and Our Drybulk Operations

The cyclical nature of the international drybulk shipping industry may lead to decreases in charter rates and lower vessel values, which
could adversely affect our results of operations and financial condition.

The shipping business, including the dry cargo market, is cyclical in varying degrees, experiencing severe fluctuations in charter rates,
profitability and, consequently, vessel values. For example, during the period from January 1, 2011 to December 31, 2012, the Baltic Exchange s
Panamax time charter average daily rates experienced a low of $3,336 and a high of $17,115. Additionally, during the period from January 1,
2011 to December 31, 2012, the Baltic Exchange s Capesize time charter average daily rates experienced a low of $2,644 and a high of $32,889
and the Baltic Exchange Dry Index experienced a low of 647 points and a high of 2,173 points. Navios Holdings anticipates that the future
demand for its drybulk carriers and drybulk charter rates will be dependent upon demand for imported commodities, economic growth in the
emerging markets, including the Asia Pacific region, India, Brazil and Russia, and in the rest of the world, seasonal and regional changes in
demand and changes to the capacity of the world fleet. Recent adverse economic, political, social or other developments can decrease demand
and prospects for growth in the shipping industry and thereby could reduce revenue significantly. The market supply of drybulk carriers has been
increasing, as the number of drybulk carriers on order was recently near historic highs. These newbuildings were delivered in significant
numbers starting at the beginning of 2006 and continued to be delivered in significant numbers through 2012. While vessel supply will continue
to be affected by the delivery of new vessels and the removal of vessels from the global fleet, either through scrapping or accidental losses, an
over-supply of drybulk carrier capacity could exacerbate the recent decrease in charter rates or prolong the period during which low charter rates
prevail. Continuous declines in demand for commodities transported in drybulk carriers or an increase in supply of drybulk vessels could cause a
further decline in charter rates, which could materially adversely affect our results of operations and financial condition. If we sell a vessel at a
time when the market value of our vessels has fallen, the sale may be at less than the vessel s carrying amount, resulting in a loss.

The demand for vessels has generally been influenced by, among other factors:

global and regional economic conditions;

developments in international trade;

changes in seaborne and other transportation patterns, such as port congestion and canal closures;

weather and crop yields;

armed conflicts, acts of piracy and terrorist activities;

political developments; and

embargoes and strikes.
The supply of vessel capacity has generally been influenced by, among other factors:

Table of Contents 11



Edgar Filing: Navios Maritime Holdings Inc. - Form 20-F

the number of vessels that are in or out of service;

the scrapping rate of older vessels;

port and canal traffic and congestion;

the number of newbuilding deliveries; and

vessel casualties.
Disruptions in world financial markets and the resulting governmental action in Europe, the United States and other parts of the world
could have a material adverse impact on our ability to obtain financing required to acquire vessels or new businesses. Furthermore, such a
disruption would adversely affect our results of operations, financial condition and cash flows and could cause the market price of our
shares to decline.

Concerns relating to the European sovereign debt crisis have recently intensified. While Greece, Portugal, Ireland, Spain and Cyprus have
been the most affected countries thus far, with each agreeing to a rescue package with the European Union and the International Monetary Fund,
there are fears that other European countries may be further affected by increasing public debt burdens and weakening economic growth
prospects. On January, 13, 2012, Standard and Poor s Rating Services ( Standard and Poor s ) downgraded the long-term ratings for nine Eurozone
nations, including France, Italy and Spain. Since then, Standard and Poor s, Moody s Investors Service and other credit ratings agencies have
further downgraded certain Eurozone nations. Most recently Fitch Ratings downgraded Italy s sovereign credit rating on March 8, 2013. Such
downgrades could negatively affect those countries ability to access the public debt markets at reasonable rates or at all, materially affecting the
financial conditions of banks in those countries, including those with which we maintain cash deposits and equivalents, or on which we rely on
to finance our vessel and new business acquisitions.

Cash deposits and cash equivalents in excess of amounts covered by government-provided insurance are exposed to loss in the event of
non-performance by financial institutions. We maintain cash deposits and equivalents in excess of government-provided insurance limits at
banks in Greek and other European banks, which may expose us to a loss of cash deposits or cash equivalents.

In addition, the availability of borrowings under our revolving credit facilities with Cyprus Popular Bank Public Co. Ltd. may be affected by the
agreement by Cyprus in March 2013 to restructure and recapitalize its banks in connection with its rescue package from the European
Commission, European Central Bank and International Monetary Fund. Among other provisions, it was agreed that certain assets and liabilities
of Cyprus Popular Bank Public Co. Ltd. would enter into receivership and the remaining assets and liabilities would be transferred to the Bank
of Cyprus. As this restructuring process is on-going, the availability of our revolving credit facilities has not been confirmed. If we are unable to
borrow under these facilities, we will need to seek other sources of financing which may be unavailable or may be more costly than our current
facilities or subject us to more restrictions, which may have a material adverse impact on our ability to finance acquisitions of vessels or other
assets or otherwise operate our business.

Furthermore, the United States and other parts of the world are exhibiting volatile economic trends and were recently in a recession. Despite
signs of recovery, the outlook for the world economy remains uncertain. For example, the credit markets worldwide have experienced significant
contraction, de-leveraging and reduced liquidity, and the U.S. federal government, state governments and foreign governments have
implemented and are considering a broad variety of governmental action and/or new regulation of the financial markets. Additionally,
uncertainty regarding tax policy and government spending in the United States has created an uncertain
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environment which could reduce demand for our services. Securities and futures markets and the credit markets are subject to comprehensive
statutes, regulations and other requirements. The 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. Recently, a number
of financial institutions have experienced serious financial difficulties and, in some cases, have entered bankruptcy proceedings or are in
regulatory enforcement actions. These issues, along with the reprising of credit risk and the difficulties currently experienced by financial
institutions, have made, and will likely continue to make, it difficult to obtain financing. As a result of the disruptions in the credit markets,
many lenders have increased margins on lending rates, enacted tighter lending standards, required more restrictive terms (including higher
collateral ratios for advances, shorter maturities and smaller loan amounts), or have refused to refinance existing debt at all. Additionally, certain
banks that have historically been significant lenders to the shipping industry have reduced or ceased lending activities in the shipping industry.
New banking regulations, including larger capital requirements and the resulting policies adopted by lenders, could reduce lending activities. We
may experience difficulties obtaining financing commitments, including commitments to refinance our existing debt as balloon payments come
due under our credit facilities, in the future if lenders are unwilling to extend financing to us or unable to meet their funding obligations due to
their own liquidity, capital or solvency issues. Due to the fact that we would possibly cover all or a portion of the cost of any new vessel
acquisition with debt financing, such uncertainty, combined with restrictions imposed by our current debt, could hamper our ability to finance
vessels or new business acquisitions.

In addition, the economic uncertainty worldwide has markedly reduced demand for shipping services and has decreased shipping rates, which
may adversely affect our results of operations and financial condition. Currently, the economies of China, Japan, other Pacific Asian countries
and India are the main driving force behind the development in seaborne transportation. Reduced demand from such economies has driven
decreased rates and vessel values.

We could face risks attendant to changes in economic environments, changes in interest rates, tax policies, and instability in certain securities
markets, among other factors. Major market disruptions and the uncertainty in market conditions and the regulatory climate in the U.S., Europe
and worldwide could adversely affect our business or impair our ability to borrow amounts under any future financial arrangements. The current
market conditions may last longer than we anticipate. These recent and developing economic and governmental factors could have a material
adverse effect on our results of operations, financial condition or cash flows.

Our growth depends on continued growth in demand for drybulk commeodities and the shipping of drybulk cargoes.

Our growth strategy focuses on expansion in the drybulk shipping sector. Accordingly, our growth depends on continued growth in worldwide
and regional demand for drybulk commodities and the shipping of drybulk cargoes, which could be negatively affected by a number of factors,
such as declines in prices for drybulk commodities, or general political and economic conditions.

Reduced demand for drybulk commodities and the shipping of drybulk cargoes would have a material adverse effect on our future growth and
could harm our business, results of operations and financial condition. In particular, Asian Pacific economies and India have been the main
driving force behind the current increase in seaborne drybulk trade and the demand for drybulk carriers. A negative change in economic
conditions in any Asian Pacific country, but particularly in China, Japan or India, may have a material adverse effect on our business, financial
condition and results of operations, as well as our future prospects, by reducing demand and resultant charter rates.

When our contracts expire, we may not be able to successfully replace them.

The process for concluding contracts and longer term time charters generally involves a lengthy and intensive screening and vetting process and
the submission of competitive bids. In addition to the quality and suitability of the vessel, medium and longer term shipping contracts tend to be
awarded based upon a variety of other factors relating to the vessel operator, including:

environmental, health and safety record;

compliance with regulatory industry standards;

reputation for customer service, technical and operating expertise;
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shipping experience and quality of ship operations, including cost-effectiveness;

quality, experience and technical capability of crews;

the ability to finance vessels at competitive rates and overall financial stability;

relationships with shipyards and the ability to obtain suitable berths;

construction management experience, including the ability to procure on-time delivery of new vessels according to customer
specifications;

willingness to accept operational risks pursuant to the charter, such as allowing termination of the charter for force majeure events;
and

competitiveness of the bid in terms of overall price.
As a result of these factors, when our contracts including our long-term charters expire, we cannot assure you that we will be able to replace
them promptly or at all or at rates sufficient to allow us to operate our business profitably, to meet our obligations, including payment of debt
service to our lenders, or to pay dividends. Our ability to renew the charter contracts on our vessels on the expiration or termination of our
current charters, or, on vessels that we may acquire in the future, the charter rates payable under any replacement charter contracts, will depend
upon, among other things, economic conditions in the sectors in which our vessels operate at that time and the financial sector, changes in the
supply and demand for vessel capacity and changes in the supply and demand for the transportation of commodities as described above.

However, if we are successful in employing our vessels under longer-term time charters, our vessels will not be available for trading in the spot
market during an upturn in the market cycle, when spot trading may be more profitable. If we cannot successfully employ our vessels in
profitable charter contracts, our results of operations and operating cash flow could be materially adversely affected.

We may employ vessels on the spot market and thus expose ourselves to risk of losses based on short-term decreases in shipping rates.

We periodically employ some of our vessels on a spot basis. The spot charter market is highly competitive and freight rates within this market
are highly volatile, while longer-term charter contracts provide income at pre-determined rates over more extended periods of time. We cannot
assure you that we will be successful in keeping our vessels fully employed in these short-term markets, or that future spot rates will be
sufficient to enable such vessels to be operated profitably. A significant decrease in spot market rates or our inability to fully employ our vessels
by taking advantage of the spot market would result in a reduction of the incremental revenue received from spot chartering and adversely affect
our results of operations, including our profitability and cash flows, with the result that our ability to pay debt service and dividends could be
impaired.

Additionally, if the spot market rates or short-term time charter rates become significantly lower than the time charter equivalent rates that some
of our charterers
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are obligated to pay us under our existing charters, the charterers may have incentive to default under that charter or attempt to renegotiate the
charter. If our charterers fail to pay their obligations, we would have to attempt to re-charter our vessels at lower charter rates, which would
affect our ability to comply with our loan covenants and operate our vessels profitably. If we are not able to comply with our loan covenants and
our lenders choose to accelerate our indebtedness and foreclose their liens, we could be required to sell vessels in our fleet and our ability to
continue to conduct our business would be impaired.

We depend upon significant customers for part of our revenues. The loss of one or more of these customers or a decline in the financial
capability of our customers could materially adversely affect our financial performance.

We have derived a significant part of our revenue from a small number of charterers. During the fiscal years ended December 31, 2012, 2011
and 2010, we derived approximately 24.6%, 20.2% and 24.4%, respectively, of our gross revenues from four customers.

If one or more of our charterers is unable to perform under one or more charters with us and we are not able to find a replacement charter, or if a
charterer exercises certain rights to terminate the charter, or if a charterer is unable to make its charter payments in whole or in part, we could
suffer a loss of revenues that could materially adversely affect our business, financial condition and results of operations. For the years ended
December 31, 2012, 2011 and 2010, none of our customers accounted for more than 10% of the Company s revenue.

We could lose a customer or the benefits of a time charter if, among other things:

the customer fails to make charter payments because of its financial inability, disagreements with us or otherwise, which risk is
increasing due to the current economic environment;

the customer terminates the charter because we fail to deliver the vessel within a fixed period of time, the vessel is lost or damaged
beyond repair, there are serious deficiencies in the vessel or prolonged periods of off-hire, default under the charter; or

the customer terminates the charter because the vessel has been subject to seizure for more than a specified number of days.
Furthermore, a number of our charters are at above-market rates, such that any loss of such charter may require us to recharter the vessel at
significantly lower rates. Additionally, our charterers from time to time have sought to renegotiate their charter rates with us.

We are subject to certain credit risks with respect to our counterparties on contracts, and the failure of such counterparties to meet their
obligations could cause us to suffer losses on such contracts and thereby decrease revenues.

We charter-out our vessels to other parties who pay us a daily rate of hire. We also enter into contracts of affreightment ( COAs ) pursuant to
which we agree to carry cargoes, typically for industrial customers, who export or import drybulk cargoes. Additionally, we may enter into
Forward Freight Agreements ( FFAs ), parts of which are traded over-the-counter. We also enter into spot market voyage contracts, where we are
paid a rate per ton to carry a specified cargo on a specified route. The FFAs and these contracts and arrangements subject us to counterparty

credit risks at various levels. If the counterparties fail to meet their obligations, we could suffer losses on such contracts which could materially
adversely affect our financial condition and results of operations. In addition, if a charterer defaults on a time charter, we may only be able to

enter into new contracts at lower rates. It is also possible that we would be unable to secure a charter at all. If we re-charter the vessel at lower
rates or not at all, our financial condition and results of operations could be materially adversely affected.

Certain of our long term charter-out contracts have been insured until the end of 2016 through an AA rated European Union insurance provider
for a maximum cash payment of up to $120.0 million (including certain Navios Maritime Partners L.P. s ( Navios Partners ) contracts). Our
agreement provides that if the charterer goes into payment default, the insurer will reimburse us for the charter payments under the terms of the
policy (subject to applicable deductibles and other customary limitations for such type of insurance).

Trading and complementary hedging activities in freight, tonnage and FFAs subject us to trading risks, and we may suffer trading losses
which could adversely affect our financial condition and results of operations.

Due to drybulk shipping market volatility, success in this shipping industry requires constant adjustment of the balance between
chartering-out vessels for long periods of time and trading them on a spot basis. A long-term contract to charter a vessel might lock us into a
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profitable or unprofitable situation depending on the direction of freight rates over the term of the contract. We seek to manage and mitigate that
risk through trading and complementary hedging activities in freight, tonnage and FFAs. We are exposed to market risk in relation to our FFAs
and could suffer substantial losses from these activities in the event that our expectations are incorrect. We trade FFAs with an objective of both
economically hedging the risk on the fleet, specific vessels or freight commitments and taking advantage of short-term fluctuations in market
prices. There can be no assurance that we will be able at all times to successfully protect ourselves from volatility in the shipping market. We
may not successfully mitigate our risks, leaving us exposed to unprofitable contracts, and may suffer trading losses resulting from these hedging
activities.

In our hedging and trading activities, we focus on short-term trading opportunities in which there are adequate liquidity in order to limit the risk
we are taking. There can be no assurance we will be successful in limiting our risk, that significant price spikes will not result in significant
losses, even on short-term trades, that liquidity will be available for our positions, or that all trades will be done within our risk management
policies. Any such risk could be significant. In addition, the performance of our trading activities can significantly increase the variability of our
operating performance in any given period and could materially adversely affect our financial condition. The FFA market has experienced
significant volatility in the past few years and, accordingly, recognition of the changes in the fair value of FFAs could in the future cause
significant volatility in earnings.

We are subject to certain operating risks, including vessel breakdowns or accidents, that could result in a loss of revenue from the
chartered-in vessels and which in turn could have an adverse effect on our results of operations or financial condition.

Our exposure to operating risks of vessel breakdown and accidents mainly arises in the context of our owned vessels. The rest of our core fleet is
chartered-in under time charters and, as a result, most operating risks relating to these time chartered vessels remain with their owners. If we pay
hire on a chartered-in vessel at a lower rate than the rate of hire it receives from a sub-charterer to whom we have chartered out the vessel, a
breakdown or loss of the vessel due to an operating risk suffered by the owner will, in all likelihood, result in our loss of the positive spread
between the two rates of hire. Although we maintain insurance policies (subject to deductibles and exclusions) to cover us against the loss of
such spread through the sinking or other loss of a chartered-in vessel, we cannot assure you that we will be covered under all circumstances or
that such policies will be available in the future on commercially reasonable terms. Breakdowns or accidents involving our vessels and losses
relating to chartered vessels which are not covered by insurance would result in a loss of revenue from the affected vessels adversely affecting
our financial condition and results of operations.
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The operation of ocean-going vessels entails the possibility of marine disasters including damage or destruction of the vessel due to accident,
the loss of a vessel due to piracy or terrorism, damage or destruction of cargo and similar events that may cause a loss of revenue from
affected vessels and damage our business reputation, which may in turn lead to loss of business.

The operation of ocean-going vessels entails certain inherent risks that may materially adversely affect our business and reputation, including:

the damage or destruction of vessels due to marine disaster such as a collision;

the loss of a vessel due to piracy and terrorism;

cargo and property losses or damage as a result of the foregoing or drastic causes such as human error, mechanical failure and bad
weather;

environmental accidents as a result of the foregoing; and

business interruptions and delivery delays caused by mechanical failure, human error, war, terrorism, political action in various
countries, labor strikes or adverse weather conditions.
Any of these circumstances or events could substantially increase our costs. For example, the costs of replacing a vessel or cleaning up
environmental damage could substantially lower our revenues by taking vessels out of operation permanently or for periods of time.
Furthermore, the involvement of our vessels in a disaster or delays in delivery, damage or the loss of cargo may harm our reputation as a safe
and reliable vessel operator and cause us to lose business.

The operation of vessels, such as dry bulk carriers, has certain unique risks. With a dry bulk carrier, the cargo itself and its interaction with the
vessel can be an operational risk. By their nature, dry bulk cargoes are often heavy, dense, easily shift, and react badly to water exposure. In
addition, dry bulk 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 at sea. Hull breaches in dry bulk carriers may lead to the flooding of the vessels holds.
If a dry bulk carrier suffers flooding in its forward holds, the bulk cargo may become so dense and waterlogged that its pressure may buckle the
vessel s bulkheads leading to the loss of a vessel.

The total loss or damage of any of our vessels or cargoes could harm our reputation as a safe and reliable vessel owner and operator. If we are
unable to adequately maintain or safeguard our vessels, we may be unable to prevent any such damage, costs, or loss that could negatively
impact our business, financial condition, results of operations, cash flows and ability to pay dividends.

Some of these inherent risks could result in significant damage, such as marine disaster or environmental incidents, and any resulting legal
proceedings may be complex, lengthy, costly and, if decided against us, any of these proceedings or other proceedings involving similar claims
or claims for substantial damages may harm our reputation and have a material adverse effect on our business, results of operations, cash flow
and financial position. In addition, the legal systems and law enforcement mechanisms in certain countries in which we operate may expose us to
risk and uncertainty. Further, we may be required to devote substantial time and cost defending these proceedings, which could divert the
attention of management from our business.

Any of these factors may have a material adverse effect on our business, financial conditions and results of operations.

We are subject to various laws, regulations and conventions, including environmental and safety laws that could require significant
expenditures both to maintain compliance with such laws and to pay for any uninsured environmental liabilities including any resulting
Jfrom a spill or other environmental incident.
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The shipping business and vessel operation are materially affected by government regulation in the form of international conventions, national,
state and local laws, and regulations in force in the jurisdictions in which vessels operate, as well as in the country or countries of their
registration. Governmental regulations, safety or other equipment standards, as well as compliance with standards imposed by maritime
self-regulatory organizations and customer requirements or competition, may require us to make capital and other expenditures. 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 fair market price or useful life of our vessels. In order to satisfy any such requirements, we may be
required to take any of our vessels out of service for extended periods of time, with corresponding losses of revenues. In the future, market
conditions may not justify these expenditures or enable us to operate our vessels, particularly older vessels, profitably during the remainder of
their economic lives. This could lead to significant asset write downs. In addition, violations of environmental and safety regulations can result
in substantial penalties and, in certain instances, seizure or detention of our vessels.

Additional conventions, laws and regulations may be adopted that could limit our ability to do business, require capital expenditures or
otherwise increase our cost of doing business, which may materially adversely affect our operations, as well as the shipping industry generally.
In various jurisdictions legislation has been enacted, or is under consideration, that would impose more stringent requirements on air pollution
and water discharges from our vessels. For example, the International Maritime Organization ( IMO ) periodically proposes and adopts
amendments to revise the International Convention for the Prevention of Pollution from Ships ( MARPOL ), such as the revision to Annex VI
which came into force on July 1, 2010. The revised Annex VI implements a phased reduction of the sulfur content of fuel and allows for stricter
sulfur limits in designated emission control areas ( ECAs ). Thus far, ECAs have been formally adopted for the Baltic Sea and the North Sea
including the English Channel. The North American ECA came into effect on August 1, 2012, and the United States Caribbean Sea ECA will
come into force on January 1, 2013, having effect from January 1, 2014. These ECAs will limit SOx, NOx and particulate matter emissions.
California has also adopted more stringent low sulfur fuel requirements within California regulated waters. In addition, the IMO, the U.S. and
states within the U.S. have proposed or implemented requirements relating to the management of ballast water to prevent the harmful effects of
foreign invasive species.

The operation of vessels is also affected by the requirements set forth in the International Safety Management ( ISM ) Code. The ISM Code
requires shipowners 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 vessel operation and describing procedures for
dealing with emergencies. Further to this, the IMO has introduced the first ever mandatory measures for an international greenhouse gas
reduction regime for a global industry sector. These energy efficiency measures took effect on January 1, 2013 and apply to all ships of 400
gross tonnage and above. They include the development of a ship energy efficiency management plan ( SEEMP ) which is akin to a safety
management plan, which the industry will have to comply with. The failure of a ship owner or bareboat charterer to comply with the ISM Code
and IMO measures may subject such party to increased liability, may decrease available insurance coverage for the affected vessels, and may
result in a denial of access to, or detention in, certain ports.

For our vessels, including those operated under our fleet, at present, international liability for oil pollution is governed by the International
Convention on Civil Liability for Bunker Oil Pollution Damage (the Bunker Convention ). In 2001, the IMO adopted the Bunker Convention,
which imposes strict liability on shipowners for pollution damage and response costs incurred in contracting states caused by discharges, or
threatened discharges, of bunker oil from all classes of ships. The Bunker Convention also requires registered owners of ships over a certain size

to maintain insurance to cover their liability for pollution damage in an amount equal to the limits of liability under the applicable national or
international limitation regime, including liability limits calculated in accordance with the Convention on Limitation of Liability for Maritime
Claims 1976, as amended (the 1976 Convention ), discussed in more detail in the following paragraph. The Bunker Convention became effective
in contracting states on November 21, 2008 and as of January 31, 2013 was in effect in 68 states. In non-contracting states, liability for such
bunker oil pollution typically is determined by the national or other domestic laws in the jurisdiction where the spillage occurs.
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The right of vessel owners to limit liability incurred under the Bunker Convention depends on the applicable national or international regime.
The 1976 Convention is the most widely applicable international regime limiting maritime pollution liability. Rights to limit liability under the
1976 Convention are forfeited where a spill is caused by a shipowner s intentional or reckless conduct. Certain jurisdictions have ratified the
IMO s Protocol of 1996 to the 1976 Convention, referred to herein as the Protocol of 1996. The Protocol of 1996 provides for substantially
higher liability limits in those jurisdictions than the limits set forth in the 1976 Convention. Finally, some jurisdictions, such as the United
States, are not a party to either the 1976 Convention or the Protocol of 1996, and, therefore, a shipowner s rights to limit liability for maritime
pollution in such jurisdictions may be uncertain.

Environmental legislation in the United States merits particular mention as it is in many respects more onerous than international laws,
representing a high-water mark of regulation with which ship owners and operators must comply, and of liability likely to be incurred in the
event of non-compliance or an incident causing pollution. Such regulation may become even stricter if laws are changed as a result of the April
2010 Deepwater Horizon oil spill in the Gulf of Mexico. In the United States, the Oil Pollution Act ( OPA ) establishes an extensive regulatory
and liability regime for the protection and cleanup of the environment from cargo and bunker oil spills from vessels, including tankers. The OPA
covers all owners and operators whose vessels trade in the United States, its territories and possessions or whose vessels operate in United States
waters, which includes the United States territorial sea and its 200 nautical mile exclusive economic zone. Under the OPA, vessel owners,
operators and bareboat charterers are responsible parties and are jointly, severally and strictly liable (unless the spill results solely from the act or
omission of a third party, an act of God or an act of war) for all containment and clean-up costs and other damages arising from discharges or
substantial threats of discharges, of oil from their vessels. In response to the 2010 Deepwater Horizon oil incident in the Gulf of Mexico, the
U.S. House of Representatives passed and the U.S. Senate considered but did not pass a bill to strengthen certain requirements of the OPA;
similar legislation may be introduced in the future 113th Congress.

In addition to potential liability under the OPA, vessel owners may in some instances incur liability on an even more stringent basis under state
law in the particular state where the spillage occurred. For example, California regulations prohibit the discharge of oil, require an oil
contingency plan be filed with the state, require that the ship owner contract with an oil response organization and require a valid certificate of
financial responsibility, all prior to the vessel entering state waters.

In the last decade, the EU has become increasingly active in the field of regulation of maritime safety and protection of the environment. In some
areas of regulation the EU has introduced new laws without attempting to procure a corresponding amendment to international law. Notably, the
EU adopted in 2005 a directive, as amended in 2009, on ship-source pollution, imposing criminal sanctions for pollution not only where

pollution is caused by intent or recklessness (which would be an offense under MARPOL), but also where it is caused by serious negligence.
The concept of serious negligence may be interpreted in practice to be little more than ordinary negligence. The directive could therefore result
in criminal liability being incurred in circumstances where it would not be incurred under international law. Criminal