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CHAIRMAN'S LET TER

April 30, 2002

Dear Fellow Shareowner:
Last year, 2001, was another milestone year for our Company. It launched a new phase in the dynamics of the
enterprise. An indicative development was the name change from MIF Ltd to Tsakos Energy Navigation Limited
(TEN) which strongly identifies the company with the Tsakos Group that is not only the principal shareowner,
but also the source of the technical and commercial management expertise that supports TEN.
The year 2001 was a key link to the future. During the year TEN adopted and converted its financial accounting
to conform with generally accepted accounting principles (GAAP) in the U.S.A. and engaged an investment banker
to organize an underwriting of additional shares of common stock. In March of 2002, TEN succeeded in its
offering of 6,350,000 shares to the international investment community and the placement of 1,000,000 shares
with the Tsakos Group. The proceeds of approximately $110 million provided an equity foundation to fund a
major expansion of the fleet. The share offering was further noteworthy because it significantly expanded our
shareowner universe and marked the listing of Tsakos Energy Navigation on the New York Stock Exchange with
the trade symbol - TNP. This and our dual listing on the Oslo Stock Exchange with the trade symbol - TEN - offer
the promise of greater liquidity for our shares and enhanced shareowner value.
The year 2001 was also noteworthy for the financial success of TEN. The Company produced net income of
$24.62 million which was 75% greater than the previous record level of $14.05 million for the year 2000. The
financial results of TEN in 2001 were very satisfying. To put the performance in perspective we should look
back at the general framework of the world economy and its influence on the tanker industry.
A year ago we observed in the annual report that:
“Looking ahead, the immediate prospects for the tanker market will be influenced by a number of variables. The
U.S. economy is flirting with minimal growth, if not recession. The European economies have downsized their
expectations for near term expansions. The export dependent economies of the developing countries are
adjusting to significant deceleration in their progress. Overall growth in energy consumption has been
tempered. OPEC has responded with a trimming of production quotas. On the other hand inventories of crude
oil and petroleum products are thin. Thus, the outlook for shipments remains positive for modest growth in 2001.
Elevated bunkers prices and rising operating costs should be offset by somewhat lower interest costs. On
balance the industry should again experience general prosperity. “
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As the year progressed actual developments were even less positive. The U.S. economy sputtered, developing
countries bore the brunt of the slowdown as exports collapsed. OPEC responded with a series of production cuts
in an effort to stabilize petroleum prices and the U.S. central bank conducted serial interest rate adjustments to
cushion the impact of rising unemployment and the lack of capital investments. The already weakened business
climate was dealt a dramatic blow by the tragedy of September 11th and subsequent confidence draining events.
The tanker industry did not escape these woes. As crude oil and products cargoes diminished, the exceptional
charter rates of late 2000 and early 2001 gave way to ever declining pricing so that at year end they were again
at the depressed levels of 1998/99. Against this backdrop TEN enjoyed record revenues and net income. The
principal drivers were the chartering policy with an emphasis on term employment which cushioned revenues from
the cyclical fluctuations of the industry, effective cost containment management, and much lower finance costs.
Looking ahead the setting has been dramatically altered. The U.S. economy is positioned to enjoy a moderate
but sustainable recovery from its mild and brief recession. Capital investment remains weak, but the
replenishment of inventories combined with solid consumer spending provide strong underpinnings. Meanwhile
the U.S. central bank has ended its aggressive program of interest rates cuts and the capital markets are
anticipating a significant increase in short and intermediate term interest rates in the foreseeable future.
Developing countries are enjoying strong demand for their exports and should enjoy robust growth in the
months ahead. Europe is also reawakening after a brief lull; however, Japan continues to suffer from both
recession and deflation. The timing of a turnaround in Japan, the great unknown, could well be the determining
factor in the strength and duration of the world economic rebound. Against this backdrop one should expect
that the demand for oil and its products will experience a reacceleration from the pause of last year. This in turn
should encourage OPEC to rebuild production and exports from the current constrained levels. These
encouraging fundamentals are dampened by the tragic developments in the Middle East with the potential for
undermining if not disrupting economic progress. Nevertheless we are guardedly optimistic that sanity will
prevail and our industry will enjoy the benefits of increased demand and the salutary effects on charter rates in
the latter months of 2002. As noted earlier, potential offsets may be rising finance costs, very high bunker prices,
sharply higher insurance rates, and generally rising operating costs. This environment should permit well
managed tanker operators to achieve moderate but below average profitability.
Longer term TEN’s prospects are quite bright. The fundamentals of tanker usage should resume a modest growth
trend. Tanker capacity should achieve basic balance with usage growth and scrappage offsetting new building
activity. Major tanker operators including TEN will also benefit from tanker industry consolidation which will be
driven by regulatory pressures, financial limitations, and more demanding charterers. TEN is strongly positioned
to compete in this most demanding environment. The expansion program which involves the addition of ten
newbuildings through the end of 2003 (four suezmaxes, two aframaxes, and four panamaxes) will result in one
of the youngest, most diverse, and modern fleets in the industry. These characteristics are geared to position TEN
as one of the high profile candidates for strong relationships with leading charterers. These physical attributes
are complemented by the strengths of commercial and technical managers within the Tsakos Group who
provide thirty-plus years of experience and strong industry ties.
4
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These characteristics should position TEN as a strong factor in the industry’s consolidation process. In summary,
the achievements of the past eight years and the successful expansion of our equity base earlier this year have
laid the foundation for a bright and rewarding future for TEN and its shareowners.
Our shareowners’ Annual General Meeting will be held in Athens on Thursday, May 30th. This is just before
the Posidonia-week, the bi-annual shipping symposium which begins on Monday June 3rd. It is a great
opportunity for those with interest in TEN and its industry to sharpen their perspectives. We hope you will join
us. If you cannot, we urge you to participate in the balloting by proxy.
On behalf of the entire Board of Directors I am most pleased to commend our management for its exceptional
performance in 2001 and for the solid foundation it has laid for the future. We also wish to thank our owners, both
those of long standing and those new to our shareowners list for their encouragement, support and confidence.

Yours sincerely,

D. John Stavropoulos
Chairman of the Board
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BOARD OF DIRECTORS AND OFFICERS
D. JOHN STAVROPOULOS: Executive Vice President and Chief Credit Officer retired in 1990, having served 33 years with The First National
CHAIRMAN

Bank of Chicago and its parent, First Chicago Corporation. He chaired the bank's Credit Strategy Committee,
the Country Risk Management Council, and the Economic Council. Professional societies included the Robert
Morris Associates (national director), Association of Reserve City Bankers, Financial Analysts Federation.
Mr. Stavropoulos was appointed by President George Bush to serve for life on the Presidential Credit Standards
Advisory Committee, he was a director of CIPSCO from 1979 to 1992, an instructor of Economics and Finance
at Northwestern University from 1962 to 1968 and is a Chartered Financial Analyst. He was elected to the TEN
Board and Chairmanship June 1, 1994. Mr. Stavropoulos is a member of the Audit Committee.

MICHAEL G. JOLLIFFE:

Deputy Chairman since July 2001 and Director of the Company since September 1993. Mr. Jolliffe is also the
non-executive chairman and principal shareholder of Manley Hopkins Group, which he joined in 1971. He is a
director of Royal Olympic Cruise Lines Inc., a cruise shipping company quoted on the NASDAQ market; and of
Stenoak Associates Services Plc, an industrial services company which trades on the London AIM exchange. He is
also a Director of various private companies involved in the shipping and property management industries.
Mr. Jolliffe is a member of the Audit Committee.

DEPUTY CHAIRMAN

PETER NICHOLSON:
DIRECTOR

ANTONIO TARAGONI:
DIRECTOR

NIKOLAS P. TSAKOS:
PRESIDENT

GEORGE V. SAROGLOU:
CHIEF OPERATING OFFICER

PAUL DURHAM:
FINANCE DIRECTOR

Qualified as a Naval Architect and spent his early working life with Camper & Nicholsons Limited, the world
famous yacht builders, becoming Managing Director and later Chairman of the company. In 1972, Camper &
Nicholsons was merged with Crest Securities Limited to form Crest Nicholson Plc, and he has been a Director of
that company ever since. In 1998, he became a non-executive and has taken on other directorships, including
Lloyds TSB Group Plc and other companies. From 1990 to 1999, Mr. Nicholson was Chairman of Carisbrooke
Shipping Plc., which operates a fleet of fifteen vessels between 2,500 and 5,000 tonnes. Mr. Nicholson was a
director of two insurance broking companies from 1972 through 1991, and remains a consultant to J & H Marsh
& McLennan (UK) Limited. He has been a director of TEN since inception and is Chairman of the Audit Committee.
Has been involved in the shipping industry since 1955, initially with Ballestrero, Tuena and Canepa. He spent a
year with Galbraith & Pembroke in London. He founded in 1961 and is President of Nolarma Noleggi &
Armamento Srl, presently one of the largest Italian ship agents. This company has a long experience of ship
management. Mr. Taragoni is also the Founder and President of Nolarma Tankers Srl, a large Italian tanker
shipbroking firm. He has been a Council Member of Intertanko from 1973 to 1995 and a Council Member of
Porto Petroli SpA of Genoa from1975 to 1996. Mr. Taragoni has been a director of the Company since inception.
President, CEO, and director of TEN since inception. Shareholder of Tsakos Energy Management. Mr. Tsakos
has been involved in ship management since 1981 and has seafaring experience of 36 months. He is
President of the Hellenic Marine Environment Protection Agency (HELMEPA). Mr. Tsakos is a member of the
council of the Independent Tanker Owners Association (INTERTANKO), a Board member in the Union of
Greek Shipowners (UGS), a council member in the Board of the Greek Shipping Co-operation Committee
(GSCC), and a council member of the American Bureau of Shipping (ABS), of Bureau Veritas (BV), and of
the Greek Committee of Det Norske Veritas (DNV). He graduated from Columbia University, New York in
1985 with a degree in Economics and Political Science and obtained a Masters' Degree in Shipping, Trade
and Finance from the City of London University Business School in 1987.
Chief Operating Officer since May 1996 and director of TEN since July 2001. Mr. Saroglou is a shareholder
and director of Pansystems S.A. a leading Greek IT systems integrator where he also worked from 1987 until
1994. From 1995 to 1996 he was employed in the trading department of the Tsakos Group. He graduated
from McGill University (Montreal Canada) in 1987 with a Bachelor Degree in Science (Mathematics).
Paul Durham joined the Tsakos Group in 1999 and has served as our finance director and chief accounting
officer since June 2000. Mr. Durham is a U.K. Chartered Accountant. Prior to joining Tsakos Energy Navigation,
from 1989 through 1998 Mr. Durham was employed with the Latsis Group, a shipping, refinery and banking
enterprise, becoming financial director of shipping in 1995. From 1983 to 1989, Mr. Durham was employed by
RJR Nabisco Corporation, serving as audit manager for Europe, Asia and Africa until 1986 and then as financial
controller of one of their U.K. food divisions. Mr. Durham worked with Ernst & Young (London and Paris) from
1972 to 1979 and Deloitte & Touche (Chicago and Athens) from 1979 to 1983.

EMMANUEL G. PANTELIDES: Emmanuel G. Pantelides has served as our secretary since September 1993. From 1988 until 1992,
SECRETARY
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Mr. Pantelides was vice president and the senior private banking officer of American Express Bank in
Athens. From 1982 until 1988, he was vice president of Chase Manhattan Bank, NA and was manager
of institutional, investment and merchant banking responsible for the Eastern Mediterranean Region.
He was also manager in charge of the Corporate Banking Department in Athens during the same period.
Prior to joining Chase Manhattan Bank, Mr. Pantelides was in the Correspondent Banking Group of Irving
Trust Co. holding various positions including country manager for South-East Asia and the subcontinent.
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F INAN CIA L H IG HLI GHT S
(Expressed in thousands of U.S. Dollars – except share data)
(In accordance with United States Generally Accepted Accounting Principles)
2001

2000

118,650

106,455

45,866

34,723

4.73

3.53

OPERATING INCOME

37,968

30,765

NET INCOME

24,616

14,053

EARNINGS PER SHARE, BASIC

2.56

1.43

EARNINGS PER SHARE, DILUTED

2.54

1.43

TOTAL ASSETS

444,261

441,683

TOTAL LIABILITIES

273,193

295,111

STOCKHOLDERS’ EQUITY

171,068

146,572

9,628,857

9,658,857

STOCKHOLDERS’ EQUITY
PER SHARE OF COMMON STOCK

17.77

15.17

SHARE PRICE (AS OF DECEMBER 31)

12.74

13.50

161

161

1,429,175

1,429,175

9.3

8.3

NET REVENUE
INCOME BEFORE DEPRECIATION
INCOME PER SHARE (DILUTED)
BEFORE DEPRECIATION

OUTSTANDING SHARES

NUMBER OF VESSELS
TOTAL DWT
AVERAGE DEADWEIGHT AGE OF VESSELS
1

In March 1999, the Company took delivery of its 16th vessel – M/T Olympia – an Aframax tanker of
107,181 dwt. The vessel was sold through a sale and leaseback arrangement in October 1999 and is time
chartered back from the buyers for an initial period of approximately eight years. The Company has an option
to purchase the vessel at the end of the seventh year of the lease.
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TEN GROWTH CHARTS
The 1993-1998 financial data is in accordance with the International Accounting Standards (IAS)
while 1999-2001 is in accordance with the US Generally Accepted Accounting Principles (US GAAP)
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TEN GROWTH CHARTS
The 1993-1998 financial data is in accordance with the International Accounting Standards (IAS)
while 1999-2001 is in accordance with the US Generally Accepted Accounting Principles (US GAAP)

S H A R E H O LD E R S ’ E Q U I T Y
(in million US$)
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TEN’s headquarters in Athens, Greece

MANAGEMENT REVIEW AND ANALYSIS
The following discussion of our financial condition and results of operations should be read in conjunction with
the financial statements and the notes to those statements included later in this annual report. This discussion
includes forward-looking statements that involve risks and uncertainties. As a result of many factors, our actual
future results may differ materially from those anticipated in these forward looking statements.

General
The Company is a holding company formed under the laws of Bermuda in July 1993 under the name Maritime
Investment Fund Limited. In June 1996 it changed its name to MIF Limited and again in June 2001 changed its name
to Tsakos Energy Navigation Limited (“TEN”). The Company is listed on the stock exchanges of Bermuda and Oslo.
On March 5, 2002, following a successful public offering, it is also listed on the New York Stock Exchange.
TEN is the sole owner of a number of ship owning companies listed on pages F-7 and F-8 of the attached
financial statements. Apart from certain subsidiaries with discontinued operations, fifteen of the remaining
companies each own one tanker. A further company charters in a vessel for re-chartering out to clients.
The primary business of TEN, therefore is to own or charter, through its subsidiaries, carriers of crude oil and
petroleum product, which it charters to leading oil companies or refineries or other major chartering enterprises
under long, medium and short-term charters. The charter rates obtained are determined in a highly competitive
world tanker charter market that has historically exhibited both cyclical and seasonal variations.
The commercial management of these vessels is undertaken through management agreements by a separate
company, Tsakos Energy Management S.A. that, in turn, has management agreements with Tsakos Shipping and
Trading S.A., a leading ship management company, for the technical management of the Company’s vessels.

Results from Operations
The financial statements of the Company for the years 1999, 2000 and 2001 have been prepared in
accordance with United States Generally Accepted Accounting Principles (US GAAP). Previous annual reports
have been prepared in accordance with International Accounting Standards (IAS).
During the first half of 2001 the Company continued to enjoy the remainder of the boom in charter rates that
had started in 2000. As a result the year 2001 again marked a record year for the Company in terms of both
revenue and net income and even though the market started to soften early in the year, the company’s strategy
of maintaining the majority of the fleet on time charter or period employment, resulted in achieving solid rates
which kept the revenue stream buoyant, even as the market grew progressively worse during the year.
Demand for oil fell as growth rates in developed and developing countries started to slip. The horrific events of
September 11, hit confidence harder and the recovery that had been anticipated faded away and is still
awaited. On the oil supply side, OPEC has continuously sought to implement cuts in oil production, and
alternative sources have not necessarily been favourable as far as shipping is concerned. A comforting result
of this recession and its effects on shipping has been a large increase in the rate of scrapping which at least has
balanced to a certain extent the volume of new tonnage coming on the market. In more direct terms, for a
Company that possesses a relatively new fleet, the elimination of old tonnage can only represent a good sign.
The TEN fleet managed to achieve record net revenue of $118.7 million, up 11.5% from $106.5 million in
2000 and $85.6 million in 1999 with essentially the same fleet of sixteen vessels (apart from the first quarter
of 1999 with fifteen vessels). Operating income increased from $30.8 million in 2000 to $38.0 million in
2001, a 23.4% increase. Income before depreciation rose from $34.7 million to $45.9 million, and diluted
income per share before depreciation rose from $3.53 to $4.73.
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Net income increased by $10.5 million, from $14.1 million to $24.6 million, a 75.2% increase. Diluted income
per share increased from $1.43 in 2000, based on shares outstanding of 9.66 million shares to $2.54 in 2001,
based on 9.63 million shares outstanding, a 77.6% increase. These results reflect the dramatic upswing in market
rates starting in 2000 and carrying into 2001, before softening rapidly within the year. In addition, U.S. interest
rates fell sharply in an effort to buffer the economy providing a welcome reduction in financing costs.
However, there are several other factors, which contributed to the excellent results of TEN. These include the
securing of favourable term employment rates during the peak period of 2000, which carried through well into
2001 when freight rates in general started to fall. Secondly, was the ability of the technical managers of the
company’s vessels to hold running costs to respectable levels.

Financial Analysis
During the year 2001, TEN employed exactly the same vessels throughout the year as in 2000, except that the
fleet enjoyed 98.6% employment compared to 96.1% in the previous year, amounting to 133 extra days
employment in total.
Net revenue (revenue less commissions) rose 11.5% from $106.5 million to $118.7 million. Revenue on a time
charter basis (revenue less voyage expenses) increased to $103.6 million from $90.3 million, a 14.7% rise, as
daily TCE (time charter equivalent) rates rose from an average per vessel from $16,777 in 2000 to $19,002
in 2001.
Voyage expenses were $21.4 million during 2001 compared to $20.9 million in 2000, an increase of 2.4%
mainly due to three extra vessels on average being on spot charter in 2001 and due to higher bunker prices.
Vessel operating expenses were $28.7 million during 2001 as compared to $26.6 million in 2000, an
increase of 7.9%, primarily as a result of scheduled major repairs on three vessels and, to a lesser extent, higher
insurance rates compared to a year earlier.
Depreciation was $21.3 million during the year 2001 and $20.7 million in 2000 because of a change in the
depreciable life of certain vessels from 26 to 25 years in order to harmonize the depreciation policy of the fleet.
Amortization of deferred charges increased from $2.5 million in 2000 to $5.1 million in 2001, an increase of
107.8%. The increase was due to new charges arising from surveys undertaken in late 2000 and 2001 and
due to an adjustment in the period of amortization for the remaining unamortized deferred drydocking costs on
two vessels undergoing special surveys within 2001 to ensure full amortization before the special surveys.
Charges for the fair value of granted stock options amounted to $0.3 million in 2001 compared to $1.2 million
in 2000. Under the stock option plan, options over 450,000 shares were issued to directors and officers of the
Company and the officers and employees of Tsakos Energy Management and Tsakos Shipping and Trading.
All stock options were fully vested and exercisable by August 2001. No options have yet been exercised and
those held by directors and officers of the Company are locked up for 180 days following the recent public
offering. General and administrative expenses were slightly up by $0.1 million to $0.8 million in 2001.
As a result of the above, income from vessel operations increased from $30.8 million during 2000 to $38.0
million for 2001, a 23.4% increase.
Net interest expense fell to $14.5 million during 2001 from $19.2 million during 2000, amounting to a
24.2% decrease, partly as a result of a reduction in the amount of outstanding loans, but also due to reduced
interest rates and the capitalization of interest relating to our newbuildings for which no new debt has yet been
taken out. Two interest rate swaps were entered into in March 2001 and had fixed interest rates of 5.29% on
a nominal value of $104 million and 5.31% on a nominal value of $50 million, receiving interest at LIBOR.
Following a rise in interest rates during April and May 2001, these swaps were terminated in June 2001
resulting in a gain of $1.0 million.
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In July 2001, the Company entered into two new interest rate swap agreements for a period of two years and
two interest rate swap agreements for a period of three years, for notional amounts of $15 million, $ 30 million,
$80 million and $20 million, respectively, again for non-hedging purposes. Under these agreements, the
Company pays a fixed interest rate of 4.39%, 4.38%, 4.82% and 4.83%, respectively and receives interest at
LIBOR. The fair value of these swap agreements as of December 31, 2001 was a negative $3.4 million which
is reflected as a liability and related charge in the 2001 financial statements. It is expected that as the U.S.
economy recovers during the course of 2002, that the fair value of these agreements will improve.
Net income, as a result of the foregoing, increased from $14.1 million in 2000 to $24.6 million in 2001, a
75.2% increase.

Liquidity and Capital Resources
Cash and cash equivalents increased from $29.8 million at December 31, 2000 to $33.3 million at December
31, 2001 a net increase of $3.5 million. All cash inflow was generated by operations and was utilized mainly
to service debt (60%) and pay advances towards the newbuildings (32%).
Net cash provided by operating activities was $43.5 million in 2001, compared to $34.5 million in 2000, a
22.7% increase, primarily due to higher charter rates achieved in improved market conditions, especially in the
earlier part of the year, and through achieving almost maximum utilization of the fleet.
An amount of $2.8 million was spent on survey repairs and dry dockings, mainly relating to the M/T Tamyra, which
completed its intermediate survey drydocking at the beginning of the year and the M/T Vergina II, which
underwent a special survey. In accordance with the Company’s accounting policies, costs incurred on drydocking
and special surveys are amortized over the period until the next special survey (required every five years). This
amortization is included as part of the normal costs incurred in connection with the operation of the vessel.
Current assets increased from $40.7 million at December 31, 2000 to $48.1 million at December 31, 2001
due to the increased cash balances and to increased trade and other receivables. Current liabilities increased
from $43.8 million to $44.7 million at December 31, 2001 mainly due to the fair market valuation of the
existing interest rate financial instruments and the increase in the current portion of the long term debt offset by
a reduction in trade accounts payable and accrued interest.
Insurance claims fell from $4.2 million at December 31, 2000 to $2.6 million at December 31, 2001, mainly
due to the receipt of $1.4 million relating to the M/T Toula Z, which was involved in a collision with a container
vessel in the Houston channel in August 2000. Legal action is continuing against the owners of the container
vessel to recover remaining repair and other costs incurred by the Company.
Net cash used in investing activities was $19.1 million in 2001 and $15.2 million in 2000, in both years mainly
due to advances for the construction of newbuildings. In July 2000, the Company contracted to purchase three
Suezmaxes from Hyundai, Samho yard at a total cost of $138.5 million and paid $13.9 million as advance
payments on the signing of the contracts. In 2001, a further $13.9 million was paid, and an advance payment
of nearly $2.0 million was paid on the signing of a contract for a new Aframax to be built by Imabari of Japan.
Construction supervision fees amounted to a further $1.1 million within 2001. In addition, capitalized
upgrading costs to vessels amounted to $0.4 million in 2000 and $0.2 million in 2001.
Net cash used in financing activities was $20.8 million in 2001 and $22.1 million in 2000 of which $20.5 million
and $19.1 million respectively related to loan repayments in line with the scheduled reductions of the existing two
secured revolving credit facilities advanced by a syndicate of banking institutions. One facility, which relates to the
financing of 14 vessels of the fleet, had an outstanding balance of $193.4 million as of December 31, 2001,
repayable in a further ten semi-annual installments of amounts ranging from $9.3 million to $12.9 million, plus a
final payment of $83.3 million in December 2006. The other facility, which relates to the financing of one of the
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Company’s vessels, the M/T Millennium, had an outstanding balance of $51.1 million, repayable in a further ten
semi-annual installments ranging from $1.5 million to $2.0 million, plus two payments totalling $33.8 million in
December 2006. The loans are secured by first preferred mortgages and bear interest at LIBOR plus a margin,
which varies according to the leverage ratio and the ratio of collateral value to the outstanding loan. Both facilities
were in compliance with the loan covenants as of December 31, 2001.
The Company had entered into programs to repurchase a limited number of shares with the primary aim of
enhancing share liquidity and to provide guidance to shareholders in valuing shares. The transactions were
open market based through the Oslo Bors with a maximum price set by the Board of Directors. In 2000 some
259,254 shares were purchased at a cost of $3.0 million. In the first quarter 2001 a further 30,000 shares
were purchased at a cost of $0.4 million. There have been no further purchases since then.
The gross proceeds from the sale of 6,350,000 common shares in the public offering on the New York Stock
Exchange on March 5th 2002, together with the 1,000,000 common shares sold concurrently to Sea
Consolidation S.A. amounted to $110.2 million, and net proceeds were $100.8 million. Share capital
increased by $7.35 million and paid in capital will be approximately $93.5 million higher.
The Company will acquire ten new vessels in 2002 and 2003 according to existing plans. The total cost of this
program (including estimated pre-delivery and supervision costs, but excluding capitalized interest) will be
$434.5 million, of which $29.7 million had been paid by the end of 2001. It is expected to pay another
$274.7 million in 2002 and the remaining $118.1 million in 2003. The newbuilding costs will be paid from
the share offering proceeds described above and the remaining funds for the acquisition of vessels will be
provided through a combination of commercial bank finance and cash flow.

Fleet Development
During the year 2001, the Company operated exactly the same 16 vessels as during 2000. The weighted
average deadweight age of the fleet consequently rose by one year to 9.3 years in comparison to 14.2 years
for the average world tanker fleet.
The fleet at the end of 2001, as described in more detail in the table below, consisted one VLCC, seven Aframaxes,
four Panamaxes and four Handymaxes. All vessels are owned by subsidiaries of TEN with the exception of M/T
Olympia, which was acquired in March 1999 and sold in October 1999 and time chartered back from the
owners for an initial period of approximately eight years. The net gain on the sale of the vessel was $2.7 million.
As the owner has an option to require the Company at anytime up to June 2009 to buy the vessel for $15 million,
this constitutes a residual value. Accounting rules, therefore, dictate that the gain on the sale of the vessel should be
deferred until the owner’s option is exercised or the charter ends without the exercise of the option.

Shipbuilding drawing of our VLCC

At year-end the Company’s fleet (including M/T Olympia, which is chartered-in) comprised of:
Name

Built-DWT-Design

M/T Millennium

Date Acquired

1998 - 301,171 dwt - VLCC
Double Bottom/Double Side

22/09/1998

M/T Olympia

1999 - 107,181 dwt - Aframax Crude Carrier
Double Bottom/Double Side

25/03/1999

M/T Maria Tsakos

1998 - 107,181 dwt - Aframax Crude Carrier
Double Bottom/Double Side

14/07/1998

M/T Athens 2004

1998 - 107,181 dwt - Aframax Crude Carrier
Double Bottom/Double Side

12/03/1998

M/T Toula Z.

1997 - 107,222 dwt - Aframax Crude Carrier
Double Bottom/Double Side

27/06/1997

M/T Vergina II

1991 - 96,709 dwt - Aframax Crude Carrier

24/12/1996

M/T Tamyra

1983 - 86,843 dwt - Aframax Crude Carrier

01/10/1993

M/T Panos G.

1981 - 86,983 dwt - Aframax Crude Carrier

23/12/1996

M/T Victory III

1990 - 68,160 dwt - Panamax Product Carrier
Double Bottom/Double Side

31/12/1996

M/T Hesnes

1990 - 68,157 dwt - Panamax Product Carrier
Double Bottom/Double Side

22/04/1996

M/T Bregen

1989 - 68,157 dwt - Panamax Product Carrier
Double Bottom/Double Side

22/12/1995

M/T Liberty

1981 - 61,375 dwt - Panamax Product Carrier

23/12/1996

M/T Libra

1988 - 41,161 dwt - Handymax Product Carrier
Double Side/Single Bottom

20/12/1994

M/T Crux

1987 - 41,161 dwt - Handymax Product Carrier
Double Side/Single Bottom

04/08/1995

M/T Pella

1985 - 40,231 dwt - Handymax Product Carrier
Double Bottom/Single Side

16/11/1993

M/T Dion

1984 - 40,302 dwt - Handymax Product Carrier
Double Bottom/Single Side

14/10/1993

Of the sixteen vessels owned or operated by TEN, eight have double bottom/double side, two have double
side/single bottom and two have double bottom/single side. This leaves four vessels that are single hull vessels,
representing 25% of the fleet. At the end of 2002, approximately 60% of the world fleet of tankers was single hull.
Three of the older vessels may continue trading for another four to five years under existing IMO rules. If a
favourable opportunity arises during those years the Company may sell one or more of these vessels, even if
overall market conditions at the time of divestment are soft and the price obtained for the vessels is lower than
the book value.
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The market value of the fleet as at the end of 2001 (but excluding the M/T Olympia) was $350 million
according to valuations received.
As predicted by many, the Erika incident has now proved to be a significant landmark in the history of oil
transportation by acting as a further catalyst in the improvement of safety criteria for tankers, both in terms of
technological quality of the tanker and operations and professional management of the vessel. Clearly, this has
become a matter of prime importance for oil majors. TEN’s strategy had already taken full account of the need
to operate modern tankers in an efficient and cost effective manner.
The aggressive newbuilding program, started in 1997 with the acquisition of the Toula Z (107,222 dwt), is
designed to ensure that aim. Since then the Company has acquired the sister vessels M/T Athens 2004, M/T
Maria Tsakos and M/T Olympia.
In March 2002, the Company took delivery of the double-hulled Aframax M/T Opal Queen, dwt 107,181,
built by Imabari in 2001 which is already time-chartered for a further one year/one year option. A second
Aframax will also be delivered from Imabari, in December 2002. These sister ships of the existing modern
Aframaxes in our fleet, bring the total of such vessels to six.
Also to be delivered within 2002 are four double-hull Korean built Suezmaxes, dwt 164,000 ordered from
Hyundai’s Samho yard in 2000. The first will be delivered by the end of the second quarter, a further one will
be delivered in quarter three, and the final two vessels will be delivered towards the end of the year.
The addition of the six new vessels to the fleet within 2002 will raise the total fleet to twenty two vessels with a
total tonnage of 2.3 million dwt of which 86% will be double bottom and side tonnage. The average age of the
fleet will then be approximately 6.5 years. Well within the next two years, therefore, the existing schedule of
new deliveries will increase the fleet size by 80%.
The Company has also undertaken to take delivery in 2003 of four new Panamaxes of 68,467 dwt, again from
the Imabari yard. These tankers are designed to the latest technology and are the largest tankers capable of
passing through the Panama Canal. Their addition will bring the fleet to 26 vessels with a total tonnage of nearly
2.6 million dwt and with an average age by the time of the final delivery of 6.7 years.
The Company has invested only in newbuilding tonnage since 1997. In total fifteen (15) vessels have been built
tailor-made to the requirements of the oil majors. Five (5) vessels have been built in South Korea and ten (10)
in Japan. During these five years over $660 million in shipyard contracts have been signed, in an effort to build
a fleet that meets the highest regulatory and commercial requirements of the Company’s clients.
With a diversified modern fleet, management believes the Company will be better able to service the needs of
its customers in the transportation both of crude oil and petroleum products. It believes also that the oil majors
would prefer to deal with a limited number of shipping companies with quality vessels of different types with
global coverage. This diversification is being extended through the acquisition of the new Suezmaxes, the first
of which, due for delivery in June 2002, has already been fixed on a one year/one year option time charter.
The chartering strategy of the Company continues to be one of fixing vessels on medium to long-term employment
in order to secure a stable income flow, but one which also ensures a satisfactory return. This strategy has enabled
the Company to level the effects of the cyclical nature of the tanker industry. Apart from a small loss in 1999, a
year which marked an exceptional market depression, the Company has been profitable every year, achieving
almost optimal utilization of the fleet. In order not to lose from the dramatic upturn in rates starting in 2000, the
Company has chartered out several of its vessels on a market basis. Including the two new vessels delivered in the
first half of 2002, the Company will have fourteen of its eighteen vessels on time charter or other form of term
employment, ensuring that at least 55% of its 2002 availability is already fixed and a large part of the remainder
determined within a known range. The vessels that continue on spot are well positioned to take advantage of the
anticipated stronger tanker demand in the latter half of 2002.
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The board of directors formulates the chartering strategy of the Company and the Company’s commercial
manager Tsakos Energy Management implements this strategy through the technical managers, Tsakos
Shipping and Trading (Tsakos Shipping). They evaluate the opportunities for each type of vessel, taking into
account the strategic preference for medium and long-term charters will ensure optimal positioning to take
account of re-delivery opportunities at advantageous rates. Tsakos Shipping utilizes the services of various first
class charter brokers to propose charters to Tsakos Shipping, who negotiate exact terms and conditions of
charters for the benefit of the Company. Tsakos Shipping supervises the post fixture business of the Company’s
vessels, including monitoring the position of the vessel, collection of freight and demurrage due and resolution
of any dispute that may arise.
This relationship with Tsakos Shipping enables the Company to take advantage of its strong and well-established
relationships with many of the world’s major state and independent oil companies and refiners. Tsakos Shipping
has built these relationships over thirty-two years of existence and high quality commercial and technical service.
Tsakos Shipping manages, besides the vessels of TEN, another thirty-four operating vessels, mostly container
vessels and single hull tankers. Apart from the customer relations, TEN is also able to take advantage of the
inherent economies of scale associated with a large fleet manager and also the emphasis applied by Tsakos
Shipping in containing running costs without jeopardizing the operation of the vessel. It is able to provide top
grade officers and crew who possess all the required qualifications and experience to man the Company’s
vessels and first class superintendent engineers and port captains to ensure the vessels are in prime condition.
The vessels of the fleet are currently operating as follows:

• The M/T

MILLENNIUM remains bare boat chartered to a leading far eastern oil corporation having
completed three years of a 15-year charter.

• The M/T OLYMPIA is currently half way through a 3-year time charter for account of a major US refinery.
• The M/T MARIA TSAKOS continues its contract of affreightment with a major US refinery performing
consecutive voyages in the US Gulf– Atlantic Basin. The vessel’s charter rate is based on market rates prevailing
two weeks prior to the beginning of each voyage.

• The M/T ATHENS 2004 continues to trade in the Caribbean-US Gulf area under a contract of affreightment
for account of a major US refinery. The vessel’s rate is based on market rates prevailing two weeks prior to the
beginning of each voyage.

• The M/T TOULA Z is also now trading in the Caribbean-US Gulf area under a contract of affreightment for
account of a major US refinery. The vessel’s min-max rate is based on a market related formula.

• The M/T

VERGINA II completed an eleven-month time charter for account of a state oil company in
September 2001 and has since been operating in the spot market for account of oil majors.

• The M/T TAMYRA has been operating in the spot market for over one year for account of various first class charterers.
• The M/T PANOS G completed a time charter in January 2002, and then entered the spot market for a short
period before proceeding to her special survey, which is currently in progress.

• The M/T VICTORY III is in the first year of a bare boat employment with a Venezuelan company.
• The M/T HESNES has since July 2001, been participating in a pool of Panamax tankers. The vessel’s earnings are market related.
• The M/T BREGEN has recently completed a time charter and is now employed in a pool of Panamax tankers.
The vessel’s earnings are market related.

• The M/T LIBERTY is currently operating in the spot market for account of various first class charterers.
• The M/T LIBRA is in the final year of a 3-year time charter for account of a major far eastern charterer.
• The M/T CRUX is in the final year of a 3-year time charter for account of a major far eastern charterer.
• The M/T PELLA is half way through an 18-month time charter for account of a major charterer.
• The M/T DION is half way through a two-year time charter for account of a major charterer.
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THE OIL MARKET
General Overview – Supply and Demand
World oil demand was influenced negatively by a general economic slowdown and competition from other energy types,
as well as extremely mild weather in some key importing markets.
According to IEA’s latest report world oil demand averaged 76.0 mbpd in 2001. This was 0.1 mbpd or 0.1% higher than
in 2000. North American demand declined 0.5% whereas Europe saw an increase of 0.7%. Asian demand decreased
by 0.2%. Japan declined by 1.7%, South Korea’s demand was stable and China’s demand increased by a modest 1.3%
after a growth rate of around 7% in the preceding years.

Oil Balances - JPMorgan, IEA, OPEC and US DOE, mb/d

Notes: The latest IEA numbers are taken from IEA Monthly Oil Report, April 2002. OPEC data comes from OPEC’s Monthly Oil Market Report,
March 2002. The US DOE numbers are from Energy Information Administration, Short Term Energy Outlook, April 2002.
Projections for 2003 have not yet been released by the IEA or OPEC.
The IEA and OPEC do not project OPEC crude oil output. In all numbers refinery gain is included as part of the non-OPEC supply excluding
the FSU figures. The DOE does not project OPEC crude oil separately. IEA’s OPEC NGLs/condensates series and JPM estimates have
been used to disaggregate and hence produce the implied DOE shown above.
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Non-OPEC Supply - JPMorgan, IEA and OPEC estimates, mb/d

Oil prices came down by more than a third during 2001. The terrorist attacks of September 11th led a short-lived surge in
the price of oil around 10% or $3 per bbl with the leading world benchmark crude, Brent hitting a high of $31.05 per bbl
in futures trading on London’s International Petroleum Exchange in the panicky aftermath of the attacks. But since then oil
prices have fallen to as low as 45% of their 2001 highs. By the time the markets entered the fourth quarter which is usually
a time when prices are strong because oil companies build their stocks ahead of the winter Brent prices dropped briefly
below $17 per bbl.
OPEC which produces roughly 40% of the world’s total oil supply each year changed its strategy during the course of the
year. The cartel’s primary goal over the last few years has been to keep the price of a specified basket of oil in a range of
$22-28 per barrel and many of its output decisions have been based on achieving this price range. Indeed OPEC reduced
its production quotas three times from the beginning of 1998 to the end of 1999 (totaling 3.2 mbd) primarily in response
to the Asian economic crisis and the negative impact it had on oil demand in this important oil import region. On the other
hand the cartel increased production quotas four times in the robust economic conditions of 2000 (adding 3.7 mbd of oil
to the market), which helped boost demand for tankers. In 2001 OPEC announced four production cuts totaling 5 mbd
with the last cut implemented on January 1, 2002. In the last production cuts, OPEC asked non-OPEC producing countries
(Russia, Norway, Mexico, Oman etc) to share in cutting production by contributing 462,500 bpd in an effort to maintain
its market share relative to the non-OPEC producers. According to JPMorgan’s oil price forecast for 2002 a gradual price
spike is anticipated with the average 2002 Brent price at $24.6 per bbl. The political instability in the Middle East and the
low inventory levels of the main importing nations (a problem they are expected to face as their economies begin to
recover), will be the main catalysts for a projected 30% oil price increase between the 4Q2001 and the 4Q2002 ($20
per bbl versus $26.10 per bbl).
World crude oil production (excluding NGL, OPEC condensates and processing gains) according to the Energy
Intelligence Group decreased by 0.5% in 2001. Total OPEC output decreased by 2.9% whereas Middle East OPEC
decreased by 4.0%. Production volumes varied through the year. Thus Middle East production in December was about
14% lower than in the late autumn of 2000.
Oil production in the USA remained almost stable at 5.7 mbd in 2001 and crude imports remained fairly stable at 9.1
mbd whereas oil products imports decreased by 2.2% to about 2.34 mbd. Japan is the second largest importing country
and experienced a decrease of 1.2% in crude oil imports to about 4.25 mbd and a decrease of oil products imports of
12.0% to 0.60 mbd in 2001. China saw a production increase of 1.5% to 3.29 mbd whereas crude oil imports to China
shrank about 14% to 1.21 mbd after doubling in the previous year while oil products imports rose by 19% to 0.43 mbd.
The volume of the oil trade decreased by 1.5% in 2001 to 1997 MT after an increase of 3.2% in 2000. Crude oil
shipments decreased by 1.4% to 1585 MT whereas shipment of oil products decreased by 1.7% to 412 MT despite a
strong rush early in the year. OPEC’s loss of market share was the most prominent feature in the oil market and it had a
strong impact. Measured in tonne-miles crude oil shipments decreased by 5.6% to 7,725 btm and oil products shipments
were down by 0.7% to 2,070 btm.
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WORLD TANKER FLEET
2001 was a year of rate reduction and lower vessel values in strong contrast to 2000, which was a bonanza year for
shipping. Whereas 2000 saw strong improvements from modest levels at the start of the year, 2001 showed an opposite
development, seeing rates softening from high or very high levels to quite miserable levels as the year progressed.
Most of the countries in the world experienced an economic slowdown well ahead of the September 11th terrorist attacks in
the USA. A global cooling was taking place after a very strong economic growth seen in 2000. Industrial production in the
USA decreased by 3.0% in 2001 after a 4.5% growth in the previous year. Production growth in Europe decreased from
5.3% to 0.5% while the Japanese economy experienced a strong decline of 7.0% after a growth of 5.6% in the previous year.

Fleet Development
According to Clarkson Research Studies the world tanker fleet (of vessels greater in size than 10,000 dwt) declined during
2001 by 4.20 million dwt (a decrease of 1.4%) to a total of 290.6 million dwt. In comparison between 1999-2000 the
fleet grew in size by almost 2.8%.
During the year 117 tankers were delivered aggregating 18.5 million dwt compared to 156 tankers totaling 21.0 million
dwt in 2000. New building orders for oil tankers declined from 38.5 million dwt in 2000 to 26.8 million dwt in 2001. This
was still the third-highest volume since 1973.
The tanker order book increased from 56.5 million dwt to 63.7 million dwt or 22.1% of the existing fleet. The order book
for 2002 stands at 24.3 million dwt, 28.7 million dwt for 2003 and 10.7 million dwt for 2004. Most of the increase during
2002-2004 is in the VLCC sector (11.4 million dwt in 2002, 10.3 million dwt in 2003 and 3.6 million dwt in 2004).
The new MARPOL phase out rules for tankers were ratified in 2001 albeit in a more moderate form than originally
conceived in order to provide market stability. The first phase out year is in 2003. Tanker quality continued to be an
important issue in 2001 and the ERIKA incident remained in the headlines as executives from the Company which
chartered her became embroiled in litigation seeking to place responsibility for the incident. The demand for quality
combined with the “bear” freight market of the second half of the year prompted an increase in scrapping of older units.
In 2001 a number of units which could have lived on another year or two went to the breakers and this was largely a result
of their commercial lack of viability.
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Demolition
During the year 123 tankers were sold for scrap with an aggregate deadweight tonnage capacity of 15.8 million dwt
versus 15.1 million dwt in 2000. Demolition sales were slow during the first three quarters, however the fourth quarter sales
were very strong following the trend in declining vessel earnings.
More specifically 29 large tankers 23 VLCC’s and 6 ULCC’s, compared to 25 units in the previous year were sold for
scrap. Sales of Suezmaxes also increased from 17 in 2000 to 29 in 2001. Aframaxes and Panamaxes went up from 25
to 26 vessels whilst the smaller units of 10-50,000 dwt showed a dramatic decrease from 72 units in 2000 to 39 in 2001.
The average age of all tankers scrapped was as high as 27 years, which was unchanged from the previous year. Some
of these sales were of vessels that could have traded for another couple of years. The decision to scrap was clearly affected
by the cost of the fifth special survey, the increasing difficulty of chartering older vessels in a market ever more dominated
by modern units and the poor prospects of profitability for the remaining commercial life of these vessels.
Scrap prices started the year around $190 per ldt for standard ships and were kept around these levels during the first six
months. In July prices started to decrease as larger volumes of tonnage were sent to the scrap yards. In December the scrap
price came down to $130 per ldt.
Bangladesh continues to strengthen their position in the ship-breaking industry. In 2001 Bangladesh had a market share
of approximately 33% or 9.4 million dwt up from 21% or 4.8 million dwt in 2000. China increased their volume from 6.0
million dwt to 6.2 million dwt but their market share decreased from 27% in 2000 to 22% in 2001. India the market leader
in 2000 having bought 9.3 million dwt that gave them a market share of 42% lost ground in 2001. Their market share in
2001 was 26% or 7.5 million dwt. Pakistan bounced back after they diminished somewhat last year having an increase
from 1.2 million dwt to 3.8 million dwt while their market share was up from 5% to 13%.
The good news is that demolition has so far kept a strong pace in 2002 with 5.6 million dwt scrapped during 1Q2002. If we
annualize the first quarter data then a scrap volume of 22.4 million dwt could be expected which when placed against the
expected 2002 new building deliveries of 24.3 million will produce an annualized net fleet growth of 1.9 million dwt.

M/T Toula Z navigating in Mississippi River

VESSEL PRICES
After having seen values for all tonnage types gradually increase through the course of 2000, 2001 started off with values
at a provisional peak. The values then stabilized and remained at relatively firm levels (at least for modern double hulled
vessels) well into the first half of the year. Early signs of dwindling values first appeared in the large crude carrier segment
(VLCC) and rapidly gained momentum as freight rates and new building prices started to move downwards during the
second half of the year.

New Buildings
The general level of activity was rather high in Asia during the first half of the year but this changed during the summer.
Yards that had become used to an ever-present demand for container vessels had to start adjusting to a new reality. As a
consequence Panamax beam berths reserved for containerships began coming free for tankers. LNGs seem to have been
also in demand. During 2001 36 new LNG orders were contracted bringing the current orderbook to a record of 60 ships.
In nine months the world LNG orderbook more than doubled in size. One of last year’s highlights is the launching during
the 4th quarter of 2001 of the first VLCC ever built by a Chinese shipyard (Dalian New Shipyard).
During the first 7-8 months of the year prices generally remained steady at the relatively high levels seen since the end of
2000. These levels decreased about 8.5% on average for tankers during the autumn.
Looking at the figures for each segment prices for MR product, Aframax, Suezmax tankers and VLCCs decreased from
August 2001 until year end 2001 by 7%, 10%, 6% and 5% respectively.
Korean newbuilding orders fell sharply during the year; the total number of ships ordered was 185 which was 128 vessels
less than in 2000. The main decrease was in container ship orders. A wave of new orders for LNG carriers increased the
LNG orderbook by almost 90%.
Japanese shipyards were granted construction permits for 357 vessels of 13.9 million GT in 2001 up 20% in GT terms over
the previous year according to figures released by the Japanese Ministry. This is the best tonnage figure since the global oil
crisis in 1973. An increased number of container ships and tankers more than offset a drop in the number of bulk carriers.
The table below is based on average annual indications for standard tankers and is not inclusive of contracts placed for
tankers with demanding specifications whose prices would be considerably higher.

Estimated New Building Tanker Prices
Type

Size
(dwt.)

1997
($m)

1998
($m)

1999
($m)

2000
($m)

2001
($m)

Products
Aframax
Suezmax
VLCC

45,000
95 - 105,000
150,000
280,000

32.00
41.00
51.00
82.00

25.00
33.00
42.00
70.00

25.00
33.00
42.00
68.00

28.50
41.00
51.00
76.00

28.80
40.00
50.00
75.00

Second hand Values
During the year 201 second hand transactions on vessels above 25,000 dwt were recorded with 117 sales during the
first half and 84 during the second half of the year. This compares with a total of 179 sales in 2000. On average, prices
for modern second hand tankers lost 20% of their 2000 peak values. Not surprisingly Greek controlled companies
dominated the sale and purchase scene with over one third of the total sales. Towards the end of the year there were also
several transactions with vessels sold to German KG companies. This trend continued in early 2002. In essence the second
hand market was quiet since the 4th quarter of 2001 with almost no modern units in the market for sale. Sellers were few
and far between. There may be a chance Japanese owners will seek to strengthen their balance sheets and that further
tonnage will come for sale from Japan if the Japanese Yen devaluates further.
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Estimated Second Hand Tanker Prices
Type - Year
Built
Products - 89/90
Products - 81/82
Aframax - 92/93
Aframax - 89/90
Aframax - 80/81
Suezmax - 92/93
Suezmax - 89/90
VLCC - 89/90
VLCC - 94/95

Size
(dwt.)

1997
($m)

1998
($m)

1999
($m)

2000
($m)

2001
($m)

40,000
40,000
95,000
90,000
80,000
140,000
140,000
280,000
300,000

25.5
14.0
38.5
31.5
13.5
46.5
39.5
59.0
-

16.0
9.5
25.0
19.0
10.0
37.0
30.0
38.0
56.0

15.5
9.0
25.0
17.0
6.5
35.0
27.0
33.0
52.0

17.5
7.8
35.0
24.0
9.2
43.5
33.0
46.0
70.0

15.2
6.8
29.0
18.5
6.5
34.0
27.0
31.0
58.0

VESSEL EARNINGS
Tanker Demand
According to IEA’s latest report world oil demand averaged 76.0 mbpd in 2001. This was 0.1 mbpd or 0.1% higher than in
2000. North American demand declined 0.5% whereas Europe saw an increase of 0.7%. Asian demand decreased by
0.2%. Japan declined by 1.7%, South Korea’s demand was stable and China’s demand increased by a modest 1.3% after a
growth rate of around 7% in the preceding years. The Chinese import program, which was a contributing factor in 2000,
clearly was below expectations in 2001. Stock markets, which serve as a major indicator of industrial activity and general
economic health had a disastrous year in 2001 and most of the major economies suffered from some degree of recession.
With this global economic slowdown there was a decline in oil consumption, which impacted negatively the tanker market.
The terrorist attacks on the United States in September were a further blow to an already ailing world economy.
The trend of rationalization/consolidation, which began several years ago, continued in 2001. Major Oil companies in
particular sought to join forces and this resulted in fewer but larger charterers. Tanker pools continue to gain popularity
among owners of quality tonnage. Their ability to protect the owners’ profitability in a downward market was put to test as
the year progressed.
Looking into the future, the market expects the second half of 2002 to prove more positive for rates across the board, due
to the anticipated acceleration of the global economic recovery and the associated increase in oil demand in the important
consumption regions of the USA, Japan and Asia. This anticipated positive demand outlook should be partially tempered
by an increase in tanker supply, as the influx of new building deliveries expected for 2002 will somehow be offset by the
currently forecasted high scrapping levels. The fair to positive market environment of the second half of the year is expected
to gain momentum in 2003 as the global economy should be well on its way to a full recovery and the implementation of
the new IMO regulation should create the necessary cushion to offset the capacity influx the market awaits in 2003.
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VLCC
VLCC Modern 280,000 dwt

From the very beginning of
2001 the atmosphere in the
market was softer than the
bullish trend we have seen in
2000. Already in the middle
of the year VLCCs had lost the
gains they had made in 2000
and rates in the WS30-40
range were registered as
opposed to the WS100
plateau the market has seen
in the beginning of the year.
Thereafter there were some
rebounds in the WS50-60
range but there was not
enough activity to sustain any
prolonged rebound.

Suezmax
Suezmax 140,000 dwt

The average rate for 2001 on
Suezmax voyages with
130,000 MT of cargo on the
benchmark West Africa to
United States Atlantic Coast
(USAC)
voyage
was
WS109.5. This gives a round
voyage return in the high
$20,000 range. The highest
weekly-recorded rate for this
route was WS205 and the
lowest WS62.5, which
indicates the wide range of
fluctuation in this market
throughout the year. In
general rates in the lower end
of the scale were seen during
the second half of the year
although there were several
important rate dips during the
first half of the year which
served as an indication of
things to come.

Suezmaxes were also active players in other markets in 2001 such as the Black Sea/ Mediterranean, North Sea, Middle East
Gulf and even the Caribbean. The Middle East Gulf market was of particular importance for modern Suezmaxes in 2001. The
fact that modern vessels found this market attractive was the result of a higher degree of quality consciousness on the
majority of Far Eastern charterers, which made modern Suezmaxes the vessels of choice. The situation was further
enhanced by a number of restrictions in strategic terminals east of Suez, which prohibited the use of VLCCs.
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Aframax
The Aframax market followed
Aframax 87,000 dwt
the general trend of other
crude oil transportation
markets during 2001 with
rates declining more or less
steadily during the course of
the year. Nevertheless the
overall yearly result for
Aframax owners was quite
satisfactory. The average rate
paid for 80,000 MT
movements from the North
Sea to the Continent was WS
148.3 which is over $30,000
per day if no waiting time is
taken into account. In the
Mediterranean the average rate for voyages with 80,000 MT from North Africa to the European Mediterranean was
WS158.9. In the Caribbean the average rate for the year for 70,000 MT movements to the US Gulf or the US Atlantic coast
was WS177.5. These averages were lower than what was seen in 2000 but overall rates held up surprisingly well despite
the overall decline in revenues throughout the year. In 2000 the averages on these routes were WS183.75, WS189.75 and
WS232 respectively.

Clean Market
The product carrier market
Products Tankers 30,000 dwt
was particularly firm for both
small and large units during
the first six months of 2001.
The first signs of the market’s
softening occurred in July
when rates for 55,000 MT
cargo parcels from the
Arabian Gulf to Japan fell from
the equivalent of $33,000
per day to $27,000 per day.
A similar development was
seen in the larger MR market
where rates dropped from
$20,000 per day to
$16,000 per day. Large
product carriers trading 75,000 MT parcels from the Arabian Gulf to Japan were obtaining rates as high as WS390 in January
2001 which is equivalent to $75,000 per day, but once these larger units fell steadily throughout the year so did rates for most
other size categories of product carriers.
As its is often the case in a firm product carrier market the majority of fixtures involve moving products over long distances, and
this tends to reduce competition due to the fact that most potential competitors are already employed on long voyages. During
the first part of the year we saw this kind of market in the East with steady flow of cargoes moving from Southeast Asia and
South Korea to the United States West Coast.
The same was true in the West with large parcels of clean products from Continent or the Mediterranean to the Far East. As
the third quarter of the year approached these kind of movements began to dwindle and as a result rates started to fall. Also
a lack of typical backhaul business such as voyages from South Korea to Hong Kong/Singapore or from Europe to the Far
East resulted in a big number of vessels ballasting into those areas where there was some activity available, which further
undermined an already weakening freight rate environment. By the end of the summer the low rate environment was evident
across all vessel sizes/trade routes, however the terrorist attacks against the United States provided a momentary spike but this
soon ended and rates continued their steady downward movement.
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TEN FLEET
M/T Millennium
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society

: Double Bottom/Double Side - VLCC
: 301,171 mt
: 331.00 m
: 58.00 m
: 22.15 m
: 1998 / South Korea / American Bureau of Shipping

M/T Opal Queen • Olympia • Maria Tsakos • Athens 2004 • Toula Z
Description
: Double Bottom/Double Side- Aframax Tanker
Total Deadweight
: 107,181/107,222 mt
Length Overall
: 246.80 m
Max. Breadth
: 42.00 m
Summer Draft
: 14.78 m
Built - Year/Place/Classification Society
M/T Opal Queen
: 2001 / Imabari Japan / Nipon Kaiji Kyokai
M/T Olympia
: 1999 / Imabari Japan / Bureau Veritas
M/T Maria Tsakos
: 1998 / Imabari Japan / Lloyds Register
M/T Athens 2004
: 1998 / Imabari Japan / Bureau Veritas
M/T Toula Z.
: 1997 / Imabari Japan / American Bureau of Shipping
M/T Vergina II
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society

60

: Aframax Tanker
: 96,709 mt
: 247.20 m
: 41.60 m
: 13.73 m
: 1991 / Poland / American Bureau of Shipping

M/T Tamyra • M/T Panos G
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society
M/T Tamyra
M/T Panos G

: 1983 / Spain / American Bureau of Shipping
: 1981 / Spain / Det Norske Veritas

M/T Liberty
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society

: Panamax Product Tanker
: 61,375 mt
: 216.00 m
: 32.30 m
: 12.52 m
: 1981 / Japan / Lloyds Register

: Aframax Tanker
: 86,843 / 86,983 mt
: 243.80 m
: 39.40 m
: 13.11 m

M/T Victory III 1 • Hesnes 2 • Bregen3
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society
M/T Victory III
M/T Hesnes
M/T Bregen

: 1990 / Ukraine / Det Norske Veritas
: 1990 / Ukraine / Bureau Veritas
: 1989 / Ukraine / American Bureau of Shipping
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TEN FLEET
M/T Libra • Crux
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society
M/T Libra
M/T Crux

: Double Side/Single Bottom-Handymax Product Tanker
: 41,161 mt
: 172.20 m
: 32.30 m
: 11.22 m
: 1988 / Japan / Nippon Kaiji Kyokai
: 1987 / Japan / Nippon Kaiji Kyokai

M/T Pella1 • Dion2
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society
M/T Pella
M/T Dion

: Single Side/Double Bottom-Handymax Product Tanker
: 40,2311 / 40,302 2 mt
: 176.00 m
: 32.00 m
: 11.22 m
: 1985 / Croatia / Lloyds Register
: 1984 / Croatia / Lloyds Register

TEN NEWBUILDING FLEET
O N O RD E R (as of 31/3/2002)
M/T Silia T • Triathlon • Pentathlon • Decathlon
Description
: Double Bottom/Double Side - Suezmax Tanker
Total Deadweight
: 164,000 mt
Length Overall
: 274.00 m
Max. Breadth
: 50.00 m
Summer Draft
: 17.00 m
Built - Year/Place/Classification Society
: 2002 / Samho South Korea / American Bureau of Shipping
M/T H/N S1388
Description
Total Deadweight
Length Overall
Max. Breadth
Summer Draft
Built - Year/Place/Classification Society

: Double Bottom/Double Side- Aframax Tanker
: 107,181mt
: 246.80 m
: 42.00 m
: 14.78 m
: 2002 / Imabari Japan / American Bureau of Shipping

Panamax H/N S-2160 • S-2161 • S-2162 • S-2163
Description
: Double Bottom/Single Side - Panamax Tanker
Total Deadweight
: 68,467 mt
Length Overall
: 228.50 m
Max. Breadth
: 32.20 m
Summer Draft
: 13.20 m
Built - Year/Place/Classification Society
: 2003-4 / Imabari Japan / Lloyds Register

T E N

L I M I T E D

-

A N N U A L

R E P O R T

A N D

A C C O U N T S

2 0 0 1

61

VLCC

SUEZMAX TANKERS

PANAMAX PRODUCT TANKERS

1 VESSEL

4 VESSELS

8 VESSELS

AFRAMAX TANKERS

HANDYMAX PRODUCT TANKERS

9 VESSELS

4 VESSELS
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●
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NYSE - TNP
OSLO - TEN
BERMUDA - TEN

●

Bank of New York serves as transfer agent and registrar for the common shares:
The Bank of New York
111 Eighth Avenue, 11th Floor
New York, NY 10011

●

Den norske Bank is the Company’s custodian in Norway.

●

Stock information may be accessed through:
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“TEN NO”
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Reuters under:
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Visit our website at:
http://www.tenn.gr
Download a copy of our
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in PDF format (Adobe Acrobat Reader).

