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Presentation of Information in this Annual Report

This Annual Report on Form 20-F for the year ended December 31, 2019, or the Annual Report, should be read in
conjunction with the Consolidated Financial Statements and accompanying notes included in this report. Unless the context
otherwise requires, references in this Annual Report to “Golar LNG Partners LP,” “Golar LNG Partners,” the “Partnership,”
“we,” “our,” “us” or similar terms refer to Golar LNG Partners LP, a Marshall Islands limited partnership, or any one or
more of its subsidiaries. References in this Annual Report to “our general partner” refer to Golar GP LLC, the general partner
of the Partnership. References in this Annual Report to “Golar” refer, depending on the context, to Golar LNG Limited
(Nasdaq: GLNG) and to any one or more of its direct and indirect subsidiaries, including Golar Management Limited (or
Golar Management) and Golar Energy Limited (or “Golar Energy”). References to GMN, GMM and GMC are to Golar
Management Norway AS, Golar Management Malaysia and Golar Management Croatia, respectively, wholly-owned
subsidiaries of Golar Management that provide certain technical management services for our fleet. References to “Golar
Power” refer to Golar's affiliate Golar Power Limited and to any one or more of its subsidiaries.

Cautionary Statement Regarding Forward Looking Statements

This Annual Report contains certain forward-looking statements concerning future events and our operations,
performance and financial condition, including, in particular, the likelihood of our success in developing and expanding our
business. Statements that are predictive in nature, that depend upon or refer to future events or conditions, or that include words
such as “expects”, “anticipates”, “intends”, “plans”, “believes”, “estimates”, “projects”, “forecasts”, “will”, “may”, “potential”,
“should”, and similar expressions are forward-looking statements. These forward-looking statements reflect management’s
current views only as of the date of this Annual Report and are not intended to give any assurance as to future results. As a

result, unitholders are cautioned not to rely on any forward-looking statements.

Forward-looking statements appear in a number of places in this Annual Report and include statements with respect to,
among other things:

e our ability to enter into long-term time charters, including our ability to re-charter floating storage and
regasification units (“FSRUs”) and liquefied natural gas (“LNG”) carriers following the termination or expiration
of their time charters;

*  our ability to maximize the use of our vessels, including the re-deployment or disposal of vessels no longer under
long-term time charter;

*  our ability to make cash distributions on our units and the amount of any such distributions;

e  our ability to repay our debt when due and to settle our interest rate swaps;

* the ability of Golar and us to make additional borrowings and to access debt and equity markets;

» the length and severity of outbreaks of pandemics, including the recent worldwide outbreak of the novel
coronavirus ("COVID-19") and its impact on demand for LNG and natural gas, the operations of our charterers,
our global operations and our business in general;

*  market trends in the FSRU, LNG carrier and floating liquefied natural gas vessel (“FLNG”) industries, including
fluctuations in charter hire rates, vessel values, factors affecting supply and demand, and opportunities for the
profitable operations of FSRUs, LNG carriers and FLNGs;

*  our vessel values and any future impairment charges we may incur;

» the ability of Golar and us to retrofit vessels as FSRUs or FLNGs and the timing of the delivery and acceptance of
any such retrofitted vessels by their respective charterers;

» challenges by authorities to the tax benefits we previously obtained;

» our ability to integrate and realize the expected benefits from acquisitions and potential acquisitions:

» the future share of earnings relating to the FLNG, Hilli Episeyo ("Hilli"), which is accounted for under the equity
method;

»  our anticipated growth strategies;

» the effect of a worldwide economic slowdown;

* turmoil in the global financial markets;

» fluctuations in currencies and interest rates;

* changes in commodity prices;

» the liquidity and creditworthiness of our charterers;

» changes in our operating expenses, including dry-docking and insurance costs and bunker prices;

» our future financial condition or results of operations and future revenues and expenses;

» planned capital expenditures and availability of capital resources to fund capital expenditures;

» the exercise of purchase options by our charterers;

*  our ability to maintain long-term relationships with major LNG traders;
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» our ability to leverage the relationships and reputation of Golar and Golar Power in the LNG industry;

* our ability to purchase vessels from Golar and Golar Power in the future;

» timely purchases and deliveries of new build vessels;

» future purchase prices of new build and secondhand vessels;

* economic substance laws and regulations adopted or considered by various jurisdictions of formation or
incorporation of us and certain of our subsidiaries;

»  our ability to compete successfully for future chartering and newbuilding opportunities;

» acceptance of a vessel by its charterer;

* termination dates and extensions of charters;

» the expected cost of, and our ability to comply with, governmental regulations, maritime self-regulatory
organization standards, as well as standard regulations imposed by our charterers applicable to our business;

» economic substance laws and regulations adopted or considered by various jurisdictions of formation of us and
certain of our subsidiaries;

» availability of skilled labor, vessel crews and management, including possible disruptions caused by the
COVID-19 outbreak;

* our general and administrative expenses and our fees and expenses payable under the fleet management
agreements and the management and administrative services agreement between us and Golar Management (or the
“Management and Administrative Services Agreement”);

» the anticipated taxation of our partnership and distributions to our unitholders;

» estimated future maintenance and replacement capital expenditures;

» our and Golar's ability to retain key employees;

* customers’ increasing emphasis on environmental and safety concerns;

»  potential liability from any pending or future litigation;

» potential disruption of shipping routes due to accidents, political events, piracy or acts by terrorists;

» future sales of our securities in the public market;

*  our business strategy and other plans and objectives for future operations; and

» other factors listed from time to time in the reports and other documents that we file with the U.S. Securities and
Exchange Commission (the “SEC”).

Forward-looking statements in this Annual Report are based upon estimates reflecting the judgment of management
and involve known and unknown risks and uncertainties. These forward-looking statements are based upon a number of
assumptions and estimates that are inherently subject to significant uncertainties and contingencies, many of which are beyond
our control. Actual results may differ materially from those expressed or implied by such forward-looking
statements. Accordingly, these forward-looking statements should be considered in light of various important factors, including
those set forth in this Annual Report under the caption “Item 3—Key Information—D. Risk Factors”.

We do not intend to revise any forward-looking statements in order to reflect any change in our expectations or events
or circumstances that may subsequently arise. We make no prediction or statement about the performance of our common units
("Common Units") or our 8.75% Series A Cumulative Redeemable Preferred Units ("Series A Preferred Units"). The various
disclosures included in this Annual Report and in our other filings made with the Securities and Exchange Commission (or the
SEC) that attempt to advise interested parties of the risks and factors that may affect our business, prospects and results of
operations should be carefully reviewed and considered.



Table of Contents

PART I
Item 1. Identity of Directors, Senior Management and Advisers

Not applicable.

Item 2. Offer Statistics and Expected Timetable

Not applicable.

Item 3. Key Information
A. Selected Financial Data

The following table presents, in each case for the periods and as of the dates indicated, our selected consolidated and
combined financial and operating data.

The consolidated financial information of the Partnership as of December 31, 2019 and 2018 and for the years ended
December 31, 2019, 2018 and 2017 are derived from the audited Consolidated Financial Statements of the Partnership,
prepared in accordance with U.S. GAAP, which are included elsewhere in this Annual Report.

The following financial information should be read in conjunction with “Item 5. Operating and Financial Review and
Prospects” and our historical Consolidated Financial Statements and the notes thereto included elsewhere in this Annual
Report.

Year Ended December 31,
2019 2018 2017 2016 2015

(in thousands except for unit data)

Statement of Operations Data:

Total operating revenues $ 299,652 $ 346,650 $ 433,102 $ 441,598 $ 434,687

Vessel operating expenses'” (60,958) (65,247) (68,278) (59,886) (65,244)
Voyage and commission expenses'” (7,648) (11,222) (9,694) (5,974) (7,724)
Administrative expenses (13,412) (14,309) (15,210) (8,600) (6,643)
Other non-operating income 4,795 449 922 1,318 —

Interest income 13,278 8,950 7,804 4,295 1,315

Interest expense (79,791) (80,650) (75,425) (66,938) (61,632)
(Losses)/gains on derivative instruments (38,796) 8,106 7,796 (931) (13,730)
Equity in net earnings of affiliate® 4,540 1,190 — — —

Net income 21,134 76,548 144,848 185,742 172,683

Segment Data:

FSRUs Adjusted EBITDA® 198,660 235,631 250,235 267,667 252,863

LNG carriers Adjusted EBITDA® 30,474 19,741 89,685 99,471 102,213

FLNG Adjusted EBITDA® ® 79,708 38,180 — — —

Earnings Per Unit

&~

0.08 $ 086 $ 1.82 $ 244§ 2.38
0.08 § 086 $ 1.80 §$ 243 § 2.38

Basic - Common units

@

Diluted - Common units

Cash distributions declared and paid per common unit
in the year 1.62 1.96 2.31 2.31 2.30
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Balance Sheet Data (at end of period):
Cash and cash equivalents

Restricted cash and short-term deposits ©
Non-current restricted cash®

Investment in affiliate ©

Vessels and equipment, net

Vessel under finance lease, net

Current portion of Investment in leased vessel, net 7
Investment in leased vessel, net 7

Total assets

Current portion of long-term debt

Current portion of obligation under finance lease
Long-term debt

Non-current obligation under finance lease

Partners' capital

Number of units issued and outstanding:
Series A Preferred units

Common units

Cash Flow Data:

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

Net cash used in financing activities

Fleet Data:
Number of FSRUs at end of period
Number of LNG carriers at end of period®

Other Financial Data:

Average FSRUs daily time charter equivalent earnings

(“TCE”)(9)

Average LNG carriers daily time charter equivalent
earnings (“TCE”)®

M

Year Ended December 31,
2019 2018 2017 2016 2015
(in thousands except for fleet and other financial data)

§ 47,661 $§ 96,648 $ 246,954 $§ 65,710 $§ 40,686
46,333 31,330 27,306 44,927 56,714
135,928 141,114 155,627 117,488 136,559
193,270 206,180 — — —
1,369,665 1,535,757 1,588,923 1,652,710 1,730,676
108,433 114,711 105,945 111,186 116,727
2,308 — — = =
111,829 — — — —
2,105,612 2,240,817 2,427,371 2,252,708 2,231,662
225,254 75,451 118,850 78,101 118,693
1,990 1,564 1,276 787 —
991,679 1,196,899 1,252,184 1,296,609 1,212,419
120,789 118,119 126,805 116,964 143,112
569,463 679,615 771,031 541,506 539,475
5,520,000 5,520,000 5,520,000 = —
69,301,636 69,455,364 69,768,261 64,073,291 45,167,096
$ 152,707 $§ 137,166 $ 270,430 $ 259,687 $ 219,144

(6,312) (19,632)
(189,288)  (272,211)

6
4
$ 139,173
$ 38,360

6
4
$ 171,689
$ 33,575

routine repairs, maintenance, insurance, lubricating oils and management fees.

@

(70,426)
(8,730)

$ 159,950 $

$§ 80,268 $

(107,247)
(136,308)

144,501

82,267

(9,638)
(239,256)

6

4

$ 144,592
$ 85,753

Vessel operating expenses are the direct costs associated with operating a vessel, including crew wages, vessel supplies,

Majority of the vessels have all operated under time charters during the periods presented. Under a time charter, the

charterer pays substantially all of the voyage expenses, which are primarily fuel, port expenses and broker commission.

3)

Represents our net earnings of 50.0% of the common units of Hilli LLC which is equity accounted for within our

consolidated statement of operations. However, our equity in net earnings of affiliate is presented in our segment
information under the effective share of interest consolidation method. Please see note 6 "Segment Information" in our
consolidated financial statements included herein for additional information.

()
Prospects—A. Operating Results.”

Adjusted EBITDA is the profit measure used in our operating segments, see “Item 5. Operating and Financial Review and
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®  Restricted cash and short-term deposits consist of bank deposits which i) may only be used to settle certain pre-arranged
loans, facilities or lease payments; ii) are variation margins posted for a decline in fair values of certain swaps; iii)
represent cash held by our lessor variable interest entity (“VIE”); and iv) are made in accordance with our contractual
obligations under bid or performance guarantees for projects we may enter into, see note 17 "Restricted Cash" in our
consolidated financial statements included herein for additional information.

©®  Represents our investment in 50.0% of the common units of Hilli LLC, see note 10 "Investment in Affiliate" in our
consolidated financial statements included herein for additional information.

" On May 15, 2019, we executed a modification to the Golar Freeze charter agreement which triggered a change in lease

classification from an operating lease to a sales-type lease. This classification change resulted in the de-recognition of the

vessel asset carrying value and the recognition of investment in the leased vessel, net, in our consolidated balance sheet.

For purposes of fleet information, we continue to present the Golar Freeze under our FSRU fleet.

In each of the periods presented, we held a 60% ownership interest in the Golar Mazo and a 100% interest in the other

vessels.

¥ Non-GAAP Financial Measure - see definition below:

®)

Average daily TCE

It is standard industry practice to measure the revenue performance of a vessel in terms of average daily Time Charter
Equivalent (“TCE”). For time charters, this is calculated by dividing the sum of (a) total operating revenue and (b) amount
invoiced under sales-type lease, less voyage and commission expenses, by the number of calendar days minus days for
scheduled off-hire. Scheduled off-hire days includes days when vessels are in lay-up or undergoing dry dock. Where we are
paid a fee to position or reposition a vessel before or after a time charter, this additional revenue, less voyage and commission
expenses, is included in the calculation of net time charter revenues. TCE rate is a standard shipping industry performance
measure used primarily to compare period-to-period changes in a company’s performance despite changes in the mix of charter
types (i.e. spot charters, time charters and bareboat charters) under which the vessels may be employed between the periods. We
include average daily TCE, a non-U.S. GAAP measure, as we believe it provides additional meaningful information in
conjunction with total operating revenues, the most directly comparable U.S. GAAP measure, because it assists our
management in making decisions regarding the deployment and use of our vessels and in evaluating their financial
performance. Our calculation of average daily TCE may not be comparable to that reported by other companies. The following
table reconciles our total operating revenues by segment to average daily TCE:
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Year Ended December 31,

2019 2018 2017 2016 2015
FSRUs Segment (dollars in thousands, except TCE)
Total operating revenues $ 240,695 $ 294889 § 316,599 $ 322373 § 307,344
Amount invoiced under sales-type lease " 11,500 — — — —
Voyage and commission expenses (4,467) (7,138) (8,375) (5,049) (5,581)

247,728 287,751 308,224 317,324 301,763
Calendar days less scheduled off-hire days 1,780 1,676 1,927 2,196 2,087
Average daily TCE $ 139,173 $§ 171,689 $ 159,950 § 144,501 § 144,592

) This represents the actual invoiced amounts on the Golar Freeze Charter subsequent to its modification effective from May
15, 2019. As the income generated from the Golar Freeze sales-type lease is not reflected in our previous segment profit
measure, we have included amounts invoiced in arriving at our FSRU Adjusted EBITDA, to enable comparability with the rest

of our FSRU segment's charters.

Year Ended December 31,
2019 2018 2017 2016 2015

LNG Carriers Segment (dollars in thousands, except TCE)
Total operating revenues $ 58,957 $ 51,761 $§ 116,503 $§ 119,225 § 127,343
Voyage and commission expenses (3,181) (4,084) (1,319) (925) (2,144)

55,776 47,677 115,184 118,300 125,199
Calendar days less scheduled off-hire days 1,454 1,420 1,435 1,438 1,460
Average daily TCE $ 38360 $ 33,575 $ 80,268 $ 82,267 $ 85,753

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 to our business in general. Other
risks relate principally to the securities market and to ownership of our common and preferred units. The occurrence of any of
the events described in this section could significantly and negatively affect our business, financial condition, operating results
or cash available for distributions or the trading price of our common and preferred units. The risk factors in this report are

grouped into the following categories:
* Risks Arising from Our Business Activities
o Risks Related to Revenue;
o Risks Related to the Hilli;
o Risks Related to the Financing of our Business,

o Risks Associated with our Operations;
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» Risks Related to our Industry;
* Risks Related to Industry Regulations;
*  Risks Related to an Investment in Us; and

e Tax Risks.

Risks Arising from Qur Business Activities

Risks Related to Revenue

We currently derive all of our revenue from a limited number of customers. The loss of any of our customers would
result in a significant loss of revenues and cash flow, if we are unable to re-charter a vessel to another customer for an
extended period of time.

Our fleet consists of six FSRUs, four LNG carriers and an interest in the Hilli. We have derived, and believe that we
will continue to derive, all of our revenues and cash flow from a limited number of customers. The majority of our charters
have fixed terms, but might nevertheless be lost in the event of unanticipated developments such as a customer’s breach. The
ability of each of our customers to perform its respective obligations under a charter with us will depend on a number of factors
that are beyond our control and may include, among other things, general economic conditions, the condition of the LNG
shipping industry, prevailing prices for natural gas and LNG, the impact of COVID-19 and similar pandemics and epidemics
and the overall financial condition of the counterparty. We could also lose a customer or the benefits of a charter if:

+ the customer fails to make charter payments because of its financial inability, disagreements with us or otherwise;
or
» the customer exercises its right to terminate the charter in certain circumstances, such as:

o loss of the vessel or damage to it beyond repair;

o defaults of our obligations under the charter, including prolonged periods of off-hire;

> in the event of war or hostilities that would significantly disrupt the free trade of the vessel;

o requisition by any governmental authority;

o with respect to the Golar Winter, upon at least six months written notice at any time after the tenth
anniversary of the commencement of the related charter upon payment of a termination fee;

o with respect to the Golar Eskimo, having passed the fourth anniversary of the charter commencement date,
upon at least twenty three months’ written notice upon payment of a termination fee;

o with respect to the Golar Freeze, upon twelve months written notice of a termination not before the third
anniversary of the charter commencement date in order to substitute the FSRU for an alternative vessel but
only if certain throughput targets have not been achieved. In this event we have a matching right;

or
+ aprolonged force majeure event affecting the customer, including damage to or destruction of relevant production

facilities, war or political unrest that prevents us from performing services for that customer.

If we lose any of our charterers and are unable to re-deploy the related vessel for an extended period of time, we will
not receive any revenues from that vessel, but we will be required to pay expenses necessary to maintain the vessel in
seaworthy operating condition and to service any associated debt. In addition, it is an event of default under the credit facilities
related to all of our vessels if the time charter of any vessel related to any such credit facility is cancelled, rescinded or
frustrated and we are unable to secure a suitable replacement charter, post additional security or make certain significant
prepayments. Any event of default under our credit facilities would result in acceleration of amounts due thereunder. We will be
required to provide additional security or make prepayments under our $800 million credit facility in the event that the charter
in respect of the Golar Winter is terminated early and we cannot find an alternative acceptable charter. In addition, under the
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sale and leaseback arrangement in respect of the Golar Eskimo, if the time charter pursuant to which the Golar Eskimo is
operating is terminated, the owner of the Golar Eskimo (which is a wholly-owned subsidiary of China Merchants Bank
Leasing) will have the right to require us to purchase the vessel from it unless we are able to place such vessel under a suitable
replacement charter within 24 months of the termination. We may not have, or be able to obtain, sufficient funds to make these
accelerated payments or prepayments or be able to purchase the Golar Eskimo. In such a situation, the loss of a charterer could
have a material adverse effect on our business, results of operations, financial condition and ability to make cash distributions to
our unitholders.

Our growth depends on our ability to expand relationships with existing customers and obtain new customers, for
which we will face substantial competition.

One of our principal objectives is to enter into long-term FSRU and LNG carrier time charters for our vessels. The
process of obtaining long-term charters for FSRUs and LNG carriers is highly competitive and generally involves an intensive
screening process and competitive bids, and often extends for several months. We believe FSRU and LNG carrier time charters
are awarded based upon bid price as well as a variety of factors relating to the vessel operator, including:

+ its FSRU and LNG shipping experience, technical ability and reputation for operation of highly specialized vessels;
+ its shipping industry relationships and reputation for customer service and safety;

» the quality and experience of its seafaring crew;

+ its financial stability and ability to finance FSRUs and LNG carriers at competitive rates;

» its relationships with shipyards and construction management experience; and

+ its willingness to accept operational risks pursuant to the charter.

We and Golar have substantial competition for providing FSRU and marine transportation services for potential LNG
projects from a number of experienced companies, including state-sponsored entities and major energy companies. Many of
these competitors have significantly greater financial resources and larger and more versatile fleets than do we or Golar. We
anticipate that an increasing number of marine transportation companies, including many with strong reputations and extensive
resources and experience will enter the FSRU market and the LNG transportation market. This increased competition may
cause greater price competition for time charters. As a result of these factors, we may be unable to expand our relationships
with existing customers or to obtain new customers on a favorable basis, if at all, which would have a material adverse effect on
our business, results of operations and financial condition and our ability to make cash distributions.

Our future long-term charter revenue depends on our competitive position and future hire rates for FSRUs and
LNG carriers.

One of our principal strategies is to enter into new long-term FSRU and LNG carrier time charters and to replace
expiring charters with similarly long-term contracts. Most requirements for new LNG projects continue to be provided on a
long-term basis, though the level of spot voyages and short-term time charters of less than 12 months in duration together with
medium term charters of up to five years has increased in recent years. This trend is expected to continue as the spot market for
LNG expands. More frequent changes to vessel sizes and propulsion technology together with an increasing desire by charterers
to access modern tonnage could also reduce the appetite of charterers to commit to long-term charters that match their full
requirement period. As a result, the duration of long-term charters could also decrease over time.

We may also face increased difficulty entering into long-term time charters upon the expiration or early termination of
our existing contracts or of contracts for any vessels that we acquire in the future. If as a result we contract our vessels on short-
term contracts, our earnings from these vessels are likely to become more volatile. An increasing emphasis on the short-term or
spot LNG market may in the future require that we enter into charters based on variable market prices, as opposed to contracts
based on a fixed rate, which could result in a decrease in our cash flow in periods when the market price for shipping LNG is
depressed or insufficient funds are available to cover our financing costs for related vessels.

Hire rates for FSRUs and LNG carriers may fluctuate substantially. If rates are lower when we are seeking a new
charter, our earnings and ability to make distributions to our unitholders may decline.

Hire rates for FSRUs and LNG carriers fluctuate over time as a result of changes in the supply-demand balance
relating to current and future FSRU and LNG carrier capacity. This supply-demand relationship largely depends on a number of
factors outside our control. For example, driven in part by an increase in LNG production capacity, the market supply
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particularly of LNG carriers has been increasing as a result of the construction of new vessels. The development of liquefaction
projects in the United States and Australia resulted in significant ordering activity from 2011 to 2014 and 2018 to 2019. As of
April 16, 2020, the LNG carrier order book totalled 149 vessels. We believe that this and any future expansion of the global
LNG carrier fleet may have a negative impact on charter hire rates, vessel utilization and vessel values, the impact of which
could be amplified if the expansion of LNG production capacity does not keep pace with fleet growth. The LNG market is also
closely connected to world natural gas prices and energy markets, which we cannot predict. A substantial or extended decline in
demand for natural gas or LNG, including as a result of the spread of COVID-19, could adversely affect our ability to charter or
re-charter our vessels at acceptable rates or to acquire and profitably operate new vessels. Accordingly, this could have a
material adverse effect on our earnings and our ability to make distributions to our unitholders.

The charterers of two of our vessels have the option to extend the charter at a rate lower than the existing hire rate.
The exercise of these options could have a material adverse effect on our cash flow and our ability to make distributions to
our unitholders.

The charterers of the NR Satu and Methane Princess have options to extend their respective existing contracts. If they
exercise these options, the hire rate for the NR Satu will be reduced by approximately 12% per day for any day in the extension
period falling in 2023, with a further 7% reduction for any day in the extension period falling in 2024 and 2025; and the hire
rate for the Methane Princess will be reduced by 37% from 2024. The exercise of these options could have a material adverse
effect on our results of operations, cash flows and ability to make distributions to our unitholders.

Risks Related to the Hilli

Our equity investment in Golar Hilli LLC may not result in anticipated profitability or generate cash flow sufficient
to justify our investment. In addition, our investment exposes us to risks that may harm our business, financial condition
and operating results.

In July 2018, we completed our acquisition of 50% of the common units in Golar Hilli LLC (“Hilli LLC”), the owner
of Golar Hilli Corporation (“Hilli Corp”), the disponent owner of the Hilli. The acquired interest in Hilli LLC represents the
equivalent of 50% of the two liquefaction trains, out of a total of four, that have been contracted to Perenco Cameroon SA
(“Perenco”) and Société Nationale Des Hydrocarbures (“SNH” and, together with Perenco, the “Customer”) pursuant to a
Liquefaction Tolling Agreement (“LTA”) with an 8 year term. The acquired interest is not exposed to the oil linked pricing
elements of the tolling fee under the LTA. However, it exposes us to risks that we may:

» fail to realize anticipated benefits through cash distributions from Hilli LLC;

+ fail to obtain the benefits of the LTA if the Customer exercises certain rights to terminate the charter upon the

occurrence of specified events of default;

+ fail to obtain the benefits of the LTA if the Customer fails to make payments under the LTA because of its

financial inability, disagreements with us or otherwise;

* incur or assume unanticipated liabilities, losses or costs;

*  be required to pay damages to the Customer or suffer a reduction in the tolling fee in the event that the Hilli fails

to perform to certain specifications;

» incur other significant charges, such as asset devaluation or restructuring charges; or

*  be unable to re-charter the FLNG on another long-term charter at the end of the LTA.

Due to the sophisticated technology utilized by the Hilli, operations are subject to risks that could negatively affect
our business and financial condition.

FLNG vessels are complex and their operations are technically challenging and subject to mechanical risks and
problems. Unforeseen operational problems with the Hilli may lead to Hilli LLC experiencing a loss of revenue or higher than
anticipated operating expenses or require additional capital expenditures. Any of these results could harm our business,
financial condition and ability to make cash distributions to our unitholders.

We guarantee 50% of Hilli Corp’s indebtedness under the Hilli Facility.
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Hilli Corp, a wholly owned subsidiary of Hilli LLC, is a party to a Memorandum of Agreement, dated September 9,
2015, with Fortune Lianjiang Shipping S.A., a subsidiary of China State Shipbuilding Corporation (“Fortune”), pursuant to
which Hilli Corp has sold to and leased back from Fortune the Hilli under a 10-year bareboat charter agreement (the “Hilli
Facility”). The Hilli Facility provided for post-construction financing for the Hi/li in the amount of $960 million.

In connection with the closing of the Hilli Acquisition, we agreed to provide a several guarantee (the “Partnership
Guarantee”) of 50% of the obligations of Hilli Corp under the Hilli Facility pursuant to a Deed of Amendment, Restatement and
Accession relating to a guarantee between Golar, Fortune and us dated July 12, 2018. In the event that Hilli Corp fails to meet
its payment obligations under the Hilli Facility or fails to comply with certain other covenants contained therein, we may be
required to make payments to Fortune under the Partnership Guarantee, and such payments may be substantial. The Hilli
Facility and the Partnership Guarantee contain certain financial restrictions and other covenants that may restrict our business
and financing activities as well as our ability to make cash distributions to our unitholders.

If the letter of credit related to the LTA is not extended, the earnings and financial condition of Hilli Corp could
suffer.

Pursuant to the terms of the LTA, Golar obtained a letter of credit (the “Hilli LOC”) issued by a financial institution
that guarantees certain payments Hilli Corp is required to make under the LTA. The Hilli LOC is required to exist until the
tenth anniversary of the acceptance of the Hilli and is for credit support in respect of Hilli Corp’s performance under the LTA.
Under the current terms of the Hilli LOC, the financial institution is not obliged to extend the term of the Hilli LOC. In
December 2018, the letter of credit was extended to apply until December 31, 2019, but additional security was required from
the owners of Hilli Corp by the financial institution. This required us to provide a guarantee for the Hilli LOC (the "LOC
Guarantee"). Should the financial institution make a payment for a legitimate claim against the Hilli LOC, our liability pursuant
to the LOC Guarantee will be dependent on Golar's percentage ownership interest in us multiplied by the percentage of
common units we hold in Hilli LLC.

In December 2019, the letter of credit was extended until December 31, 2020. The financial institution may elect to not
extend the Hilli LOC by giving notice at least ninety days prior to the current December 31, 2020 expiration date or December
31 in any subsequent year. If the letter of credit (i) ceases to be in effect or (ii) the financial institution elects to not extend it,
unless additional replacement security for payment is provided within a certain time, then the LTA may be terminated and Hilli
Corp may be liable for a termination fee of up to $125 million. Accordingly, if the financial institution elects at some point in
the future to not extend the Hilli LOC, Hilli Corp's financial condition could be materially and adversely affected.

Risks Related to the Financing of our Business

We may not be able to obtain financing, to meet our obligations as they fall due or to fund our growth or our future
capital expenditures, which could negatively impact our results of operations, financial condition and ability to pay
distributions.

In order to fund future vessel acquisitions, increased working capital levels or other capital expenditures, we may be
required to use cash from operations, incur additional borrowings, or raise capital through the sale of debt or additional equity
securities. Our ability to do so may be limited by our financial condition at the time of such financing or offering, as well as by
adverse market conditions resulting from, among other things, general economic conditions and contingencies and uncertainties
that are beyond our control. In addition, our use of cash from operations may reduce the amount of cash available for
distributions. Our failure to obtain funds for future capital expenditures could impact our results of operations, financial
condition and our ability to pay distributions. Furthermore, our ability to access capital, overall economic conditions and our
ability to secure charters on a timely basis could limit our ability to fund our growth and capital expenditures or to refinance our
debt as it falls due. If we are successful in issuing equity in order to raise capital, the issuance of additional equity securities
may result in significant unitholder dilution and increase the amount of cash required to make commensurate distributions.
Even if we are successful in obtaining bank financing, paying debt service would limit cash available for working capital and
increasing our indebtedness could have a material adverse effect on our business, results of operations, cash flows, financial
condition and ability to pay distributions.

Recently, as a result of concerns about the stability of financial markets generally, and the solvency of counterparties
specifically, stemming from the COVID-19 outbreak, the availability and cost of obtaining money from the public and private
equity and debt markets has become more difficult. Many lenders have increased interest rates, enacted tighter lending
standards, refused to refinance existing debt at all or on terms similar to current debt, and reduced, and in some cases ceased, to
provide funding to borrowers and other market participants, including equity and debt investors, and some have been unwilling
to invest on attractive terms or even at all. Due to these factors, we cannot be certain that financing will be available if needed
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and to the extent required, or that we will be able to refinance our existing and future credit facilities, on acceptable terms or at
all.

Our ability to obtain additional debt financing for future vessel acquisitions or to refinance our existing debt largely
depends on the creditworthiness of our charterers, the terms of our charters, the value of our vessels as well as global
economic conditions and demand for energy, including LNG.

Our ability to borrow against the vessels in our existing fleet and any future vessels largely depends on the value of the
vessels, and also, in part on charter hire rates and the ability of our charterers to comply with the terms of their charters. The
actual or perceived credit quality of our charterers, and any defaults by them, may materially affect our ability to obtain the
additional capital resources that will be required to purchase additional vessels and to refinance our existing debt as balloon
payments come due, or may significantly increase our costs of obtaining such capital.

The recent COVID-19 outbreak has negatively impacted, and may continue to negatively impact, global economic
activity, energy prices, demand for energy, including LNG and LNG shipping, and funds flows and sentiment in the global
financial markets. Credit markets and the debt and equity capital markets have been distressed and the uncertainty surrounding
the future of the global credit markets has resulted in reduced access to credit worldwide. These issues, along with significant
write-offs in the financial services sector, the re-pricing of credit risk and the current weak economic conditions, have made,
and will likely continue to make, it difficult to obtain additional financing. In particular, due to the COVID-19 outbreak, we
were unable to refinance our 2015 Norwegian Bonds maturing in May 2020 (the “2015 Norwegian Bonds™) and 2017
Norwegian Bonds maturing in May 2021 (the “2017 Norwegian Bonds”) and were required to seek extensions and amendments
to the terms of both bond issuances. Continued economic disruption caused by the continued failure to control the spread of the
COVID-19 could significantly impact our ability to obtain additional debt financing, including permanent refinancing for the
2015 Norwegian Bonds and the 2017 Norwegian Bonds and the refinancing of our $800 million credit facility, which matures
in April 2021. Our inability to obtain additional financing or committing to financing on unattractive terms could have a
material adverse effect on our business, financial condition, results of operations and cash flows, including cash available for
distributions to our unitholders.

Our debt levels may limit our flexibility in obtaining additional financing, pursuing other business opportunities
and paying distributions to unitholders.

As of December 31, 2019 our total consolidated debt (excluding our $422.3 million share of debt in respect of Hilli but
including capitalized lease obligations, net of restricted cash, and our indebtedness outstanding under our revolving credit
facilities) was $1,198.0 million. Our level of debt could have important consequences to us, including the following:

* our ability to obtain additional financing, if necessary, for working capital, capital expenditures, acquisitions or
other purposes may be limited or such financing may not be available on favorable terms;

+ we will need a substantial portion of our cash flow to make principal and interest payments on our debt, reducing
the funds that would otherwise be available for operations, future business opportunities and distributions to
unitholders;

*  our debt level will make us more vulnerable than our competitors with less debt to competitive pressures or a
downturn in our business or the economy generally; and

*  our debt level may limit our flexibility in responding to changing business and economic conditions.

Our ability to service our debt will depend upon, among other things, our future financial and operating performance,
which will be affected by prevailing economic conditions and financial, business, regulatory and other factors, some of which
are beyond our control. If our operating results are not sufficient to service our current or future indebtedness, we will be forced
to take actions such as reducing distributions, reducing or delaying our business activities, acquisitions, investments or capital
expenditures, selling assets, restructuring or refinancing our debt, or seeking additional equity capital or bankruptcy protection.
We may not be able to effect any of these remedies on satisfactory terms, or at all.

Our financing arrangements, most of which are secured by our vessels, contain operating and financial restrictions
and other covenants that may restrict our business and financing activities as well as our ability to make cash distributions
to our unitholders. In addition, because of the presence of cross-default provisions in certain of our and Golar's financing
agreements that cover both us and Golar, a default by us or Golar could lead to multiple defaults in our agreements.

The operating and financial restrictions and covenants in the agreements governing our financing arrangements,
including our credit facilities, our 2015 and 2017 Norwegian Bonds, and the Methane Princess lease, and any future financing
agreements, could adversely affect our ability to finance future operations or capital needs or to engage, expand or pursue our
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business activities. For example, our financing arrangements impose restrictions and covenants that restrict our and our
subsidiaries’ ability to, among other things:

* merge or consolidate with any other person;

* make certain capital expenditures;

*  pay distributions to our unitholders;

* terminate or materially amend certain of our charters;

+  enter into any other line of business;

* make any acquisitions;

* incur additional indebtedness or grant any liens to secure any of our existing or future indebtedness;
* enter into any sale-leaseback transactions; or

*  enter into any transactions with our affiliates.

Accordingly, we may need to seek consent from our lenders or lessors in order to take certain actions or engage in
certain activities. The interests of our lenders or lessor may be different from ours, and we may be unable to obtain our lenders’
or lessor’s consent when and if needed.

If we do not comply with the restrictions and covenants in our financing arrangements, our business, results of
operations, financial condition and ability to pay distributions will be adversely affected. Our ability to comply with covenants
and restrictions contained in our financing arrangements may be affected by events beyond our control, including prevailing
economic, financial and industry conditions. If market or other economic conditions deteriorate, including as a result of the
ongoing COVID-19 outbreak and the recent declines in the prices of oil, natural gas and LNG and related interest rate
developments, changes in the funding costs of our banks, changes in vessel earnings and asset valuations that may occur as a
result, our ability to comply with these covenants may be impaired. We cannot assure you that we will satisfy the ratios and
other covenants or that our lenders will waive any failure to do so. If restrictions, covenants, ratios or tests in our debt
instruments are breached, a significant portion of the obligations may become immediately due and payable, and the lenders’
commitment to make further loans may terminate. We may not have, or be able to obtain, sufficient funds to make these
accelerated payments. In addition, obligations under certain of our financing arrangements are secured by certain of our vessels
and guaranteed by our subsidiaries holding the interests in our vessels, and if we are unable to repay debt under our financing
arrangements, the lenders or lessors could seek to foreclose on those assets.

Moreover, in connection with any waivers and/or amendments to our loan and lease agreements, our lenders may
impose additional operating and financial restrictions on us and/or modify the terms of our existing loan and lease agreements.

Because of the presence of cross-default provisions in certain of our and Golar’s loan and lease agreements that cover
both us and Golar, a default by us or Golar under a loan or lease agreement and the refusal of any one lender or lessor to grant
or extend a waiver could result in the acceleration of our indebtedness under our other loan and lease agreements even if our or
Golar's other lenders or lessors have waived covenant defaults under the respective agreements. A cross-default provision
means that if we or Golar default on one loan or lease, we would then default on our other loans containing a cross-default
provision.

For more information, regarding our financing arrangements, please read “Item 5—Operating and Financial Review
and Prospects—F. Tabular Disclosure of Contractual Obligations” and Note 21 “Debt” to our consolidated financial statements.

We are exposed to volatility in the London Interbank Offered Rate, (“LIBOR”), and the derivative contracts we
have entered into to hedge our exposure to fluctuations in interest rates could result in higher than market interest rates and
charges against our income.

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

In addition, LIBOR and other ‘‘benchmark’’ rates are subject to ongoing national and international regulatory scrutiny
and reform. For example, on July 27, 2017, the UK Financial Conduct Authority announced that it will no longer persuade or
compel banks to submit rates for the calculation of the LIBOR rates after 2021 (the ‘““FCA Announcement’’). The Alternative
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Reference Rate Committee, a committee convened by the Federal Reserve that includes major market participants, has
proposed an alternative rate to replace U.S. Dollar LIBOR: the Secured Overnight Financing Rate, or “SOFR.” We are unable
to predict the effect of the FCA Announcement or other reforms, whether currently enacted or enacted in the future. They may
result in the phasing out of LIBOR as a reference rate. The impact of such transition away from LIBOR could be significant for
us because of our substantial indebtedness. The outcome of reforms may result in increased interest expense to us, may affect
our ability to incur debt on terms acceptable to us and may result in increased costs related to amending our existing debt
instruments, which could adversely affect our business, results of operations and financial condition.

In the event of the continued or permanent unavailability of LIBOR, certain of ours and our VIE’s current financing
agreements contain a provision requiring or permitting us to enter into negotiations with our lenders to agree to an alternative
interest rate or an alternative basis for determining the interest rate. These clauses present significant uncertainties as to how
alternative rates or alternative bases for determination of rates would be agreed upon, as well as the potential for disputes or
litigation with our lenders regarding the appropriateness or comparability to LIBOR of any substitute indices. In the absence of
an agreement between us and our lenders, most of our financing agreements provide that LIBOR would be replaced with some
variation of the lenders’ cost-of-funds rate. The discontinuation of LIBOR presents a number of risks to our business, including
volatility in applicable interest rates among our financing agreements, increased lending costs for future financing agreements
or unavailability of or difficulty in attaining financing, which could in turn have an adverse effect on our profitability, earnings
and cash flow.

As of December 31, 2019, we had a total debt of $1,768.0 million (including our $422.3 million share of debt in
respect of the Hilli, capitalized lease obligations and our indebtedness outstanding under our revolving credit facilities), which
is exposed to a floating interest rate based on LIBOR, which has been volatile recently and could affect the amount of interest
payable on our debt. In order to manage our exposure to interest rate fluctuations, we use interest rate swaps to effectively fix a
part of our floating rate debt obligations. As of December 31, 2019, we have interest rate swaps with a notional amount of
$1,557.8 million representing 88.1% of our total floating rate debt. While we are economically hedged, we do not apply hedge
accounting and therefore interest rate swaps mark-to-market valuations may adversely affect our results. Entering into swap and
derivative transactions are inherently risky and presents various possibilities for incurring significant expenses. The derivative
strategies that we employ currently and in the future may not be successful or effective, and we could, as a result, incur
substantial additional interest costs or losses.

Our financial condition could be materially adversely affected to the extent we do not hedge our exposure to interest
rate fluctuations under loans that have been advanced at a floating rate. Any hedging activities we engage in may not effectively
manage our interest rate exposure or have the desired impact on our financial condition or results of operations.

Our consolidated variable interest entity, (“VIE”), may enter into different financing arrangements, which could
affect our financial results.

In November 2015, we entered into a sale and leaseback transaction with a subsidiary, Sea 23 Leasing Co. Limited (or
“Eskimo SPV”) of China Merchants Bank Leasing (or “CMBL”). Eskimo SPV was determined to be a VIE of which we are
deemed to be the primary beneficiary, and as a result we are required to consolidate the results of Eskimo SPV. Although
consolidated into our results, we have no control over the funding arrangements negotiated by Eskimo SPV such as interest
rates, maturity, and repayment profiles. For additional detail refer to note 5 “Variable Interest Entities” to our consolidated
financial statements. As of December 31, 2019, we consolidated one VIE in connection with the lease financing of the Golar
Eskimo. For a description of our current financing arrangements including those of the VIE, please read “Item 5—Operating
and Financial Review and Prospects—F. Tabular Disclosure of Contractual Obligations.” The funding arrangements negotiated
by the VIE could adversely affect our financial results.

Even though the Golar Tundra has been sold back to Golar, we are a deficiency guarantor of Tundra Corp’s
obligations under the Tundra Lease and may be liable for hire payments thereunder.

In November 2015, prior to our acquisition (the “Tundra Acquisition”) from Golar of Tundra Corp. (“Tundra Corp”),
the owner of the Golar Tundra, Tundra Corp sold the Golar Tundra to a subsidiary of CMBL (or the "Tundra SPV") for $254.6
million and subsequently leased back the vessel under a bareboat charter (the "Tundra Lease"). Following our sale of Tundra
Corp to Golar, Golar is the primary guarantor of the obligations of Tundra Corp (now a wholly-owned subsidiary of Golar)
under the Tundra Lease. In the event that Tundra Corp is in default of its obligations under the Tundra Lease and Golar, as the
primary guarantor, is unable to settle any liabilities due within five business days, Tundra SPV may recover such amounts from
us, as the deficiency guarantor. Monthly payments under the Tundra Lease are approximately $2.0 million. Golar has agreed to
indemnify us for any costs incurred in our capacity as the deficiency guarantor. In the event Golar is unable to satisfy its
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obligations as primary guarantor under the Tundra Lease, it will be unlikely to be able to satisfy its obligations to us under this
indemnification and we could be liable for all payments due under the Tundra Lease.

One of our vessels is currently financed by a UK tax lease, and other vessels previously were financed by UK tax
leases. In the event of any adverse tax changes or a successful challenge by the UK revenue authorities with regard to the
initial tax basis of the transactions or in the event of an early termination of the leases, we may be required to make
additional payments to the UK vessel lessor, which could adversely affect our earnings and financial condition.

As of April 16, 2020, we have one UK tax lease (relating to the Methane Princess). Under the terms of the leasing
arrangement, the benefits are derived primarily from the tax depreciation assumed to be available to the lessor as a result of its
investment in the vessel. As is typical in these leasing arrangements, as the lessee, we are obligated to maintain the lessor’s
after-tax margin. Accordingly, in the event of any adverse changes to tax legislation affecting the tax treatment of the lease for
the UK vessel lessor or a successful challenge by the UK tax authorities (“HMRC”) with regard to the tax assumptions on
which the transaction was based, or in the event of an early termination of the Methane Princess lease we may be required to
make additional payments principally to the UK vessel lessor. We would be required to return all, or a portion of, or in certain
circumstances significantly more than the upfront cash benefits that Golar received or that have accrued over time, together
with fees that were financed in connection with the lease financing transactions. Furthermore, the lessor of the Methane
Princess has a second priority security interest in the Methane Princess, the Golar Spirit and the Golar Grand. Our obligation to
the lessor under the Methane Princess Lease is secured by a letter of credit (“LC”) provided by other banks. Details of the
security deposit provided by us to the bank providing the LC are given in Note 17 “Restricted Cash” to our consolidated
financial statements.

HMRC has been challenging the use of similar lease structures and has been engaged in litigation of a test case for
some years. In August 2015, following an appeal to the Court of Appeal by the HMRC which set aside previous judgments in
favor of the taxpayer, the First Tier Tribunal (“UK court”) ruled in favor of HMRC. The judgments of the First Tier Tribunal do
not create binding precedent for other UK court decisions and therefore the ruling in favor of HMRC is not binding in the
context of our leases. HMRC has written to our lessor to indicate that they believe the Methane Princess lease may be similar to
the lease in the case noted above. We have reviewed the details of the case and the basis of the judgment with our legal and tax
advisers to ascertain what impact, if any, the judgment may have on us and the possible range of exposure has been estimated at
approximately $nil to $32 million (£24.0 million). Golar’s discussions with HMRC on this matter have concluded without
agreement and, in January 2020 Golar received a closure notice to the inquiry stating the basis of HMRC’s position. In
December 2019, in conjunction with the lessor, Golar obtained supplementary legal advice confirming our position, and
consequently a notice of appeal against the closure notice was submitted to HMRC. Given the complexity of these discussions,
it is impossible to quantify the reasonably possible loss, and we continue to estimate the possible range of exposures as set out
above. However, under the indemnity provisions of the omnibus agreement (the “Omnibus Agreement”) we entered into with
Golar at the time of our initial public offering (“IPO"), Golar has agreed to indemnify us against any liabilities incurred as a
consequence of a successful challenge by the HMRC with regard to the initial tax basis of the Methane Princess lease and in
relation to other vessels previously financed by UK tax leases. Any default by Golar pursuant to its indemnification obligations
under the Omnibus Agreement would not limit our obligations under this lease. Any additional payments could adversely
affect our earnings and financial position. For more information on the UK tax lease, please read “Item 5. Operating and
Financial Review and Prospects—F. Tabular Disclosure of Contractual Obligations” and Note 26 “Other Commitments and
Contingencies” to our consolidated financial statements.

We can borrow money to pay distributions, which would reduce the amount of credit available to operate our
business.

Our partnership agreement allows us to make working capital borrowings to pay distributions. Accordingly, if we have
available borrowing capacity, we can make distributions on all our units even though cash generated by our operations may not
be sufficient to pay such distributions. Any working capital borrowings by us to make distributions will reduce the amount of
working capital borrowings available for operating our business.

Risks Associated with our Operations

Outbreaks of epidemic and pandemic diseases and governmental responses thereto could adversely affect our
business.

Our operations are subject to risks related to outbreaks of infectious diseases. In December 2019, COVID-19 a virus
causing potentially deadly respiratory tract infections was first reported in Wuhan, China. On January 30 2020, the World
Health Organization declared that COVID-19 constitutes a "Public Health Emergency of International Concern" and
subsequently on March 11, 2020, declared COVID-19 to be a "Pandemic". Many countries worldwide, affected by the

12



Table of Contents

outbreak, declared national emergencies due to the outbreak. The COVID-19 outbreak has also negatively affected the
economic conditions and energy prices have fallen significantly. The COVID-19 outbreak has also negatively affected the
supply chain, the labor market, the demand for LNG and LNG shipping regionally as well as globally and may otherwise
impact our operations and the operations of our customers and suppliers. Governments in affected countries have been
imposing and may continue to impose travel bans, quarantines and other emergency public health measures. These measures,
though temporary in nature, may continue and increase as countries attempt to contain the outbreak. As a result of these
measures, our vessels may not be able to call on ports and vessels and crews may be restricted from embarking and
disembarking from ports located in regions affected by COVID-19.

The extent of the COVID-19 outbreak’s effect on our operational and financial performance will depend on future
developments, including the duration, spread and intensity of the outbreak, all of which are uncertain and difficult to predict
considering the rapidly evolving landscape. Trading prices of our units have recently declined significantly and may continue to
decline, due in part to the impact of COVID-19. Failure to control the continued spread of COVID-19 could significantly
impact economic activity and demand for our vessels, which could further negatively affect our business, financial condition,
results of operations and cash available for distribution which may result in further decline in our unit prices. However, to date
our operations have been impacted primarily by the cancellation and/or delays of crew changes on our vessels and
postponement of equipment maintenance and various inspections. See “Item 5 — Operating and Financial Review and Prospects
— Factors Affecting Our Results of Operations and Future Results.”

Potential worker shortages due to the COVID-19 outbreak and travel and social distancing restrictions imposed by
governments or corporate policies could impose constraints on our ability to comply with deadlines and requirements set forth
in environmental laws and regulations, including inspection, monitoring, reporting, certification, and training requirements.
Although some environmental authorities have indicated they may exercise enforcement discretion with respect to non-
compliance with routine obligations caused by COVID-19, there can be no assurance that enforcement discretion will be
exercised in the event we are unable to comply with environmental laws and regulations.

Our information technology systems are subject to cybersecurity risks and threats.

We rely on information technology systems and networks, the majority of which are provided by Golar Management,
to conduct our operations, administer our business, collect payments from customers and to pay agents, vendors and employees.
Our data protection measures and measures taken by our customers, agents and vendors may not prevent unauthorized access of
information technology systems. Threats to our information technology systems and the systems of our customers, agents and
vendors associated with cybersecurity risks or attacks continue to grow. Threats to our systems and our customers’, agents’ and
vendors’ systems may derive from human error, fraud or malice or may be the result of accidental technological failure. Our
business operations could also be targeted by individuals or groups seeking to sabotage or disrupt our information technology
systems and networks, or to steal data. A successful cyberattack could materially disrupt our operations, including the safety of
our operations and the availability of our vessels and facilities, or lead to unauthorized release of information or alteration of
information in our systems. In addition, breaches to our systems and systems of our customers, agents and vendors could go
unnoticed for some period of time. Any such attack or other breach of our information technology systems, or failure to
effectively comply with applicable laws and regulations concerning privacy, data protection and information security, could
have a material adverse effect on our business and results of operations.

We are subject to laws, directives, and regulations relating to the collection, use, retention, disclosure, security and
transfer of personal data. These laws, directives, and regulations, and their interpretation and enforcement continue to evolve
and may be inconsistent from jurisdiction to jurisdiction. For example, the General Data Protection Regulation (“GDPR”),
which regulates the use of personally identifiable information, went into effect in the European Union (“EU”) on May 25, 2018
and applies globally to all of our activities conducted from an establishment in the EU, to related products and services that we
offer to EU customers and to non-EU customers which offer services in the EU. The GDPR requires organizations to report on
data breaches within 72 hours and be bound by more stringent rules for obtaining the consent of individuals on how their data
can be used. Complying with the GDPR and similar emerging and changing privacy and data protection requirements may
cause us to incur substantial costs or require us to change our business practices. Noncompliance with our legal obligations
relating to privacy and data protection could result in penalties, fines, legal proceedings by governmental entities or others, loss
of reputation, legal claims by individuals and customers and significant legal and financial exposure and could affect our ability
to retain and attract customers.

Changes in the nature of cyber-threats and/or changes to industry standards and regulations might require us to adopt
additional procedures for monitoring cybersecurity, which could require additional expenses and/or capital expenditures.
However, the impact of such regulations is hard to predict at this time.
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The operation of FSRUs, FLNGs and LNG carriers is inherently risky, and our vessels face a number of industry
risks and events which could cause damage or loss of a vessel, loss of life or environmental consequences that could harm
our reputation and ongoing business operations.

Our vessels and their cargoes are at risk of being damaged or lost because of events such as marine disasters, acts of
piracy, environmental accidents, bad weather, mechanical failures, grounding, fire, explosions and collisions, human error,
national emergency and war and terrorism. Incidents such as these have historically effected companies in our industry, and
such an event or accident involving any of our vessels could result in any of the following:

*  death or injury to persons, loss of property or damage to the environment or natural resources;

* delays in the delivery of cargo;

* loss of revenues from or termination of charter contracts;

+ governmental fines, penalties or restrictions on conducting business;

* A government requisitioning for title or seizing our vessels (e.g. in a time of war or national emergency)
*  higher insurance rates; and

+ damage to our reputation and customer relationships generally.

Any of these circumstances or events could increase our costs or lower our revenues. In particular:

»  Although we carry insurance, all risks may not be adequately insured against, and any particular claim may not be
paid. Any claims covered by insurance would be subject to deductibles, and since it is possible that a large number
of claims may be brought, the aggregate amount of these deductibles could be material.

»  If piracy attacks or military action results in regions in which our vessels are deployed being characterized as “war
risk” zones by insurers or Joint War Committee “war and strikes” listed areas, premiums payable for such coverage
could increase significantly and such insurance coverage may be more difficult to obtain.

»  Certain of our insurance coverage is maintained through mutual protection and indemnity associations and, as a
member of such associations, we may be required to make additional payments over and above budgeted premiums
if member claims exceed association reserves.

» If our vessels suffer damage, they may need to be repaired. The costs of vessel repairs are unpredictable and can be
substantial. We may have to pay repair costs that our insurance policies do not cover. The loss of earnings while
these vessels are being repaired, as well as the actual cost of these repairs, would decrease our results of operations.

+ If one of our vessels were involved in an accident with the potential risk of environmental damages, the resulting
media coverage could have a material adverse effect on our business, our results of operations and cash flows,
weaken our financial condition and negatively affect our ability to pay distributions.

We may experience operational problems with our vessels that reduce revenue and increase costs.

FSRUs and LNG carriers are complex and their operations are technically challenging. Marine LNG operations are
subject to mechanical risks and problems. Our operating expenses depend on a variety of factors including crew costs,
provisions, deck and engine stores and spares, lubricating oil, insurance, maintenance and repairs and shipyard costs, many of
which are beyond our control such as the overall economic impacts caused by the global COVID-19 outbreak and affect the
entire shipping industry. Factors such as increased cost of qualified and experienced seafaring crew and changes in regulatory
requirements could also increase operating expenditures. Although we continue to take measures to improve operational
efficiencies and mitigate the impact of inflation and price escalations, future increases to operational costs are likely to occur. If
costs rise, they could materially and adversely affect our results of operations. In addition, operational problems may lead to
loss of revenue or higher than anticipated operating expenses or require additional capital expenditures. Any of these results
could harm our business, financial condition, results of operations and ability to make cash distributions to our unitholders.

In years when estimated maintenance and replacement capital expenditures are higher than actual maintenance
and replacement capital expenditures, the amount of cash available for distribution to unitholders will be lower and we may

14



Table of Contents

have less cash available for distribution as the actual maintenance and replacement capital expenditures are deducted from
operating surplus.

We must make substantial capital expenditures to maintain and replace, over the long-term, the operating capacity of
our fleet. Maintenance and replacement capital expenditures include capital expenditures associated with drydocking a vessel,
modifying an existing vessel, acquiring a new vessel, or otherwise replacing current vessels at the end of their useful lives to the
extent these expenditures are incurred to maintain or replace the operating capacity of our fleet. These expenditures could vary
significantly from period to period and could increase as a result of changes in:

»  the cost of labor and materials;

*  customer requirements;

e fleet size;

» the cost of replacement vessels;

* length of charters;

» governmental regulations and maritime self-regulatory organization standards relating to safety, security or the
environment; and

*  competitive standards.

Additionally, in most cases drydocking and other maintenance results in loss of revenue while our vessels are off-hire.
Any significant increase in the number of days off-hire due to such drydocking or in the costs of any repairs could have a
material adverse effect on our ability to pay distributions to our unitholders. Although we do not anticipate multiple vessels
being out of service at any given time, we may underestimate the time required to drydock any of our vessels or unanticipated
problems may arise.

Our partnership agreement requires our board of directors to deduct estimated maintenance and replacement capital
expenditures, instead of actual maintenance and replacement capital expenditures, from operating surplus each quarter in an
effort to reduce fluctuations in operating surplus as a result of significant variations in actual maintenance and replacement
capital expenditures each quarter. The amount of estimated maintenance and replacement capital expenditures deducted from
operating surplus is subject to review and change by the conflicts committee of our board of directors at least once a year. In
years when estimated maintenance and replacement capital expenditures are higher than actual maintenance and replacement
capital expenditures, the amount of cash available for distribution to unitholders will be lower than if actual maintenance and
replacement capital expenditures were deducted from operating surplus. If our board of directors underestimates the appropriate
level of estimated maintenance and replacement capital expenditures, we may have less cash available for distribution in
periods when actual capital expenditures exceed our previous estimates.

We may be unable to obtain, maintain, and/or renew permits necessary for our operations or experience delays in
obtaining such permits, which could have a material effect on our operations.

The design, construction and operation of FSRUs, FLNGs and LNG carriers and interconnecting pipelines require, and
are subject to the terms of governmental approvals and permits. The permitting rules, and the interpretations of those rules, are
complex, change frequently and are often subject to discretionary interpretations by regulators, all of which may make
compliance more difficult or impractical, and may increase the length of time it takes to receive regulatory approval for
offshore LNG operations. In the future, the relevant regulatory authorities may take actions to restrict or prohibit the access of
FSRUs or LNG carriers to various ports or adopt new rules and regulations applicable to FSRUs and LNG carriers that will
increase the time needed or affect our ability to obtain necessary environmental permits. We cannot assure unitholders that such
changes would not have a material effect on our operations.

A shortage of qualified officers and crew, including due to disruption caused by the outbreak of pandemic diseases,
such as COVID-19, could have an adverse effect on our business and financial condition.

FSRUs, FLNGs and LNG carriers require technically skilled officers and crews with specialized training. As the
worldwide FSRU, FLNG and LNG carrier fleet has grown, the demand for technically skilled officers and crews has increased,
which could lead to a shortage of such personnel. Increases in our historical vessel operating expenses have been attributable
primarily to the rising costs of recruiting and retaining officers for our fleet. If our vessel managers are unable to employ
technically skilled staff and crew, they will not be able to adequately staff our vessels. A material decrease in the supply of

15



Table of Contents

technically skilled officers or an inability of Golar Management or our vessel managers to attract and retain such qualified
officers could impair our ability to operate or increase the cost of crewing our vessels, which would materially adversely affect
our business, financial condition and results of operations and significantly reduce our ability to make distributions to our
unitholders.

In addition, the Golar Winter is employed by Petrobras in Brazil. As a result, we are required to hire a certain portion
of Brazilian personnel to crew this vessel in accordance with Brazilian law. Also, the NR Satu is employed by PT Nusantara
Regas ("PTNR"), in Indonesia. As a result, we are required to hire a certain portion of Indonesian personnel to crew the NR
Satu in accordance with Indonesian law. Any inability to attract and retain qualified Brazilian and Indonesian crew members
could adversely affect our business, results of operations and financial condition and could significantly reduce our ability to
make distributions to our unitholders.

Furthermore, should there be an outbreak of COVID-19 on board one of our vessels, adequate crewing may not be
available to fulfill the obligations under our contracts. Due to COVID-19, we could face (i) difficulty in finding healthy
qualified replacement officers and crew; (ii) local or international transport or quarantine restrictions limiting the ability to
transfer infected crew members off the vessel or bring new crew on board, and (iii) restrictions in availability of supplies
needed on board due to disruptions to third-party suppliers or transportation alternatives. Any inability Golar Management
experiences in the future to attract, hire, train and retain a sufficient number of qualified employees could impair our ability to
manage, maintain and grow our business.

Due to the locations in which we operate, we are subject to political and security risks.

Our operations may be affected by economic, political and governmental conditions in the countries where we are
engaged in business or where our vessels are registered. Any disruption caused by these factors could harm our business. In
particular:

*  We derive a substantial portion of our revenues from shipping LNG from politically unstable regions, particularly
the Arabian Gulf, Brazil, Indonesia and West Africa. Past political conflicts in certain of these regions have
included attacks on vessels, mining of waterways and other efforts to disrupt shipping in the area. In addition to
acts of terrorism, vessels trading in these and other regions have also been subject, in limited instances, to piracy.
Future hostilities or other political instability in the regions in which we operate or may operate could have a
material adverse effect on the growth of our business, results of operations and financial condition and our ability
to make cash distributions. In addition, tariffs, trade embargoes and other economic sanctions by the United States
or other countries against countries in the Middle East, Southeast Asia, Africa or elsewhere as a result of terrorist
attacks, hostilities or otherwise may limit trading activities with those countries, which could also harm our
business and ability to make cash distributions

e The operations of Hilli Corp in Cameroon under the LTA are subject to higher political and security risks than
operations in other areas of the world. Recently, Cameroon has experienced instability in its socio-political
environment. Any extreme levels of political instability resulting in changes of governments, internal conflict,
unrest and violence, especially from terrorist organizations prevalent in the region, such as Boko Haram, could
lead to economic disruptions and shutdowns in industrial activities. In addition, corruption and bribery are a
serious concern in the region. The operations of Hilli Corp in Cameroon are subject to these risks, which could
materially adversely affect our revenues, our ability to perform under the LTA and our financial condition.

* In addition, Hilli Corp maintains insurance coverage for only a portion of the risks incidental to doing business in
Cameroon. There also may be certain risks covered by insurance where the policy does not reimburse Hilli Corp
for all of the costs related to a loss. For example, any claims covered by insurance will be subject to deductibles,
which may be significant. In the event that Hilli Corp incurs business interruption losses with respect to one or
more incidents, they could have a material adverse effect on our results of operations.

Failure to comply with the U.S. Foreign Corrupt Practices Act, the UK Bribery Act and other anti-bribery
legislation in other jurisdictions could result in fines, criminal penalties, contract terminations and an adverse effect on our
business.

We may operate in a number of countries throughout the world, including countries known to have a reputation for
corruption. We are committed to doing business in accordance with applicable anti-corruption laws and have adopted a code of
business conduct and ethics which is consistent and in full compliance with the U.S. Foreign Corrupt Practices Act of 1977
(“FCPA”), and the Bribery Act 2010 of the United Kingdom (“UK Bribery Act”). We are subject, however, to the risk that we,
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our affiliated entities or our or their respective officers, directors, employees and agents may take actions determined to be in
violation of such anti-corruption laws, including the FCPA and the UK Bribery Act. Any such violation could result in
substantial fines, sanctions, civil and/or criminal penalties, curtailment of operations in certain jurisdictions, and might
adversely affect our business, results of operations or financial condition. In addition, actual or alleged violations could damage
our reputation and ability to do business. Furthermore, detecting, investigating, and resolving actual or alleged violations is
expensive and can consume significant time and attention of our senior management.

In order to effectively compete in some foreign jurisdictions, we utilize local agents and/or establish entities with local
operators or strategic partners. All of these activities may involve interaction by our agents with government officials. Even
though some of our agents or partners may not themselves be subject to the FCPA, the UK Bribery Act or other anti-bribery
laws to which we may be subject, if our agents or partners make improper payments to government officials or other persons in
connection with engagements or partnerships with us, we could be investigated and potentially found liable for violation of
such anti-bribery laws and could incur civil and criminal penalties and other sanctions, which could have a material adverse
effect on our business and results of operations.

Changing corporate laws and reporting requirements could have an adverse impact on our business.

Changing laws, regulations and standards could create greater reporting obligations and compliance requirements on
companies such as ours. Whilst the regulatory environment continues to evolve, we have invested in, and intend to continue to
invest in, reasonably necessary resources to comply with evolving standards and maintain high standards of corporate
governance and public disclosure. Recent examples of increased regulation include the UK Modern Slavery Act 2015 and the
GDPR. The GDPR, for instance, broadens the scope of personal privacy laws to protect the rights of European Union citizens
and requires organizations to report on data breaches within 72 hours and be bound by more stringent rules for obtaining the
consent of individuals on how their data can be used.

Non-compliance with such regulation could result in governmental or other regulatory claims or significant fines that
could have an adverse effect on our business, financial condition, results of operations, cash flows, and ability to pay
distributions.

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

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

Vessel values may fluctuate substantially and, if these values are lower at a time when we are attempting to dispose
of vessels, we may incur a loss.

Vessel values can fluctuate substantially over time due to a number of different factors, including;:

. prevailing economic conditions in the natural gas and energy markets;

. a substantial or extended decline in demand for LNG;

. increases in the supply of vessel capacity without a commensurate increase in demand;

. the size and age of a vessel; and

. the cost of retrofitting or modifying existing vessels, as a result of technological advances in vessel design or
equipment, changes in applicable environmental or other regulations or standards, customer requirements or
otherwise.

As our vessels age, the expenses associated with maintaining and operating them are expected to increase, which could
have an adverse effect on our business and operations if we do not maintain sufficient cash reserves for maintenance and
replacement capital expenditures. Moreover, the cost of a replacement vessel would be significant.
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During the period a vessel is subject to a charter, we will not be permitted to sell it to take advantage of increases in
vessel values without the charterers’ consent. If a charter terminates, we may be unable to re-deploy the affected vessels at
attractive rates and, rather than continue to incur costs to maintain and finance them, we may seek to dispose of them. When
vessel values are low, we may not be able to dispose of vessels at a reasonable price when we wish to sell vessels, and
conversely, when vessel values are elevated, we may not be able to acquire additional vessels at attractive prices when we wish
to acquire additional vessels, which could adversely affect our business, results of operations, cash flow, financial condition and
ability to make distributions to unitholders.

The carrying values of our vessels may not represent their fair market value at any point in time because the market
prices of secondhand vessels tend to fluctuate with changes in charter rates and the cost of new build vessels. Our vessels are
reviewed for impairment whenever events or changes in circumstances indicate that the carrying amount may not be
recoverable. Although we did not recognize an impairment charge on any of our vessels for the year ended December 31, 2019,
we cannot assure you that we will not recognize impairment losses on our vessels in future years. Any impairment charges
incurred as a result of declines in charter rates could negatively affect our business, financial condition, operating results or the
trading price of our common and preferred units.

Please refer to "Item 5. Operating and Financial Review and Prospects-B. Liquidity and Capital Resources-Critical
Accounting Policies and Estimates-Vessel Market Values" for further information.

Exposure to currency exchange rate fluctuations will result in fluctuations in our cash flows and operating results.

Historically our revenue has been generated in U.S. Dollars, but we directly or indirectly incur capital, operating and
administrative expenses in multiple currencies, including, among others, the Euro, the Brazilian Real, the Indonesian Rupiah,
the Norwegian Kroner (or “NOK”) and Pound Sterling. If the U.S. Dollar weakens significantly, we would be required to
convert more U.S. Dollars to other currencies to satisfy our obligations, which would cause us to have less cash available for
distribution.

Because we report our operating results in U.S. Dollars, changes in the value of the U.S. Dollar also result in
fluctuations in our reported revenues and earnings. In addition, under U.S. GAAP, all foreign currency-denominated monetary
assets and liabilities such as cash and cash equivalents, accounts receivable, restricted cash and short-term deposits, accounts
payable, long-term debt and finance lease obligation are revalued and reported based on the prevailing exchange rate at the end
of the reporting period. This revaluation may cause us to report significant non-monetary foreign currency exchange gains and
losses in certain periods. Please read “Item 11-Quantitative and Qualitative Disclosures About Market Risk” below for a more
detailed discussion on foreign currency risk.

We may be unable to attract and retain key management personnel in the LNG industry, which may negatively
impact the effectiveness of our management and our results of operation.

Our success depends to a significant extent upon the abilities and the efforts of our senior executives. While we believe
that we have an experienced management team, the loss or unavailability of one or more of our senior executives for any
extended period of time could have an adverse effect on our business and results of operations.
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Risks Related to Our Industry

Our results of operations and financial condition depend on demand for LNG, LNG carriers, FSRUs and FLNGs.

Our business strategy focuses on expansion in the LNG shipping sector, the floating storage and regasification sector
and the floating liquefaction sector. While global LNG demand has continued to rise, the rate of its growth has fluctuated for
several reasons, including continued economic uncertainty, fluctuations in the price of natural gas and other sources of energy,
the continued increase in natural gas production from unconventional sources, including hydraulic fracturing, in regions such as
North America and the highly complex and capital intensive nature of new and expanded LNG projects, including liquefaction
projects. Accordingly, our results of operations and financial condition depend on continued world and regional demand for
LNG, LNG carriers, FSRUs and FLNGs, which could be negatively affected by a number of factors, including but not limited
to:

»  price and availability of natural gas, crude oil and petroleum products;
» increases in the cost of natural gas derived from LNG relative to the cost of natural gas;

» decreases in the cost of, or increases in the demand for, conventional land-based regasification and liquefaction
systems, which could occur if providers or users of regasification or liquefaction services seek greater economies
of scale than FSRUs or FLNGs can provide, or if the economic, regulatory or political challenges associated with
land-based activities improve;

» further development of, or decreases in the cost of, alternative technologies for vessel-based LNG regasification or
liquefaction;

* increases in the production levels of low-cost natural gas in domestic natural gas consuming markets, which could
further depress prices for natural gas in those markets and make LNG uneconomical;

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

»  concerns regarding the spread of disease, including COVID-19;
» negative global or regional economic or political conditions,including the recent worldwide economic downturn
caused by the spread of COVID-19, particularly in LNG-consuming regions, which could reduce energy

consumption or its growth;

» decreases in the consumption of natural gas due to increases in its price relative to other energy sources or other
factors making consumption of natural gas less attractive;

* any significant explosion, spill or other incident involving an LNG facility or carrier, conventional land-based
regasification or liquefaction system, or FSRU or FLNG;

* new taxes or regulations affecting LNG production or liquefaction that make LNG production less attractive;

* asignificant increase in the number of LNG carriers, FSRUs or FLNGs available, whether by a reduction in the
scrapping of existing vessels or the increase in construction of vessels; and

* availability of new, alternative energy sources, including compressed natural gas.

Due in part to the COVID-19 outbreak as well as actions by OPEC members and other oil producing countries, energy
prices have declined significantly during the first quarter of 2020. If the price environment remains low for a prolonged period
of time, this could materially and adversely affect our business. In April 2020, oil, natural gas and LNG prices reached their
lowest levels since 2002. A continuation of current low natural gas and LNG prices could negatively affect us in a number of
ways, including the following:
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* areduction in exploration for or development of new natural gas reserves or projects, or the delay or cancellation
of existing projects as energy companies lower their capital expenditures budgets, which may reduce our growth
opportunities;

* adecrease in the expected returns relating to investments in LNG projects;

* low oil prices negatively affecting the market price of natural gas, to the extent that natural gas prices are
benchmarked to the price of crude oil, in turn negatively affecting the economics of potential new LNG
production projects, which may reduce our growth opportunities;

* low gas prices globally and/or weak differentials between prices in the Atlantic Basin and the Pacific Basin
leading to reduced inter-basin trading of LNG and reduced demand for LNG shipping;

* lower demand for vessels of the types we own and operate, which may reduce available charter rates and revenue
to us upon redeployment of our vessels following expiration or termination of existing contracts or upon the initial
chartering of vessels;

* customers potentially seeking to renegotiate or terminate existing vessel contracts, or failing to extend or renew
contracts upon expiration;

» the inability or refusal of customers to make charter payments to us due to financial constraints or otherwise; or

* declines in vessel values, which may result in losses to us upon vessel sales or impairment charges against our
earnings and could impact our compliance with the covenants in our loan agreements.

Reduced demand for LNG or LNG liquefaction, storage, shipping or regasification, or any reduction or limitation in
LNG production capacity, could have a material adverse effect on prevailing charter rates or the market value of our vessels,
which could have a material adverse effect on our results of operations and financial condition.

Growth of the LNG market may be limited by many factors, including infrastructure constraints and community
and political group resistance to new LNG infrastructure over concerns about environmental, safety and terrorism.

A complete LNG project includes production, liquefaction, regasification, storage and distribution facilities and LNG
carriers. Existing LNG projects and infrastructure are limited, and new or expanded LNG projects are highly complex and
capital intensive, with new projects often costing several billion dollars. Many factors could negatively affect continued
development of LNG infrastructure and related alternatives, including floating liquefaction, storage and regasification, or
disrupt the supply of LNG, including:

* increases in interest rates or other events that may affect the availability of sufficient financing for LNG projects
on commercially reasonable terms;

» decreases in the price of LNG, which might decrease the expected returns relating to investments in LNG projects;

» the inability of project owners or operators to obtain governmental approvals to construct or operate LNG
facilities;

* local community resistance to proposed or existing LNG facilities based on safety, environmental or security
concerns;

* any significant explosion, spill or similar incident involving an LNG production, liquefaction or regasification
facility, FSRU or LNG carrier; and

» labor or political unrest affecting existing or proposed areas of LNG production, liquefaction and regasification.

Our vessels may call on ports located in countries that are subject to restrictions imposed by the U.S. or other
governments, which could adversely affect our business.

Although no vessels operated by us have called on ports located in countries subject to comprehensive sanctions and

embargoes imposed by the U.S. government or countries identified by the U.S. government as state sponsors of terrorism, in the
future our vessels may call on ports in these countries from time to time on our charterers’ instructions. The U.S. sanctions and
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embargo laws and regulations vary in their application, as they do not all apply to the same covered persons or proscribe the
same activities, and such sanctions and embargo laws and regulations may be amended or strengthened over time.

Although we believe that we have been in compliance with all applicable sanctions and embargo laws and regulations,
and intend to maintain such compliance, there can be no assurance that we will be in compliance in the future, particularly as
the scope of certain laws may be unclear and may be subject to changing interpretations. Any such violation could result in
fines, penalties or other sanctions that could severely impact our ability to access U.S. capital markets and conduct our business,
and could result in some investors deciding, or being required, to divest their interest, or not to invest, in us. In addition, certain
institutional investors may have investment policies or restrictions that prevent them from holding securities of companies that
have contracts with U.S. embargoed countries or countries identified by the U.S. government as state sponsors of terrorism and
certain financial institutions may have policies against lending or extending credit to companies that have contracts with U.S.
embargoed countries or countries identified by the U.S. government as state sponsors of terrorism. The determination by these
investors not to invest in, or to divest from, our common and preferred units or the determination by these financial institutions
not to offer financing may adversely affect the price at which our common and preferred units trade. Moreover, our charterers
may violate applicable sanctions and embargo laws and regulations as a result of actions that do not involve us or our vessels,
and those violations could in turn negatively affect our reputation. In addition, our reputation and the market for our securities
may be adversely affected if we engage in certain other activities, such as entering into charters with individuals or entities in
countries subject to U.S. sanctions and embargo laws that are not controlled by the governments of those countries, or engaging
in operations associated with those countries pursuant to contracts with third parties that are unrelated to those countries or
entities controlled by their governments. Investor perception of the value of our common and preferred units may be adversely
affected by the consequences of war, the effects of terrorism, civil unrest and governmental actions in these and surrounding
countries.

Maritime claimants could arrest our vessels, which could interrupt our cash flow.

If we are in default on certain kinds of obligations, such as those to our lenders, crew members, suppliers of goods and
services to our vessels or shippers of cargo, these parties may be entitled to a maritime lien against one or more of our vessels.
In many jurisdictions, a maritime lien holder may enforce its lien by arresting a vessel through foreclosure proceedings. In a
few jurisdictions, claimants could try to assert “sister ship” liability against one vessel in our fleet for claims relating to another
of our vessels. The arrest or attachment of one or more of our vessels could interrupt our cash flow and require us to pay to have
the arrest lifted. Under some of our present charters, if the vessel is arrested or detained (for as few as 14 days in the case of one
of our charters) as a result of a claim against us, we may be in default of our charter and the charterer may terminate the charter.
This would negatively impact our revenues and reduce our cash available for distribution to unitholders.

The United Kingdom’s exit from the European Union could adversely impact us.

On June 23, 2016, in a referendum vote commonly referred to as “Brexit,” a majority of British voters voted to exit the
European Union and on January 31, 2020, the UK formally exited the European Union. The British government is currently in
negotiations with the European Union to determine the terms of the UK’s exit. The withdrawal could potentially disrupt the free
movement of goods, services and people between the UK and the European Union, undermine bilateral cooperation in key
geographic areas and significantly disrupt trade between the UK and the European Union or other nations as the UK pursues
independent trade relations. In addition, Brexit could lead to legal uncertainty and potentially divergent national laws and
regulations as the UK determines which European Union laws to replace or replicate. The effects of Brexit will depend on any
agreements the UK makes to retain access to European Union or other markets either during a transitional period or more
permanently. It is unclear what long-term economic, financial, trade and legal implications the withdrawal of the UK from the
European Union would have and how such withdrawal would affect our business. In addition, Brexit may lead other European
Union member countries to consider referendums regarding their European Union membership. Any of these events, along with
any political, economic and regulatory changes that may occur, could cause political and economic uncertainty and harm our
business and financial results.

Risks Related to Industry Regulation

Our operations are subject to various international, federal, state and local environmental, climate change and
greenhouse gas emissions laws and regulations. Compliance with these obligations, and any future changes to
environmental legislation or regulation applicable to international and national maritime trade, may have an adverse effect
on our business.

Our operations are affected by extensive and changing international, national and local environmental protection laws,
regulations, treaties and conventions in force in international waters and the jurisdictional waters of the countries in which our
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vessels operate, as well as those in force in the countries of our vessels’ registration. Such laws and regulations, among other
things, govern response to and liability for oil spills, discharges to air and water, and the handling and disposal of hazardous
substances and wastes. In some cases, these laws and regulations require us to obtain governmental permits and authorizations
before we may conduct certain activities.

National laws generally provide for a LNG carrier, FSRU and FLNG owner or operator to bear strict liability for
pollution, subject to a right to limit liability under applicable national or international regimes for limitation of liability. The
IMO International Convention for the Prevention of Pollution from Ships of 1973 as from time to time amended, and generally
referred to as MARPOL, can affect our operations. In addition, our LNG vessels may become subject to the International
Convention on Liability and Compensation for Damage in Connection with the Carriage of Hazardous and Noxious Substances
by Sea, or the HNS, adopted in 1996 and subsequently amended by the April 2010 Protocol, which is discussed further below.

Laws that apply to our operations change from time to time. Further legislation, or amendments to existing legislation,
applicable to international and national maritime trade are expected over the coming years in areas such as ship recycling,
sewage systems, emission control (including emissions of greenhouse gases), and ballast treatment and handling. For example,
under the International Maritime Organization ("IMO")’s MARPOL Annex VI, effective January 1, 2020, absent the
installation of expensive sulfur scrubbers to meet reduced emission requirements for sulfur, the maximum sulfur content in
fuels used by the marine sector in all seas, including our vessels, was lowered from 3.5% to 0.5% sulfur. These requirements
are generally referred to as IMO 2020. The marine sector accounts for approximately half of the global fuel oil demand and the
impact of the increased demand for compliant low sulfur fuels is expected to affect the availability and cost of such fuels.
Changes in legislation or regulations may require additional capital expenditures or operating expenses (such as increased costs
for low-sulfur fuel) in order for us to maintain our vessels’ compliance with international and/or national regulations.

Failure to comply with applicable laws and regulations may result in administrative and civil penalties, criminal
sanctions or the suspension or termination of our operations, including, in certain instances, seizure or detention of our vessels.
Such legislation or regulations may require additional capital expenditures or operating expenses. Please see "Item 4.
Information on the Company-B. Business Overview" below for a more detailed discussion on these topics.

Climate change and greenhouse gas restrictions may adversely impact our operations and markets.

Due to concern over the risk of climate change, a number of countries and the IMO have adopted, or are considering
the adoption of, regulatory frameworks to reduce greenhouse gas emission from vessel emissions. The Initial IMO Strategy on
reduction of greenhouse gas emissions from ships adopted in 2018 targets reductions in the carbon intensity and total
greenhouse gas emissions from international ships as compared to 2008 through the reduction of CO2 emissions per transport
work, as an average across international shipping, by at least 40% by 2030 with a goal of achieving a 70% reduction by 2050
and at least a 50% reduction in total annual greenhouse gas emissions by 2050. Regulatory measures designed to reduce
greenhouse gas emissions may include, among others, adoption of cap and trade regimes, carbon taxes, increased efficiency
standards, and incentives or mandates for renewable energy. Also, a treaty may be adopted in the future that requires the
adoption of restrictions on shipping emissions. Compliance with changes in laws and regulations relating to climate change
could increase our costs of operating and maintaining our vessels and could require us to make significant financial
expenditures that we cannot predict with certainty at this time.

Adverse effects upon the oil and gas industry relating to climate change, including growing public concern about the
environmental impact of climate change, may also have an effect on demand for our services. For example, increased regulation
of greenhouse gases or other concerns relating to climate change may reduce the demand for oil and gas in the future or create
greater incentives for use of alternative energy sources. Any long-term material adverse effect on the oil and gas industry could
have a significant financial and operational adverse impact on our business that we cannot predict with certainty at this time.
Please read “Item 4. Information on the Partnership-B. Business Overview-Environmental and Other Regulations-Regulation of
Greenhouse Gas Emissions” below for a more detailed discussion.

Compliance with safety and other vessel requirements imposed by classification societies may be very costly and
may adversely affect our business.

The hull and machinery of every large, oceangoing commercial vessel must be classed by a classification society
authorized by its country of registry. The classification society certifies that a vessel is safe and seaworthy in accordance with
the applicable rules and regulations of the country of registry of the vessel and the Safety of Life at Sea Convention. With the
exception of the Golar Mazo, which is certified by Lloyds Register, all other vessels in our current fleet are each certified by the
Norwegian Class Society, DNV-GL.
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As part of the certification process, a vessel must undergo annual surveys, intermediate surveys and special surveys. In
lieu of a special survey, a vessel’s machinery may be on a continuous survey cycle, under which the machinery would be
surveyed periodically over a five-year period. Each of the vessels in our existing fleet is on a planned maintenance system
approval, and as such the classification society attends on board once every year to verify that the maintenance of the equipment
on board is done correctly. Each of the vessels in our existing fleet is required to be qualified within its respective classification
society for dry-docking once every five years subject to an intermediate underwater survey done using an approved diving
company in the presence of a surveyor from the classification society.

If any vessel does not maintain its class or fails any annual survey, intermediate survey or special survey, the vessel
will be unable to trade between ports and will be unemployable. We would lose revenue while the vessel was off-hire and incur
costs of compliance. This would negatively impact our results of operations and reduce our cash available for distributions to
our unitholders.

Risks Related to an Investment in Us

We may be unable to make or realize expected benefits from acquisitions which could have an adverse effect on our
expected plans for growth.

Our growth strategy includes selectively acquiring FSRUs, FLNGs and LNG carriers that are operating under long-
term, stable cash flow generating time charters.

Any acquisition of a vessel or business may not be profitable to us at or after the time we acquire it and may not
generate cash flow sufficient to justify our investment. In addition, our acquisition growth strategy exposes us to risks that may
harm our business, financial condition and operating results, including risks caused by the spread of COVID-19 and risks that
we may:

» fail to realize anticipated benefits, such as new customer relationships, cost-savings or cash flow enhancements;

*  be unable to hire, train or retain qualified shore and seafaring personnel to manage and operate our growing business
and fleet;

* decrease our liquidity by using a significant portion of our available cash or borrowing capacity to finance
acquisitions;

» significantly increase our interest expense or financial leverage if we incur additional debt to finance acquisitions;

* incur or assume unanticipated liabilities, losses or costs associated with the business or vessels acquired; or

* incur other significant charges, such as impairment of goodwill or other intangible assets, asset devaluation or

restructuring charges.

Unlike new builds, existing vessels typically do not carry warranties as to their condition. If we inspect existing vessels
prior to purchase, such an inspection would normally not provide us with as much knowledge of a vessel’s condition as we
would possess if it had been built for us and operated only by us or Golar during its life. Repairs and maintenance costs for
existing vessels are difficult to predict and may be substantially higher than for vessels we have operated since they were built.
These costs could decrease our cash flow and reduce our liquidity and could have an adverse effect on our expected plans for
growth.

We may not have sufficient cash from operations following the establishment of cash reserves and payment of fees
and expenses to enable us to pay distributions on our units.

We may not have sufficient cash from operations to pay distributions on our units. Furthermore, distributions to the
holders of our common units are subject to the prior distribution rights of any holders of our preferred units outstanding. As of
April 16, 2020, there were 5,520,000 of our 8.75% Series A Cumulative Redeemable Preferred Units (“Series A Preferred
Units”) issued and outstanding. Under the terms of our partnership agreement, we are prohibited from declaring and paying
distributions on our common units until we declare and pay (or set aside for payment) full distributions on the Series A
Preferred Units.

The amount of cash we can distribute on our units principally depends upon the amount of cash we generate from our
operations, which may fluctuate from quarter to quarter based on the utilization of our vessels, the rates we obtain from our
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charters, our level of operating and maintenance costs and our working capital and debt service requirements, along with the
other risks described in this section, some of which are outside of our control.

The amount of cash we generate from our operations may differ materially from our profit or loss for the period, which
will be affected by non-cash items. As a result of this and the other factors outlined in this section, we may make cash
distributions during periods when we record losses and may not make cash distributions during periods when we record net
income.

Our common and preferred unit prices may be highly volatile and future sales of our common and preferred units
could cause the market price of our common and preferred units to decline and could lead to a loss of all or part of a
unitholder’s investment.

The market prices for our common and preferred units have fluctuated since they began trading on the NASDAQ
Global Select Market. We cannot assure you that an active and liquid public market for our common and preferred units will
continue. Over the last few years, the stock market has experienced price and volume fluctuations, especially in recent times
due, in part, to the global outbreak of COVID-19. In 2019, the closing market price of our common units on NASDAQ ranged
from a low of $8.40 on December 17, 2019 to a high of $14.28 per unit on February 15, 2019, and the closing market price of
our preferred units on NASDAQ ranged from a low of $23.75 on June 3, 2019 to a high of $26.0 per unit on November 6, 2019.
On April 16, 2020, the closing market price of our common units on Nasdaq was $2.14 per unit and for our preferred units it
was $15.48 per unit. The market price of our common and preferred units may continue to fluctuate significantly in response to
many factors such as actual or anticipated fluctuations in our quarterly or annual results and those of other public companies in
our industry, the suspension of our distribution payments, mergers and strategic alliances in the shipping industry, market
conditions in the LNG shipping industry, developments in our FLNG investments, shortfalls in our operating results from levels
forecast by securities analy