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CONTEMPORARY SEA PIRACY [N
THE INDO-PACIFIC REGION

Mayank Singh*

Sea Piracy and Pirates are long-standing problems affecting the international order Often
perceived as an 18th-centuryphenomenon,but increasing pirate activities. particularly around
the Horn of Africa, the larger east African coast, and the Southeast Asian waters, have once
again drawn the international attention towards the nagging issue Sea-piracy.

Maritime piracy is an unlawful act of attacking or plundering at sea. It is linked to politics
and state weakness, despite not being a political crime. It is somewhat predictable and
different from maritime terrorism and forms a separate cluster in the maritime security
domain. Article 101 of the UNCLOS defines piracy as any of the following acts —

a) any illegal acts of violence or detention, or ahy act of depredation, committed for private
ends by the crew or the passengers of a private ship or a private aircraft, and directed,

() on the high seas, against another ship or aircraft, or against persons or property on
board such ship or aircraft;

(i) against a ship, aircraft, persons or property in a place outside the jurisdiction of any
State;

(b) any act of voluntary participation in the operation of a ship or an aircraft with knowledge
of facts making it a pirate ship or aircraft;

(c) any act of inciting or of intentionally facilitating an act described in subparagraph (a)
or (b).“1

This narrow definition of maritime piracy is used by the UN shipping regulator, the
International Maritime Organisation (IMO), to define MaritimePiracy. Tdus definition limits it to
the high seas and not in territorial waters, thereby mobilizing specific law-enforcement

Ones to combat maritime crime. In doing so, they put themselves beyond the reach of

nternational ang domestic laws. Countries typically try to prevent foreign navies and coa§t
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The absence of a single definition by
drafters of law and governments results In
disputes and confusion while dehmng_and
classifying violent maritime incidents. Such
ambiguities act as significant roadblocks' to
navies. coast guards, and other agencues2
charged with preventing maritime piracy.
Along with maritime pirates victims, the
agencies dedicated 1o preventing sea piracy
prefer a more precise and broader definition.
The nuanced distinction between an act of
piracy and armed robbery at sea IS of little

relevance.’

Sea Piracy is a global phenomenon, not
. a global problem.It has many shared features,
but how they are linked or related to one
another is specific to each region and
locality. To understand piracy, one has to
understand pirates and their pursuits In the
first instance. Pirates are a gang of criminals
who want money and other valuables.
Piratesprefer cash or anything that can be
readily sold for money, like ships’ stores,
equipment such as navigational aids, radios,
and other crews’' possessions. The element
of unpredictability associated with pirates
might coax them to take crew members' lives
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companies hased in temporary offices ¢
in the Sulu Sea and the Malacca Straits
pirates might also kidnap Crew mgmbers for
ransom apart from stealing the ships. Pirates

can also hijack whole ships and demand
he ship, cargo, and crew

paper

without its recapture.

The Implications of Piracy

There are various dangers associated
with piracy and have many sides. One
obvious cost that is far from hypothetical is

the human cost regarding numbers killed and
traumatized.” Those that have suffered attacks

are often unwilling to return to the sea due to
lingering trauma.”
Apart from the direct economic impact

in fraud, stolen cargos, and delayed ftrips,

piracy can affect states politically. It can play
a pivotal role in weakening and undermining

the existing government or regime legitimacy.
For instance, itcould happenthroughfestering
corruption among authorities and government
officials in miany countries. Indonesia is a
prime example, which until 2008was

while still indulging in plunder. More organized
pirate groups steal items, including the entire
cargo, readily disposable commodities like
metal bars, and even the ship itself. Some
try to sell the original cargo ship or use it for
further maritime fraud.Bystriving and obtain
other cargoes that they will steal ultimately.
Itis known as a "Phantom Ship” fraud.® These

consistently rated as the most pirate-prone
hot spot in the world.

Piracy can cause a significant environ-
mental hazard too. If pirates attack some oil-
laden vessel with oil spills over sea lines of
communication, it is bound to cause tremen-
dous environmental damage. For instance,if

§tolen ships are registered based on false a Pira_tes attagk causes a mid-sea collision
information, and once the crime oy involving an oil-laden tanker in the Strait of
committed, it is often impossible to t Malacca, it would result in the discharge o
them or their crew, Thess oo g race Petroleum over a large area of sea, causing
have been a regular featyre of S rauqs Irreparable damage to marine life and offshore

Outheast Asia resources. Besides, it would severely damage

piracy, where corrupt authorit;
onties facilitat
Paperwork a - . e the lon ' -
nd registrations by setting up  an 4 Cog::tarleit:ft:::tm ftertlle coastal lowland
ructure.




Contemporary Sea Piracy in ... ...

pPiracy is @ low-risk, criminal activity that
pays well and occurs because some factors
encourage fraudulent maritime practices,
iessen the risk of capture or detention, and

help protect pirates’ capital. Vagg, Martin,
and Frecon list out seven factors which

encourage Piracy®—
1. Legal and jurisdictional opportunities

2 Favorable geography
3. Conflict and disorder
4 Under-funded law enforcement/inadequate

security
Permissive political environments

6 Cultural acceptability/maritime tradition

N

7. Rewarad

Legal and jurisdiction opportunities : Law
enforcement agencies face the legal and
jurisdictional difficulties that revolve primarily
around state sovereignty issues and are
significant in lowering the risk factor wherever
piracy is a problem. These difficulties exist
both in national and international law. The
weaknesses in the international law of the
Sea (UNCLOS) treaty’s approach to piracy
starts with the restriction of the definition of
piracy to “private” as opposed to “public’or
“political” acts, which excludes the actions
of terrorists and insurgents and Its
geographical restriction of piracy to the high
seas. The lack of a mechanism to allow hot
pursuit by navies and coast guards into a
state’s territorial waters andthe “two-ship’
'equirement that excludes internal seizuré
ffom the definition of piracy are two significant
imitations that restrict the scope of law
enforcement agencies. The lack of require-
Ments on states to enact domestic anti-piracy
legislation and cooperate in anti-piracy
Measures and lack of a mechanism tO
Penalize states that do not fulfill their anti-

167

Zfrgcy qbligations are legal and jurisdictional
Ifficulties law enforcement agencies face to
help reduce the risks posed by pirates.

Eavorable geography: Piracy is only
feasible in places that offer a combination of
rewarding hunting grounds, moderate levels
of risk, and proximate safe havens Piracy
attacks generally occur in straits. bays,
estuaries, and archipelagos, where vessels
are forced to move closer to shore for
navigational or commercial reasons and offer
pirates the best opportunities to manipulate
target vessels. Narrow seas are also
generally more crowded than the high seas,
which means more targets. Crowded seas
also force large ships to move slowly, making
them easier to board and less capable of
taking evasive action such as fishtailing to
destabilize the pirate vessel or speeding up

to lose it."°

Conflict and disorder: Piracy can flourish
when coastal states and regions are troubled
by war or civil disturbance, or their aftermath,
resulting in the absence of law-enforcing
authorities and desperate circumstances
combine to draw people towards criminality.
The splitting of Somalia into several warring
fiefdoms following the collapse of the Siad
Barre dictatorship in the early 1990s appears

to have triggered its piracy problem.

Under-funded law enforcement: Law
enforcement at sea is quite expensive, as
large areas need protection. One has to
possess modern boats and coast guards
vassals along with well-trained crews. It also
requires shore-based command and control
facilities with access 1o dynamic information
about ship movements and cargoes and
reliable intelligence about the pirate activity.
It also needs air support for surveillance and

the deployment of navy and coast g.u‘ard.
ate state funding and police training,

- e e
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coast guards, and navies allow pirates the

freedom to operate.”
sive political environment:What

Permis
weak law but

helps piracy flourishis not just -
also lax law enforcement 2 This laxity

couldbe because of a corrupt environment
that allows illegal activities to take place for
ts benefit or under-funding of law enforcement.
Generally, both conditions co-OCCUr. Because
the law enforcement agencies are under-
funded, they are hand-in-glove with criminals
to make a living. Whatever the reason, a
supportive, criminal infrastructure can develop,
which can feed pirate groups with intelligence
and equipment, and dispose of stolen goods,
and even entire cargoes, if necessary.”

Cultural Acceptability: A remarkable fact

that is often overlooked during piracy analysis
is that it especially flourishes in areas where

it is culturally acceptable. Cultural accepta-
bility of piracy is one of the main reasons
why piracy thrives in Southeast Asia. Trading
patterns in some areas mainly determine this
acceptability.Rich cargoes have transited
Southeast Asian waters for centuries, making
piracy a permanent feature of the local culture
and also a way of life established for genera-
tions. Furthermore, in these areas, piracy
frequently operates on a clan or family basis.

The promise of reward: like in other
criminal activities, no opportunity would be
exploited without the promise of reward.
Piracy can be “a highly lucrative venture,” as
the OECD points out.™

Number and Trends of Piracy Attacks

Four organizations publish regular reports
on piracy activities: The International Maritime
Bureau (IMB) is the primary agency for
maritime piracy reporting and issues a weekly,
quarterly, and annual incident report.' The
International Maritime Organization (IMO)
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International Terrorism and Organized Crime
Group (ITOC) Maritime Branch issues

monthly “Worldwide Threats to Shippin
Report."' And the US Office of Naval

Intelligence (ONI) ISSUES weekly "Worldwide
Threats to Shipping’reports. The ONI also
feeds data into the US National Geospatial-

Intelligence Agency's (NGA) Anti-Shipping
Activity Message (ASAM) database 18

The first three organizations, The IMO
the ITOC. and the ONI, all rely on the IMB
data for most incident reporting. The IMB
receives reports directly from ships or the
owners of ships that have been attacked or
suspect they had been under attack. The
IMB only publishes the initial incident report
and neither conducts nor tracks subsequent
investigations. The IMB established the Piracy
Reporting Centre (PRC) in 1992 In Kuala
Lumpur in response to the increasing number
of piracy attacks in Southeast Asia and better
reporting of piracy attacks. PRC is now the
internationallyrecognized collection point for
piracy reports and statistics, but it has no
official standing. In addition to PRC, a new
government-sponsored reporting center, the
Regional Cooperation Agreement On
Combating Piracy and Armed Robbery
against Ships in Asia (ReCAAP), was also
opened in Singapore in December 2006 10
cover the region of Southeast Asia
dedicatedly.

Similarly, with the increase of piraté
activities in the western Indian Ocean,
particularly around Somalia, under the IMO'S
auspices in 2009, countries' of the Gulf of
Aden and Western Indian Ocean region signed
the Djibouti Code of Conduct. It provides 3
framework for capacity building in the Gulf of
Aden and the Western Indian Ocean 10



~ombat the threat of piracy. Three Information
Sharing Centres (ISCs) have been

estabhshed n Sana'a, Mombasa, and Dar

os Salaam In 2011.

The geographic locations with a high risk
of piracy attacks are waters off Somaha, the
Gulf of Aden, and the Red Sea, where many
piracy attacks were reported. Starting in the

mid-1990s andcontinuously ignored by the
world community,the number of pirate attacks

n Somalia waters reached maximum by
2011, so did It in the Gulf of Aden and the
Red Sea. With the international community’s
persistent efforts and regional states from
2011 onwards, piracy attacks showed a

decreasing trend, mainly because interna-
tional naval vessels patrolled and escorted

ships in Somali waters and protected ships
from piracy attacks.

In southeast Asia, piracy attacks’
geographic locations are waters of Indonesia,
Malaysia, and the South China Sea. The
majority of attacks were always reported
around the Indonesian archipelago. Like
waters off Somalia, the Gulf of Aden, and the
Red Sea, a drop in the number of reported
attacks in 2009, but the number of attacks
surged again in 2011. Since 2013, reported
attacks have also shown a downward trend.

Cost of Piracy

The cost of maritime piracy calculation
s an arduous and tedious process mainly
due to a lack of standard measures Of
definitions, data limitations, incomplete
reporting on piracy. Disaggregating effects
from general financial or political instability
while calculating the cost of piracy location
and assembling data on the value of piracy
S always a cause of concern One haslo
Work with missing and unrecorded data by
uSing proxies, averages, and estimations to

169

glf":;srg‘f;[t)izn er\]e !MB 1S the primary source

piracy in the world However
eyon the IMB is subdued by the volume of
piracy attacks, and it is permitted to report
and document. About half of all pirate attacks
go unreported. “In some cases, the ship's
owners dissuade the captain from reporting
an altack... Theydon't want bad publicity or
the ship to be delayed by an investigation.” "
Only 35-40 percent of pirate attacks are
reported. Due to various political and
economic reasons, piracy is generally
downplayed by both governments and
iIndustry. While calculating piracy’'s cost, it
is challenging to disaggregate piracy's effects
on macroeconomic variables such as
reductions in foreign direct investment (FDI),
tourism, etc. Since piracy often flourishes In
low, developing, or failed states which are
prone to political instability, while calculating
the cost of piracy, one is forced to speculate
over the impact of piracy. The 2009 global
economic recession is one such example.
How can someone determine whether
changes in shipping behavior are related to

piracy or the industry's overall deflation? *

The cost of piracy is broadly divided Iinto
economic cost and human cost. The
economic cost is further divided into direct

economic costs and secondary (macroe-
conomic) costs. Direct economic costs

include ransom, piracy insurance premiums,
deterrent equipment, rerouting vessels away
from piracy risk zones, naval deployments in
piracy hot zones, piracy prosecutions, and
organization budgets dedicated to reducing
piracy. *' Secondary (Macroeconomic) costs
of piracy include various macroeconomic
costs to countries affected by piracy zones.
These include the cost to regional trade,
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International Response against Piracy
Maritime shipping is 3 g'obal mdqstry.
carrying more than 90 percent of international
trade. Carriage by sea i1s also the mgst
environmentally-conscious method of moving
large cargo. with a lower carbon footpnnt per
ton of cargo per mile than any other mode.
Consequently, vessel security is essential for
expanding sustainable trade. The response
to piracy in the western Indian Ocean and
Southeast Asia has precipitated a renaissance
iIn counter-piracy strategy, law, and diplo-
macy. The magnitude of the problem and the
collective response against piracy has not
been seen since nations cooperated in the
fight against slavery during the 19th century.
Governments and the worldwide shipping
Industry have developed and executed a
variety of strategies to manage the threat.

The shipping industry has adopted
numerous practices and safeguards to protect
merchant ships against maritime piracy. After
the ascendancy of piracy off the coast of
Somalia, the variety of passive and active
anti-piracy countermeasures Increased, and
Industry best management practices (BMP)
and guidance to iIndustry concerning preven-
tive measures were promulgated by industry,
states, and international organizations.

Best Management Practices

The International Chamber of Shipping
(ICS) has promulgated best management
practice (BMP) to safeguard the Industry from
piracy. The most recent version Is BMP522
which was adopted in June 2018. The BMP
consists of planning and operational practices
for ship owners Opeérators, managers. and
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attacks First, the ships have a low SPeeg
Second. the vessels sit low in the water (g

freeboard). Third, vesseils that nave madeq@&
planning are at greater vulnerability Fourth
ships with a visibly low state of alert ang
evident lack of defensive measures are 4
higher risk, and, fifth, 2 slow response by
the ship’s crew increases the likelihood of 5

successful ‘attack.

Companies are instructed to plan thej,
vessel transit carefully. Before transit Ships
are advised to contact United Kingdom Mari.
time Trade Operations (UKMTO), Maritime
Safety Centre Horn of Africa (MSCHOA), ang
Marntme Liaison Office Bahrain (MARLO), a
three of which connect the shipping Industry
to maritme security forces operating in the
region. By providing notice of transit, warships
In the area are better positioned to provide
deterrent cover and respond quickly if a ship
IS attacked.

Shipboard Security : Passive
Defensive Measures

Passive measures are not considered
primary constituents in the use of force to
deter or defeat pirates. The area to be
transited, the time of year, the time of day,
the type of ship, and the crew’s makeup are
iImportant factors in passive defensive
Measures. Piracy off the coast of Somalia.
for example, follows a vanable annual pattem
associated with the climate and weather
conditions in the western Indian Ocean. The

Horn of Africa is also affected Dy a winter
MONSoon season beginning in December. The
W0 monsoon seasons Increase sea states
and generate high winds hence limiting pirate
activities during these seasons. ?

- Razor wire may be secured tightly to the
rails, which lowers the wire's vibration from

the ship's movement during the voyage. Some




o suspend 55-gallon drums from the ship’s

de and the barrels’ swinging moton makes
ng difficult. Finally, many vessels

poard _
neading through the western Indian Ocean

ngve hung large banners over t ~ ship’s side,
oritten in Somal, English, Arabic, or French,
waming pirates thal the ship is armed (even
1 it is not).

Once a vessel comes under attack, it

may employ several active and passive

neasures to defeat a piracy attack. A ship
heing pursued Dy pirates may alter course,
heading into wind and wave, which will leave
2 large wake that can impede small boat
operations. Use of the sonic long-range
acoustic device (LRAD), which 1s commer-
cially available; aiming of fire hoses to deter
boarding by pirates; use of disabling fire to
halt skiffs; use of concertina wire or barbed
wire around the deck rails to prevent the
boarding of the ship. Tasers, flashbangs, and
dazzling or blinding lights stop pirates.
Warning shots are not considered a force by
the United States but instead constitute a
warning signal.

New York Declaration

In May 2009, the New York Declaration
was opened for signature. The N Y Declaration
'ecognizes internationally recognized Best
Management Practices to ‘avoid, deter or
delay acts of piracy.’ Signatory States are
Committed to promulgating recognized best
Management practices for vessel self-
Protection of those registered under their
espective flags. Also, the N Y Declaration
ountres (except the UK) commit to ensuring
?nods: Vessels on their registry have adopFed
meas:fcum.e nted appropriate self-protection

'€S In their Ship Security Plans as

I;art Of the International Ship and Port Facility
“eunity (ISPS) Code.
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lntemational Maritime Bureay

+ : p—
The Internationa! Martime Bureay (IMB)

IS an industry consortium funded by the
!ntematz’onal Chamber of Commerce (ICC). It
IS 2lso involved in advising merchaﬁt ships
Op tactics to avoid becoming a victim of
piraCy. In 1992 the IMB established a Piracy
Reporting Centre in Kuzala Lumpur, Malaysia
Funded by the merchant shipping industry
the 24-hour IMB Piracy Reporting Centre
(PRC) serves as the shipping industry’s
clearinghouse for assisting shipmasters in
avoiding piracy attacks and in reporting actua!
or attempted attacks or even suspicious
movements.

The PRC maintains an internet website
that provides location and other data on
piracy attacks worldwide. The PRC issues
daily status reports on piracy and armed
robbery to ships via broadcasts on the
Inmarsat-C SafetyNET service and makes
reports to law enforcement. The PRC
publishes quarterly and annual reports as weil.
Shipowners, masters, and crew whose ships
have been attacked by pirates may seek
assistance and advice from the IMB.

The IMB also issues extensive guidance
to the shipping industry. Crews should be
briefed on piracy risks before transit, and
vessels should conduct piracy response
emergency drills to test communications
procedures before entering into a high-risk
area. The master of a vessel should adjust
ship routines and watchstanding schedules
hefore entering higher-risk areas. Deck
watches should work in pairs, both underway
and port. Watchstanders should take rognds
of the ship at irregular intervals to avoid a

predictable schedule. Ships should eliminate

exterior blind spots and lighten darker areas
des of the vessel. All crew should
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understand alarm procedures and muster
stations, and this is particularly important for
multinational crews. All of a ship’'s internal
communications should be carried out in the
ship's working language, rather than In a
mixture of tongues, which could prove

confusing.

When transiting in higher-risk areas,
ships should rig and pressurize fire hoses to
prepare to repel boarders. Security and urgent
messages should be ready to broadcast
without delay if trouble arises. The telephone
numbers of the flag state registry and the
PRC should be kept on the bridge. If pirates
attack a ship, the master of the vessel should
sound alarmed and muster the crew, increase
speed and execute evasive maneuvers to
create a more massive bow wave and stern
wash to prevent small boats from approaching
close to the ship. Interestingly, mariners are
advised to steam away from land and head
into the sea. If pirates board a ship
successfully, the master and crew should
keep calm and follow instructions, avoiding a
physical confrontation.

The IMB is a private entity and represents
the shipping industry; the counterpart
organization that represents governments’
interests is the International Maritime
Organization (IMO).

International Maritime Organization :

The IMO is the United Nations’
specialized agency for maritime matters. The
organization serves as the principal venue for
states to develop and implement rules to
ensure safe, secure, and environmentally
sound shipping throughout the world. In the
current version, IMO comes into force in
1984, and it remains the most comprehensive

treaty today to ensure safe and secure
shipping.
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Today, the organization has 174 mempg,
states and three associate members. Its rem;
now includes maritime safety and vesgg
source pollution discharge, maritime lega
matters, seafarers’ protection, technicy
co-operation, and maritime security. Tha
organi-zation also develops universauy
accepted ship design standards, construction
equipping and manning (CDEM) to facilitate
global commerce. The IMO works extensively
with non-governmental organizations and the

cargo and shipping industry.

Today IMO governs virtually every facet
of international shipping. More than 50 treaties
and hundreds of codes and guidelines have
been completed. Once standardized rules are
adopted, the member states are responsible
for implementing them on ships flying
their flags and in their international ports of
call. Once again, the SOLAS treaty
underwent significant revisions with the July
2004 adoption of the comprehensive
ship-shore security regime called-the
International Ship and Port Facility Security
(ISPS) Code, which was made mandatory
for IMO member states. The ISPS Code
requires flag states and port states to develop
action plans to maintain a secure mariné

transportation system.

Article 100 of the 1982 United Nations

Convention on the Law of the Sea
(UNCLOS)? requires states to cooperate 10
suppresspiracy. States may conduct opera-
tional naval patrols, share intelligence a_nd
law enforcement capabilities, and extradité
and prosecute suspected pirates.

The earliest IMO efforts against piracy

focused mostly on Southeast Asia. When
IMO Secretary-General William A. O'Neil
developed a working group (WG) c'::\mmsed
of experts from 10 member states to prepar®




itime piracy, It focused on
ies for curtailing piracy in the
¢ Malacca and instructed to prepare

endations for suppressing piracy and
throughout the world. As a

i 93 report, two circulars, MSC/
d MSC/62327, Were issued by the
MSC'S 52nd session in May 1993. The first
~ned detailed recommen-

governments for preventing and

suppressing piracy, and the second document
iding the maritime sector-ship

u
tors, shipmasters, and crews.
s MSC/622 and MSC 623

strait ©

9 the IMO revoked MSC/ Circ.622/
aced it with MSC. 1 /Circ.133328,
ations to Governments for

Preventing and Suppressing Piracy and
Armed Robbery against Ships. Circular 1333
raises possible countermeasures that may
be employed by Rescu€ Coordination Centers
and maritime security forces, as well as
ilustrates a draft regional agreement on
cooperation in preventing and suppressing
acts of piracy and armed robbery against
ships. Since piracy Is an opportunistic crime,
perpetrators likely are involved in other
offenses. Piracy and armed robbery at sea
should not be viewed in isolation, and SO
other specialists in money laundering, illegal
arms transfers, drug smuggling, trafficking In
people, and other crimes should form part of
the counterpiracy team.

instiltmo also instructed the Flag_states to
Nationz emergency. response proceduresf.
Cation insthomd maintain robus? cpmmunl-
enfmcemema"y among their various law

ent and diplomatic agencies, and

In 200
Rev.1 and repl

will use the opportunity to extort cash.
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between coastal states and flag states. IMO
helped many countries develop an interna-
tional mechanism such as a regional maritime
security center to address other maritime
security threats, such as maritime drug

trafficking and maritime terrorism.

In 2006, the British House of Commons
Transport Committee examined Maritime
Piracy and found that the crime IS under-
reported and that potentially 25-50 percent
of attacks are not disclosed. Reports of piracy
attacks can impose delays on vessels trying
to leave port due to ensuing criminal investi-
gations, so vessel masters may prefer not to
report piracy attacks. “In some ports,”
moreover, “[vessel masters| are aware that
reporting a crime will result in an unwelcome
visit from corrupt police or other officials who

"2t
is also asserted that disclosing attacks also
carries consequences concerning insurance
liability. IMO also encouraged the masters to
report piracy and armed robbery incidents

The second revised IMO circular, MSC/

623. Rev. 3, suggested measures for the
shipping industry to reduce piracy vulnera-

bility, such as employing enhanced lighting
hanisms. The circular also

+ional steps that states can take

alarm procedures and continue reporting.

IMO also suggested that Ship secunty
ans should bé formulated based on a risk
assessment. Also, In high-threat ports, states
should minimize time at anchor. While
underway, ships should be routed away from
high-threat aréas and avoid narrow seas and
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bottlenecks. but this measure is not always
feasible Many carriers must use the Suéz
Canal in the West, which channels vessels
through the Red Sea and Gulf of Aden (GOA).
In the east, the Straits of Malacca and
Singapore are highly congested shippiﬂg
corridors. Going around these bottlenecks via
the Cape of Good Hope or south of Indonesia
adds weeks of additional travel time.

In November 2001, the IMO adopted a
code of practice for investigating piracy and
armed robbery against ships. The resolution
urged states to investigate piracy and report
the results of their investigations to the IMO.
It was revised and updated in Assembly

Resolution 1025(26) of January 18, 2010.

In 2005, The IMO Assembly also adopted
a resolution to prevent the registration of
‘phantom ships,” a fraudulent act whereby
hijackers're-registered seized vessels under
different names, often after selling the cargo
killed the crew. The resolution required govern-
ments to conduct the appropriate checks and
authenticate documents to verify ships’
identities before vessel registration.

On November 23, 2005, the IMO adopted
Resolution A. 979(24), reaffirming earlier reso-
lutions relating to piracy and requested the
IMO Secretary-General to bring the matter of
piracy off the coast of Somalia to the attention
of the UN Security Council In 2007, the IMO
Assembly adopted A1 002(25), a comprehen-

sive resolution on piracy and armed robbery
against ships in waters off Somalia’s coast

The 2007 resolution calls for action by
| Transitional
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their efforts to suppress piracy worIdWide‘
develop their capacity to prosecute ang
extradite pirates through legislative ang
judicial reforms and provide technical aggjq_
tance to the states of EastAfrica to enhang
regional capacity for repressing piracy The
IMO's 2007 resolution also requests thq
Somali TFG to take action to prevent and
suppress piracy originating from Somalia anq
to deny the use of its coastline as a hayen
for pirates. The IMO sought assurance from
the TFG that vessels hijacked by pirates anq
taken into Somalia’s territorial waters woy|g

be released promptly. The IMO also requesteq
that the TFG advise the Security Council to

permit consent to foreign warships conducting
counter-piracy patrols in its waters and to
conclude international agreements to facilitate
such operations. However, the major problem
was that the international community had
a fragile, nonexistent partner in the TFG.
Learning from the dramatic reduction in pirate
activity in Southeast Asia following the
conclusion of the Regional Cooperation
Agreement on Combating Piracy and Armed
Robbery Against Ships (ReCAAP), IMO
Sponsored the creation of the Djibouti Code
of Conduct, a regional cooperation agreement
adopted by seventeen regional governments
In January 2009, nine of which have subse-
quently signed the agreement. Djibouti Code
of Conduct®' agreement constructed a
Maritime Rescue Coordination Centre in
Mombasa, Kenya, a Sub-Regional Coord!-
nation Center in Dar es Salaam, Tanzania,
and a regional information center in Sana’a
Yemen. However, the East African and Middle
Eastern states that are parties to the
agreement do not have resources, financial

or legal, commensurate with the Somali piraté
threat scope.













