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STATISTICAL COMPARISON OF PIRACY AND ARMED ROBBERY WITH
EMPHASIS ON THE SOUTH CHINA SEA - MALACCA STRAIT AND THE PERSIAN

GULF - STRAIT OF HORMUZ

International trading flows have always been the subject of geopolitical risks and conflicts.
Different stages of the supply chain, trade always face inherent challenges caused by
geopolitical realities along given routes. In this study, the data concerning piracy and armed
robberies of ships reported to the Global Integrated Shipping Information System were
considered. The statistics include the information on the incidents during the period between
1998 and 2018 on different types of ships, in two most strategic areas, namely the South China
Sea (SCS) and the Strait of Malacca (area 1) and the Strait of Hormuz and the Persian Gulf (area
2). According to the GISIS reports, most of the incidents occurred in the South China Sea and
the Strait of Malacca are respectively 1684 and 610. Because of the importance of both the
Strait of Hormuz and the Malacca Strait as the most vital waterway in the world, it is necessary
to have a clear picture of the security situation in the two aforementioned Straits. This research
allowed us: 1) to make a distinction between the security in two aforementioned areas; 2) to
represent the source of the information for researchers.
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Piracy and Armed Robbery

1. Introduction

The piracy acts date back to the second mil-
lennium in the Minoan Mycenaean world.
(Caskey 1969) Maritime safety of many coun-
tries is at risk because of piracy and armed rob-
bery issues.(Barrios 2005) Nowadays, one of the
main threats facing the international shipping
community in the Gulf of Guinea, the South China
Sea, the Western Indian Ocean, and the Strait of Ma-
lacca, in the territorial waters off Somalia, is armed
robbery and piracy. Although the statistics from
various reporting centers differ, the fact is that
the Far East, including the Malacca Strait, Indone-
sia and the South China Sea, is the territory where
most of the reported incidents took place in
2015. Incidents varied from theft and robbery in
port to hijacking of vessels. It should be noted, in
this study armed robbery against ships (in terri-
torial and internal waters) and any attempted
acts or reported acts of piracy (in international
waters) are considered as reported incidents. The
Straits of Hormuz and Malacca are considered as
the most strategic territories. A large volume of
oil is exported to Asia or other areas through the
Strait of Hormuz, the geopolitical strait connect-
ing the Persian Gulf to the Indian Ocean!. This

1 Read Strait of Hormuz is chokepoint for 20% of
world's oil, U.S. ENERGY INFO. ADMIN. (Sept. 5, 2012),
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Strait is one of the most important oil transit
routes. According to the U.S. Energy Information
Administration, total flows through the Strait of
Hormuz had been 18.5 and the Malacca Strait 16
million barrel per day until 2016.(EIA 2017a) The
depth and width of the Malacca Strait allow the
passing of the biggest oil tankers, which provide
over 65% of total oil shipments delivered by
tankers with the bearing capacity of 150,000
tons.(EIA 2012a) Problems or breaks concerning
oil export through the Strait of Hormuz can influ-
ence world oil cost extremely. Despite the fact
that destination of most flows through the Hor-
muz Strait is Asia, the world cost of oil depends
on any disruption there.(Katzman et al. 2012)
Two important issues concerning the Strait of
Hormuz relevant to Iran should be mentioned as
it is one of the most critical transit chokepoint.
The first derives from the geographical position
of the Strait of Hormuz. Iranian role in co-
managing the Hormuz Strait according to inter-
national laws and protecting own state interests
and rights is the second issue(Nazemroaya 2012).
The Iranian Regular Force Navy and the Iranian
Revolutionary Guard Navy compose Iranian naval
forces and have the important role for successful
maritime traffic through Hormuz. The Strait of

http://www.eia.gov/todayinenergy/detail.cfm?id=7830
[http://perma.cc/RN3]J-DSJV] (archived Feb. 16, 2014).
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Hormuz is controlled and monitored by Iranian
naval forces via Omani enclave of Musandam. Ira-
nian territorial waters are sailed through by
world maritime traffic as well as the U.S. Navy.
Entrancing into the Persian Gulf is possible
through Iranian waters and exits are through
waters of Oman (Nazemroaya 2012).

There is another famous strait in the world
namely the Malacca Strait. About 50% of the
world’s crude oil(Kevin X. Li; Jin Cheng 2006)and A
third of the world’s trade is passed through the
aforementioned Strait.(Huang 2008) Yun Yun Teo
claims in his report Target Malacca Strait that in
the cases of terroristic attacks Singapore is at the
highest risk because of its important geographical
location and its port’s depth, also as it is a local oil-
refining hub and the busiest container port in lo-
cated there.(Teo 2007) Investigating piracy issue
in the different areas such as the South China Sea
and the Malacca Strait is a continuing concern
within international researches Also different as-
pects of piracy and armed robberies have been
explored by many scholars, for example, ].N Mak
has discussed regionalism and unilateralism in the
Malacca Strait,(J.N. Mak 2006) Ian Storey explored
effective measures on improvement of maritime
security in the Southeast.(Storey 2008) Max Mejia
described piracy and another crimes at sea from
perspective of IMO instruments.(Mejia 2003) Also
Yun Yun Teo discussed maritime terrorism in
Southeast Asia.(Teo 2007) Some scholars paid at-
tention to the history of piracy in Late Roman and
Viking Ages.(Jones 1926; Pearson 2006) In addi-
tion, a group of scholars or lawyers has examined
the other subjects relating to piracy, such as, sov-
ereign right,(Woolley 2010) combating,(Bornick
2005; J. Ho 2009; MO 2002) transport,(Vespe,
Greidanus, and Alvarez 2015) protection of foreign
ship)Jesus 2003)etc. The role of the Strait of Hor-
muz and the Malacca Strait is extremely im-
portant, that is why it is necessary to have com-
plete understanding of the situation of security in
this territory. Although, statistical data vary in
international reports, we can see obvious consen-
sus among scholars on serious threats and risks of
piracy and armed robbery in the Malacca Strait and
the South China Sea, However, there is no study
regarding statistical comparison between two im-
portant areas, including the Persian Gulf and the
South China Sea, the Strait of Hormuz and the Ma-
lacca Strait.

The research is focused on the comparison
of piracy and armed robberies during two dec-
ades (1998-2018). This analysis is based on the
data received from Global Integrated Shipping
Information System (GISIS), recorded by Interna-
tional Maritime Organization (IMO) Member States
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from January, 1998 until December, 2018. This
comparison is carried out in the two areas. The
first area is the South China Sea, and the Malacca
Strait and the second area is the Strait of Hormuz
and the Persian Gulf. Besides, these areas have
been the main and ancient route of Maritime Silk
Road (MSR). There is a wide variety of research-
es investigating piracy and armed robberies in
the important areas, such as the South China Sea
and the Malacca Strait, however, a little attention
has been paid to the statistical comparison con-
cerning these three areas. The issue of security
in MSR has grown in importance in light of in-
creasing number of incidents. This article as-
sesses the security situation of the MSR from the
view of the IMO statistics as no previous study
has investigated this aspect. The analytical com-
parison could be given in such aspects: 1) point
out the difference of insecurity status between
the SCS and the Strait of Malacca as area 1 and
the Persian Gulf and the Strait of Hormuz as area
2, and 2) represent the source of the statistic
comparison. Moreover, this study provides an
opportunity to advance our knowledge about the
incidents in different maritime zones. To achieve
this purpose, IMO's reports have been used for
the statistical comparison, though it seems not
all incidents are reported by ship owners as well
as some shipping companies does not allow
shipmasters to report pirate attacks because of
bad influence on the company's image or being
detained inordinate in harbor for investigation.
Nonetheless IMO's reports give us the proper
picture with regard to the situation of security in
these areas.

2. Description

There is no doubt, the most important vital
lifelines of Asia and the world, strategically, eco-
nomically, politically are the Straits of Hormuz
and Malacca. Examining the IMO's statistic data
on occurred events is the best way to analyze and
compare the situation of security in these Straits.
It should be noted that due to infliction of harm
upon all maritime nations on the seas, piracy is
treated as a universal crime by international law,
and any state is potentially able to arrest and pun-
ish the perpetrators.(Barrios 2005) The waters of
the South China Sea and the Malacca Strait have
proved to be a dangerous area for the shipping
industry because of these types of crimes. IMO as
the forerunner of the international efforts has
combated piracy and armed robberies. This is visi-
ble by sets of international instruments adopted by
the IMO regarding this matter.(Attard 2014) In this
connection, it is necessary to mention, IMO adopt-
ed the Resolution in 2009 pursuant to Resolution
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A.545 (13)1, "Governments should inform the IMO
about any act of piracy or armed robbery commit-
ted against ships flying of their country”. Data in-
cluding location and circumstances of the incident
and the action taken by the costal state should be
reported to the IMOZ2. The States should provide
reports of incidents committed against ships flying
under their flag.3 These monthly reports include
the details such as*: 1. Ship's name, type, IMO
number; 2. The incident’s date and time; 3. Exact
location of the incident; 4. Incident details; 5. Con-
sequences for the crew; 6. Actions taken by the
master/crew; 7 Actions taken by Coastal State; 8.
Weapons used by attackers and other information.

The International Maritime Organization is
the most important institutionalized source of
maritime security law in spite of existing many
others. IMO has promulgated a number of guide-
lines and recommendations in framework of cir-
culars in retaliation to the prevention and sup-
pression of piracy and armed robbery at
sea.(Attard 2014) A numerous attacks during the
early 1980s prompted IMO to make decision by
adoption of Resolution A.545 (13)5. This Resolu-
tion invited Governments to provide statistical
analysis of all incidents which were committed
against their ships flying their flagé. The Resolu-
tion calls Governments, ship owners, ship mas-
ters, ship operators, and crew to take all neces-
sary security measures "to prevent and suppress
acts of piracy and armed robbery against ships in
or adjacent to their waters”’. Therefore, the gov-
ernment’s reports assisted IMO to collect data
reports. IMO has commenced to take measures
through adoption of Resolution A.545 since 1980
(13)8. Many new resolutions followed after Reso-
lution A.545 (13), they were focused on putting
efforts in the whole world to combat piracy and
armed robbery at sea. In this regard, pursuant to
the mentioned above Resolution, IMO also adopt-
ed two documents - Resolution A.683 (17)° and

1 Resolution A.545 (13), "Measures to prevent
acts of piracy and armed robbery against ships",
adopted on 17 November, 2009.

2Id. para.4.

31d., para4.

4+IMO MSC.4/Circ. 64, May 5, 2005.

5 Measures to Prevent Acts of Piracy and Armed
Robbery against Ships, IMO Resolution A.545 (13)
(17 November 1983).

6 IMO Resolution A.545 (13), para.4.

7IMO Resolution A.545 (13), para. 2.

8]MO Resolution A.545 (13), "Measures to
Prevent Acts of Piracy and Armed Robbery against
Ships," 17 November 1983.

9 "Prevention and Suppression of Acts of Piracy
and Armed Robbery against”, 6 November 1991.
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Resolution A.738 (18)10 in 1991 and 1993. Reso-
lution A.683 (17) on the “Prevention and Sup-
pression of Acts of Piracy and Armed Robbery
against Ships”1! urged governments to exert all
powers to reduce the number of incidents of pira-
cy and armed robbery at seal2. Furthermore, Res-
olution A.738 (18) named “Measures to Prevent
and Suppress Piracy and Armed Robbery against
Ships”13, also called Governments inter alia to
withstand attacks, and also urged them to devel-
op and support close liaisons with neighboring
countries to facilitate the apprehension and pun-
ishment of all people participating in those pirat-
ical incidents4.

IMO also has an important role to issue
abundant codes, recommendation to Government,
and guidelines to prevent piracy and armed rob-
bery against vessels. Hence, IMO issued recom-
mendations in 1993 and they were published as a
Circular, then revised in 1999, 2009, and more
recently in 2015. The Circular provides steps that
should be taken to reduce the risk of such attacks,
moreover, it emphasizes the vital need to report
attacks (both successful and unsuccessful) to the
appropriate authorities of the relevant coastal
Statels. IMO MSC.4/Circ.1334 invites Coastal
States/port States to report to IMO "any act of
armed robbery in their waters or acts of piracy
close to their waters which have been reported to
them"16. Since 2004, the IMO has decided to put
transparency on its agenda through the effective
use of information and communication technolo-
gies. Then, in 2005, IMO launched the Global Inte-
grated Shipping Information System (GISIS) to
permit Member States to report directly accord-
ing to the international rules and access to in-
formation!?’. Moreover, IMO has issue incident
report on piracy and armed robbery since 1982
using data submitted by Member Governments
and appropriate international organizations.
Since July 2002, IMO's monthly and annual re-
ports regarding piracy and armed robbery have
been classified separately, all occurred attacks or
attempts of piracy in international waters and
crimes in territorial waters.(IMO n.d.) Every
month these reports are published and contain
the details of the incidents, such as IMO number,
and flag, date and time, position of the incident;

10 "Measures to Prevent and Suppress Piracy and
Armed Robbery against Ships", 4 November 1993.

11 IMO Resolution A.683(17) (6 November 1991).

121d., para. 1.

13 IMO Resolution A.738(18) (4 November 1993).

141d., para.6.

15 MO MSC.4/Circ.1334, 23 July, 2009.

16 MSC.1/Circ.1333/Rev.1, 12 June, 2015, para.18.

17 . Resolution A.1029(26), 26 November 2009.
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Ship's type, action taken by the master and the
crew, consequences for the crew, ship and
cargo.(Balkin 2006) The incidents of piracy and
armed robbery are reported separately from acts
of armed robbery happened in ports and attempt-
ed acts of armed robbery since July, 2002 accord-
ing to the initiative of IMO Secretariat.(J. Ashley
Roach 2011) This classified information is more
detailed for analysis and data reporting purposes?.
According to the information, provided by IMO
report on piracy and armed robbery at sea, in
March 2013 the total number of incidents was 23,
and most of them happened in port areas?.

3. Analysis

This part of the research demonstrates the
findings which emerged from the statistical analy-
sis presented in this article. The Current data re-
garding incidents have been derived to provide the
evidence required for this study from the Global
Integrated Shipping Information System (GISIS)
with a focus on the period of past 20 years, January
1, 1998 - June 31, 2018. The target areas in this
study comprise different types of ships, in two
most strategic areas, namely the South China Sea
(SCS) and the Strait of Malacca (area 1) and the
Strait of Hormuz and the Persian Gulf (area 2).

3.1 The Malacca and Singapore Straits

The Strait of Malacca is wide enough at it
opens to the Andaman Sea.(Emran 2007) It, being
sufficiently large in the north, is getting consider-
ably narrower to the south, in particular between
the Indonesian Province of Riau and the Malaysi-
an state of Johor and between the Indonesian
Riau Islands and Singapore.(Djalal 1999) The
length of the Strait of Malacca is 500 miles and its
width varies from 220 miles to 10 miles,(Keyuan
2000) with diverse depths from over 70 to less
than 10 meters.(Koto, Rashidi, and Maimun 2013)
The mainland Malay Peninsula is separated from
the Indonesian island of Sumatra by the Strait of
Malacca, forming a funnel shaped watercourse as
it narrows to the south. The Strait of Bengkali,
Strait of Rupat, and Strait of Johor are located
along the Malacca Strait.(George 2008) It is in the
south and finishes in the territory between Ma-
laysia and Indonesia. The area between the is-
land Republic of Singapore and the islands of
Riau of Indonesia is joined by the Strait of Singa-
pore.(Sivaguru 2008) The length of the Strait of
Singapore is about 60 miles, its importance is

1 IMO MSC.4/Circ. 196, Reports on Acts of Piracy
and Armed Robbery against Ships, 29 April 2013.
2]d., Annex 1 and 2.
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stemmed from being a gateway to the SCS, which is
joined to the Pacific Ocean. The Strait of Singapore’s
narrowest width is only a little more than one kilo-
meter(Oei 2003) and it is bordered by Singapore,
Indonesia, and Malaysia.(Hazmi 2011).

3.2 The Importance of the Malacca Strait

During many centuries the main goods trans-
ferred by the Malacca Strait were spices, camphor
and nutmegs, in the 21st century the crude oil, pe-
troleum products, electronic devices, vehicles are
transferred by Maritime Silk Road. But it is a risky
territory for international navigation due to colli-
sions, happening in many seaports. (Zaman et al.
2015) In the other word this Straits are ancient
and trading route)Rusli 2012)- Local and interna-
tional trade depend on the situation in internation-
al navigation waterway, that is why the role of the
Malacca Strait is extremely important. )Sien 1998)
(Rahman, Saharuddin, and Rasdi 2014) It is re-
ported to Marine Department of Malaysia that the
total number of vessels navigating from Western
to Eastern region was 18021units in 2000 and it
was 26776 units in 2012 from Eastern to Western
region.(Rahman, Saharuddin, and Rasdi 2014)
According to the analysis of the Malaysian Marine
Department’s STRAITREP the passage amount
from 71359 in 2009 rose to 82644 in 2018 by car-
rying various cargoes, (Marine Department
Malaysia n.d.) from raw materials to produced
goods, delivered to different countries, (V. L.
Forbes 2004) about 80% of oil is imported to Chi-
na by the Straits. The Middle East countries im-
ported goods and products to China amounting
nearly 40 billion American dollars in 2006.
(Gilmartin 2008) The Dover Strait is a significant
chokepoint, which joins the North Sea and the At-
lantic Ocean. Due to the density of navigation, the
Malacca Strait and the Strait of Singapore are al-
most as intense as the Dover Strait.(Graham 2006)
pp. 155e160). (Rusli 2012) The Straits of Malacca
and Singapore have won the reputation of the most
crucial shipping world lanes and the longest inter-
national navigated straits. (J. H. Ho 2009) These
Straits are the strategically important for shipping
oil from the Persian Gulf to Eastern and Southeast-
ern countries in Asia.(Sien 1998).

3.3 The Strait of Malacca

The figure 1 demonstrates the amount of inci-
dents in the Malacca Strait during 1998-2018. The
most crimes occurred in territorial sea (250), this
number slightly declined to 226 in international
waters. The lowest number of cases was in port area
and amounted to 134.(GISIS 2019).



ISSN 1727-1584 (Print), ISSN 2617-2933 (Online). [Ipaso i 6e3neka - [Ipaso u 6ezonacHocms - Law and Safety. 2019. Ne 4 (75)

International Waters
W Malacca 226

Territorial Sea
250 134

300

Axis Title

In Port Area

Figure 1. Total number of Incidents in the Malacca Strait(GISIS 2019)
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Figure 2. The Incidents in Port Area of the Malacca Strait(GISIS 2019)

The figure 2 illustrates the amount of different
types of ships which were attacked by pirates or
underwent the armed robbery. The biggest
persantage of attacks were on chemical tankers
(31%), and bulk carriers (22%). Tankers were
chosen in 17% of all the cases. Product tankers

were captured in 8% of cases, while container
ships and oil tankers had 4% and 5%
correspondingly. General cargo&dry ships and tugs
were attacked in 3% and 2%cases, and other
vessels had 5%.(GISIS 2019).

Territorial Sea

General cargo&dry ship
5%

Gas carrier LNG&LPG _ —
3%

0il tanker _~~
7%

Tanker&Tanker ship
11%

Product tanker
3%

Container ship
11%

Other Vessels

__—Unclear
6% 3%

Bulk carrier
2B%

Tug
13%

Chemical tanker
7%

Figure 3.The Incidents in theTerritorial Sea of the Malacca Strait (GISIS 2019)
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Diagram 3 shows the types of vessels atacked
in territorial sea of the Malacca Stright. The
leading position belongs to bulk carriers 28%,
tugs 13%, each container ships and tankers 11%
and the ammount of crimes on fishing vessels in

INTERNATIONAL WATERS

Unclear
2% _

Other Vessels _
%

General cargo&dry ship _
11%

Gas carrier LNGE&LP
3%

oil tanker "
9%

Tanker&Tanker ship _ j
9%

Product tanker _

1%

this area was 3%, the lowest indicator was on gas
carriers, it ammounted to 3%. Genral cargo&dry
ships were attacked in 5% cases, each oil tankers
and chimical tanker were attacked in 7% crimes,
and other vessels 6%.(GISIS 2019).
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Figure 4. The Incidents in International Waters of the Malacca Strait(GISIS 2019)

Diagram 4 shows that the most common
types of ships attacked in international waters of
the Strait of Malacca were bulk carrier (16%),
followed by tug (14%), container ship (11%),
general cargo&dry ship (11%), fishing vessel
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(10%), tankers (10%), oil tanker (9%). Incidents
not included in any of these categories represent
less than quarter of the incidents (19%).(GISIS
2019).
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Figure 5. The Annual Incidents in the Strait of Malacca(GISIS 2019)

Figure 5 displays the number of incidents in
the Strait of Malacca, occurred in port areas, ter-
ritorial sea and international waters from 1998
to 2018. It can be observed that major attacks
occurred frequently between 1999-2004 and
2011- 2015. Two peaks could be seen when the
number of attacks rocketed up to 78 in interna-
tional waters in 2000 and the highest peak was
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in territorial sea in 2015, it increased substan-
tially from 42 to 100. The amount of piracy and
armed robbery had slight fluctuation from 2001
to 2005 and from 2013 to 2017. The number of
incidents plunged to the minimal number in
2009, during the period from 2008-2010 there
were no incidents in port areas.(GISIS 2019).



ISSN 1727-1584 (Print), ISSN 2617-2933 (Online). [Ipaso i 6e3neka - [Ipaso u 6ezonacHocms - Law and Safety. 2019. Ne 4 (75)

20
B . L] II ‘
. - . 0

Gemeral

Other passenger Gas carrier

Vessels  &cargo cargg&dr“' LnGa.Lpg | O tanker
ship
In Port Area 7 4 6
m Territorial Sea 14 12 8 18
m International Waters 15 2 24 ] 20

Tanker&Ta Product Container
nker ship

80

7o

Chemical Bulk
tanker carrier

Fishing

tanker ship vessel

23 11 5 41 E 30
28 8 26 g8 18 a3 71
20 3 24 23 14 a3 a7

Figure 6. The most Reported Incidents Based on Ship Type in the Malacca Strait(GISIS 2019)

The figure 6 illustrates the most of incidents
reported to IMO during the period of 20 years,
1998-2018 occurred in the Strait of Malacca. The
data includes the following 8 categories according
to the type of ship and quantity: oil tanker/
tanker/product tanker/ chemical tanker; bulk car-
rier; container ship; tug; general cargo&dry ship;
fishing vessel; gas carrier; Ro-Ro pasanger&cargo
ship. In the Strait of Malacca incidents involving
Gas Carrier and fishing vessels were fewer than
the other ones. Bulk carriers were attacked more
often, it varied from 30 in port area to 71 in terri-
torial sea. Chemical tankers were mostly attacked
in port area, 41 cases were reported, while only
14 incidents happened in international waters.
The amount of incidents in international waters
fluctuated from 2 (Ro-Ro pasanger&cargo ship) to
37 (bulk carriers). The reports demonstrated that
in port area the lowest number of cases happened
on the board of 3 tugs and there were 41 cases on
the board of chemical tankers. In territorial sea 6

gas carriers were attacked during the reported
period but it increased up to 71 on the board of
bulk carriers.(GISIS 2019).

3.4 The South China Sea

Between 1 January, 1998 and 31 December,
2018, 2089 attacks occurred or were attempted
in the SCS as a result of piracy and armed rob-
bery. According to IMO’s statistics SCS is one of
the most dangerous region in the world and Asia.
Amount of incidents in port area of the SCS in
comparison with the Malacca Strait was more
than three times higher. In territorial waters the
number of incidents was more than 2 times high-
er, and in International waters dominated by half.
In comparison with the Malacca Strait the most
incidents in the SCS occurred in port and territo-
rial waters, however it occurred in territorial and
international waters of the Malacca Strait. Almost
79% of incidents occered in the Malacca Strait
were in port area and territorial waters.
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Figure 7. Total number of Piracy and Armed Roberry incidents in the SCS(GISIS 2019)
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The bar chart (Figure7) shows the piracy and
armed robbery situation in SCS between 1 Janu-
ary, 1998 and 31 December, 2018. It compares
the number of incidents in port area, territorial
sea and international waters. The biggest number
of crimes happened in port area, it was 773 cases,

Gas carrier LNG&LPG _
4% s

il tanker
Fishingvessel 4%

Product tanker

Container shi
14%

Tanker&Tanker ship
13%
Chemical tanker
B3

while territorial sea areas were attacked 564
times. In contrast to the number of piracy and
armed robbery incidents in port area, the number
of these situations in international waters was
twice lower and it was only 347. (GISIS 2019)
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Figure 8. The Reported Incidents in Port Area of the SCS(GISIS 2019)

The figure 8 demonstrates the persentage of
various types of ships which were attacked in
port area of the SCS. Bulk carriers were attacked
in most cases, it was 37%, container ships were
robbed in 14% cases, while general cargo&dry
ships and tankers were 10% and 13%. Chemical
tankers were involved in 8% situations. Oil tank-

unclear ___
Oil tanker 2% =

3%

Fishing vessel ____
A%

Product tanker _—
3%

Container ship _/
13%

Tanker&Tanker ship _|
13%

ers and gas carriers had to deal with armed rob-
bery in 4% cases. Unclear ship and other vessels
were attacked in 4 % incidents. The less amount
of tugs and product tankers were, 2% and 3%
respectively. Fishing vessels were not attacked
during this period of time.(GISIS 2019)
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Figure 9. The Reported Incidents in Territorial Sea of the SCS(GISIS 2019)

Figure 9 displays the total number of inci-
dents of piracy against ships in territorial sea in
the SCS reported during 1 January, 1998 and 31
December, 2018, 27% of incidents occurred on
board bulk carriers, 13% on tankers, 6% on
chemical tankers, 10% on general cargo&dry
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ships, 12% on tug, 7% unclear and other vessels.
In the past 20-year period 13% cases happened
on container ships and 3%product tanker, 9% of
the incidents occurred on board of fishing vessels,
gas carriers and oil tanker.(GISIS 2019)
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Figure 10. The Reported Incidents in International Waters of the SCS(GISIS 2019)

The figure 10 illustrates the situation in tankers were attacked in 9% cases, 5% fishing
International waters in the SCS. Among the vessels, 3% gas carrier, and 5% on other vessels
incidents reported during 1 January, 1998 and 31 and unclear ship. The same number of incidets,
December, 2018, the most incidents occurred on 7%, happened on container ship and product
bulk curriers, 19%, 18% incidents occurred on tankers. Only 1% of incidents happened on oil
tugs, and 12% attacks happened on general tankers. (GISIS 2019)
cargo&dry ships, and 14% tankers. Chemical

The most reported incidents based on ship type in the SCS

Ro-Ro

Gas
Tug

Other = . Fishing Product CBntaineTanher&TCI'lemical passenge General Bulk
Vessels AStlcars), caimer | [OilTankEy wesse| tanker r ship ke tanker r&cargo cargofdr carrier
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m Territorial Sea 29 12 9 19 20 14 74 74 35 2 53 85 151
International Waters 15 4 11 4 16 22 24 47 32 1 42 62 67

Figure 11. The most reported incidents based on ship type in the SCS(GISIS 2019)

Figure 11 shows that most of incidents re- carriers (151), container ships (74), tankers (74),
ported to IMO during 2008 - 2018 in the SCS, it general cargo&dry ships (53), chemical tankers
includes the following 11 categories according to  (35), oil tankers (19), gas carrier (9), tugs (65),
the type of ship and the quantity: in port area the and fishing vessels (20), and other vessels (19).
incidents mostly occurred on bulk carriers (282); The situation in international waters had the
container ships (108), tankers (103), general car- same tendencies, the dominating number of at-
go&dry ships (76), chemical tankers (63), oil tacks were on bulk carriers (67), tugs (62), tank-
tankers (34), gas carrier (27), tugs (14), fishing ers (47), general cargo&dry ships (42), chemical
vessels (3), and other vessels (21). The reports tankers (32), container ships (24), product tank-
about piracy demonstrated that in territorial sea  ers (22), fishing vessels (16), gas carriers (11), oil
the attacks on vessels were the following: bulk tankers (4), and other vessels (15).(GISIS 2019).
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Figure 12. Annual Incidents in the SCS(GISIS 2019)

Figure 12 compares the amount of incidents
occurred in SCS between 1998 and 2018
according to the locations of attacks. In port area
the number of incidents increased from 3 to 54
from 1998 till 2001, it reached its peak in 2002
and was about 110, then it rapidly declined to 60
and was at the same level in 2003-2005. The
number of attacks in port area was reduced from
2006 and was the lowest in 2009, about 10. From
2010 till 2013 it rose up to 75. It fluctuated from
20 till 33 in 2014-2018. It can be clearly seen that
in territorial sea the number of incidents was the
biggest during 1999 till 2000, it was the highest in
1999, about 62. Slight decreasing can be seen in
2001-2002. During 2003 till 2018 it fluctuated
from 41 to 9. During the period 1998-2018 the
situation in international waters didn’t change
extremely, it reached its high in 2003, 51
incidents, and it was the lowest in 2018, only
about 3. It almost leveled off from 2004 till
2009.(GISIS 2019).

3.5 Strait of Hormuz

The Straits of Hormuz is the only gateway
that connects the Persian Gulf with the Indian
Ocean. This strait borders on two countries,
namely Iran in the North and Oman in the South
of the Strait. This strait also connects the Persian
Gulf with the Gulf of Oman and the Arabian Sea.
There are not any tributary waterways along its
length, The Strait of Hormuz, its length is about 60
miles long.-The width of the Hormuz Strait be-
tween southern Great Quoin and eastern part of
Jezirat Larak is 22.5 miles, it is only 1 mile nar-
rower between Great Quoin and the southwest-
ern end of Jezirat Larak. The distance between
Perforated Rock and the south-western end of
Jezirat Larak is 26 miles.-The narrowest place at
the Strait, connecting Great Quoin and Jezirat La-
rak is 20 3/4 miles,(Kennedy 1958) while the
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shipping lane’s width in any direction is only 2
miles and it’s separated by the buffer zone, which
width is also 2 miles. (EIA 2017b).

3.6 Importance of Hormuz

The Strait of Hormuz is the main maritime
route through which the Persian Gulf exporters
(Bahrain, Iran, Iraq, Kuwait, Qatar, Saudi Arabia,
and the United Arab Emirates) ship their oil to
external markets. The Strait of Hormuz is consid-
ered to be the most important oil chokepoint in
the world because in 2011 about 17 million bar-
rels (bbl/d) were transported every day. The
amount of the world traded oil transported in the
Strait of Hormuz was reduced from 35% in 2011
to 20% in 2009-2010.)EIA 2012b) The peak high
of total flows through the Strait of Hormuz was in
2016 and it rose up to 18.5 million b/d.(EIA
2017b) Increasing amount of foreign oil is neces-
sary for Asia, for example, only China’s need
reached 5 million barrels per day in 2015 and
9,261.414 barrels per day (b/d) in 2018.(CEIC
n.d.) The main amount of oil has to come from the
Persian Gulf as it is the depository of the world’s
largest oil reserves.(Kemp 1998) China, India,
South Korea, and Japan, being the most important
Asian economies, will demand more energy, oil
will be one of the most important need. It is ex-
pected that the main oil demand will concern the
Persian Gulf. The US Energy Information Agency
supposes that in 2020 North America’s oil needs
of will be 20% of the total needs of its imported
oil. The needs of Western Europe are estimated
at 31% and Asia’s - at 86%.(Kemp 1998) Accord-
ing to U.S. research firm ClipperData, the top
destinations for crude oil from the strait of Hor-
muz are China at 18% of shipments in 2018, fol-
lowed by India at 16% and Japan at 14%.
(NAGASAWA,TSUYOSHI and KIBE 2019) Table1.
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Table 1

Crude oil, condensate, and petroleum products transported through the Strait of Hormuz,
Million barrels per day(EIA 2019)

Total oil flow through Strait of Hormuz
Crude and condensate

Petroleum products

World maritime oil trade

World total petroleum and other liquids consump-

tion

LNG flows through Strait of Hormuz (TCF per year)

The Strait of Hormuz, the Straits of Malacca
and Singapore are the most important lifeline on
the planet)Rusli 2012). We can describe these
straits as Straits of sellers and suppliers. With the
growing economic of the East Asian Countries
including China, South Korea and Japan and the
need of western countries in oil, the Straits of
Hormuz, Malacca and Singapore will enhance
their significance as the heart of economic and
strategic activities. Energy Information Admin-
istration (EIA) demonstrates that According to
the data from Lloyd’s List Intelligence tanker
tracking service Asian countries consume about
80% of the crude oil, transported through these
straits.)EIA 2017b) Grain, cement and raw iron
are delivered through the Hormuz, that is about
22% of the world commodities. 88% of oil pro-
duction exported from Saudi Arabia is delivered

In port area; 907;
40%

M Ininternational waters
M In territorial waters

In port area

The figure 13 illustrates the situation in the
Persian Gulf and the Strait of Hormuz according
to the number of incidents happened in territorial
waters (10), number of attacks in international
waters and port area were 4 and 3 incidents re-
spectively. According to IMO's report total piracy
and armed robbery in the Persian Gulf were 17
attacks. There were only 1 oil tanker were re-
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2014 2015 2016 2017 2018
17.2 18.4 20.6 20.3 20.7
14.4 15.2 17.3 17.2 17.3
2.8 32 3.3 3.1 3.3
56.4 58.9 61.2 62.5 N/A
93.9 95.9 96.9 98.5 99.9
4.0 4.2 4.2 4.1 4.1

through the Strait of Hormuz. 98% of Iraqi and
99% of UAE oil are exported through the
Straight.)AMCO 2017) 3.7 trillion cubic feet of lig-
uefied natural gas were exported from Qatar
through Hormuz according to BP’s Statistical Re-
view of World Energy 2017.(EIA 2017b)

3.7 The Persian Gulf and the Strait of Hor-
muz

The Persian Gulf is a leading oil-producing
region, accounting for 30% of global supply.
Meanwhile, East Asia is a major oil-consuming
region and accounts for 85% of the Persian Gulf’s
exports, according to the EIA. The most common
route for oil deliveries between these two regions
is through the Strait of Hormuz, into the Indian
Ocean, and through the Strait of Malacca.

In international

waters; 573;25%

In territorial
waters; 814;35%

Figure 13. The Regional Analysis of Incidents in the Persian Gulf and the Strait of Hormuz

ported during 20 years. Diagram 13 demonstrates
the level of security in the Persian Gulf as it is
quite different in comparison with Malacca Strait
and the SCS. There are egregious differences be-
tween the Persian Gulf and the two areas namely
the SCS and the Malacca Strait. The Strait of Hor-
muz is a vital shipping route that has been the
focal point of regional tensions for decades.
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Roughly 30% of the world's sea-borne crude oil
passes through the strategic point, making it a
flashpoint for political and economic friction. The
strait is only 21 miles wide at its narrowest point,

but is deep enough to handle the biggest tankers
as 80% of the crude it handles destined for mar-
kets in Asia.(GISIS 2019)

In international
waters; 3

In territorial
waters; 10

Figure 14. Total Reported Incidents in the SCS and the Strait of Malacca

The figure 14 shows that most of attacks in the
Strait of Malacca and the SCS occurred in port area
(40%), territorial waters (35%) and in interna-
tional waters (25%) between 1998 -2018. The
quantities of piracy in territorial waters and in port
area of the Strait of Malacca and the SCS Sea was
much higher than in international waters in the
same regions. Figure 14 illustrates that Islamic Re-
public of Iran has well established security in the
Persian Gulf, Strait of Hormuz and also the beyond
its territory. Therefore, the marine security in the
Persian Gulf and the geopolitical strait in this re-
gion namely the Strait of Hormuz in comparison
with mentioned above two areas is egregiously
secure.-This figure reflects mainly the percentage
of piracy, leading to 2294 incidents. The number of
incidents is extremely high and therefore it has a
deep impact on the maritime security.(GISIS 2019).

4. Conclusion

This article presents the comparison of stra-
tegic areas, the main MSR, namely from the SCS to
the Strait of Malacca and from the Strait of Hor-
muz to the Persian Gulf. This analysis has shown
that the Malacca Strait and the South China Sea
areas became the location of the most crime inci-
dents (piracy and armed robberies) for a long
time. As most incidents took place in the SCS and
the Malacca Strait this can be concluded that
these two geopolitics and geographic areas have
the highest level of insecurity. This comparison is
based on the incidents occurred from the early of
1998 to the end of 2018, it was carried out
through the zone by zone comparison (IMO's re-
ports), which emphasizes the significance of a
regional insecurity. The significant fluctuation can
be seen during the 20 years' period. Numerous
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incidents occurred in the South China Sea and the
Strait of Malacca made them the most dangerous
hotspot during two decades. From the infor-
mation referred to this study, it emerges that the
regions most affected during two decades were
international water and territorial sea, in particu-
lar, the Strait of Malacca and the South China Sea.

As it has already been illustrated in this arti-
cle, it is obvious the SCS and the Strait of Malacca
are endangered or threatened by the crimes of
piracy or armed robbery. The analyzed statistics
demonstrates that attacks in port areas were
more frequent in the South China Sea in compari-
son with the Strait of Malacca. The total number
of incidents of piracy and armed robbery against
ships, which occurred or were attempted in the
area 1 from 1998 to the end of 2018, was 17 inci-
dents and in the area 2, it was 2294 incidents.
That is why the Iranian strategy in the Persian
Gulf and the Strait of Hormuz could be used as a
successful pattern to ensure maritime security in
this strategic waterway. It can become an effec-
tive means to help another country to improve
their security situation in different maritime are-
as with Iranian support. From the point of view of
direct security, the number of reported events to
the GISIS (2294 incidents) shows clearly that two
regions of the South China Sea and the Strait of
Malacca are extremely insecure for the past two
decades. On the contrary, the reported incidents
(17 incidents) in the Persian Gulf region and the
Strait of Hormuz prove that these areas are very
safe and there is a safe transit through this area
free of fear and worry. Thus, it owed the extraor-
dinary qualities of statesmanship, intelligence,
and foresight that Iran's leadership has shown
since the 1978 Iran's Islamic revolution.
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Came to the Editorial Board 11 July 2019

MOXAMMA/ AJIU 30XYPUAH CTATUCTUYECKOE CPABHEHUE INTUPATCTBA

Y BOOPY>KEHHBIX OT'PABJIEHUI C AKIIEHTOM HA I02KHO-KUTAMCKOM MOPE -
ITPOJIMBE MAJIAKKA U INIEPCU/ICKOM 3AJIMBE - OPMY3CKOM ITPOJIUBE
MexxayHapo/iHble TOProBble MOTOKH BCerja OblJIM NpeJMeTOM IeONOoJUTUYECKUX PUCKOB U
KOHQIMKTOB. Ha pa3sHbIX 3Tanax NOCTaBOK TOProBJIs BCerja CTaJKUBAeTCS C NIPUCYIIUMHU el
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BbI30BaMU, BbI3BAHHBIMHU T'eONOJUTHYECKUMU peajisiMU Ha OlpejieIeHHbIX Mapuipytax. B
3TOM HCCJIeIOBAaHUU ObLIY YYTEHbI JJAHHBIE O MUPATCTBE U BOOPYKEHHBIX OTPabJIeHUSIX CY/10B
B COOTBETCTBUH C [J106a/1bHOM UHTETPUPOBAHHON HHPOPMAIMOHHON CUCTEMOM CYyZ0X0/ICTBA.
CTaTHCTHKa BKJIIOYaeT HHPOPMAIHMI0 00 UHI[MIeHTax 3a nepruoa Mexxay 1998 u 2018 rogamu
Ha pasJIMYHBIX TUMAX KopabJied B JBYX CTpaTernyeckux paioHax: H0xkHo-KuTalickom Mope
(FOKM) u nposinBe Manakka (paiioH 1); Opmy3ckom nposiuBe u I[lepcusickoM 3ajvBe (paiioH
2). CornacHo coobueHussiM GISIS, 6GOJBUIMHCTBO MHLUUAEHTOB mpousoiio B HxkHo-
KuTaiickoMm Mope u nposinBe Majiakka - 1684 1 610 ciy4aeB cooTBETCTBeHHO. M3-3a 60J1b1I0-
ro 3HayeHus1 kKak OpMy3CKOro NMpoJiMBa, TaK U MPoJuBa Masiakka, KOTOPbIE SIBJISIIOTCS BaX-
HEWUIMMH BOJAHBIMH NYTAMH MUPA, HEOOXOAMMO UMETh YETKYI0 KapTHHY CUTyalluu Ge3omnac-
HOCTH B 3TUX NIPOJINBAX.

JTo uccies0BaHUE MO3BOJINIIO: 1) BBIABUTH Pa3/inyve MeXay 6e30MacHOCThIO B IBYX YIIOMSI-
HYTBIX pailoHaxX; 2) npeACcTaBUTh UCTOYHUK UHGOPMALUU [1JIS UCCie/joBaTe el.

Kawueevle caoea: Ilepcudckuili 3aaus, Opmy3ckutli npoaus, npoaue Maaakka, HbcHo-
Kumatickoe mope, nupamcmeo u 800pyJiceHHble 02pab/aeHUsL.

MOXAMMA/ AJII 30XYPIAH CTATUCTUYHE IIOPIBHAHHA IIIPATCTBA

TA 36POMHUX IIOTPABYBAHbD 3 AKIIEHTOM HA HIBAEHHO-KHTAﬁCbKE
MOPE - [IPOTOKY MAJIAKKA TA IEPCBKY 3ATOKY - OPMY3CbKY IIPOTOKY
Mi>kHapoIHI TOProBesbHI IOTOKH 3aBXKAH OYJIM MPeIMEeTOM IreoNoJIITUYHNUX PU3UKIB i KOHJTi-
KTiB. Ha pi3HUX eTanax NoCTaBOK TOPTriBJIA 3aBX/AM CTUKAETbCS 3 TPUTAMaHHUMMU il BUKJIMKaMU,
CIPUYUHEHUMH TeOoNOoJiTUMHUMU peasisiMM Ha NMeBHUX MaplipyTax. ¥ LbOMY AOCJiKeHHI
OyJii BpaxoBaHi JjJaHi mpo mipaTcTBO Ta 30poiiHi norpabyBaHHs Cy/JeH BifinoBiaHo ao [y106a-
JIbHOI iHTerpoBaHol iHpopMariiiiHol cucTeMu cyfHomIaBcTBa. CTaTUCTHKA BK/IOYaE iHop-
Mallito mpo iHUUAEHTH 3a nepio Mixk 1998 Ta 2018 pokaMu Ha pi3HUX THUNAX KOpPabJIiB y [BOX
cTpaTeriunux paioHax: IliBgeHHo-KuTtaiicbke Mope (IIKM) i mpoTtoka Masakka (pation 1); Op-
My3CbKa MpoToKa Ta [lepcbka 3aToka (patoH 2). 3rigHo 3 noBigomMaeHHsamu GISIS, 6inpiricTs
iHnuaeHTiB cTasnocs B IliBaeHHO-KuTalicbkoMy Mopi Ta npoToui MaJsiakka -1684 Ta 610 BU-
naJKiB BignoBigHo. Yepes Besivke 3HaueHHS K OpMy3CbKOI IPOTOKH, TaK i NpoTOkKU MaJsak-
Ka, IKi € HAMBaXXJIMBIIIMMHU BOJHUMHU LJISIXaMH CBITY, HEOOXiJHO MaTH YiTKy KapTHHY CUTya-
1l mo/1o 6e3MneKy B UX MPOTOKAX.

e mocstimKeHHS A03BOJIUIIO: 1) BUSIBUTH BiAMiHHICTb MiXK 6€3MEKO0I0 Y ABOX 3TaZlaHUX paiio-
Hax; 2) IpeACTaBUTH JKepesio iHdopManii A5 JoCaiAHUKIB.

Kmwuosi caoea: Ilepcbka 3amoka, Opmyscbka npomoka, npomoka Manakka, IliedeHHo-
Kumalicbke mope, nipamcmao ma 36potiHi no2paby8aHHSI.
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