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Founder’s Letter
Beginning in 2010, the Oceans Beyond Piracy project has conducted annual estimates of the economic and human
costs of maritime piracy. As the chairman of One Earth Future, I am proud to deliver this year’s study, which marks
the first report to assess Southeast Asian piracy, in addition to piracy occurring in the Western Indian Ocean and the
Gulf of Guinea. Through our analyses, I have reached two conclusions about the state of maritime piracy.
As with any crime, motive, means, and opportunity must be present for piracy to occur. Alarmingly, we may be
seeing a reemergence of these, as more foreign fishing vessels return to areas close to the coast of Somalia frustrating coastal communities, and providing opportunity for the crime to occur. Alan Cole, head of UNODC’s
Global Maritime Crime Programme notes “these provocations are similar to those that triggered piracy off the coast
of Somalia in the first place. We are already seeing an upturn in regional piracy incidents since the beginning of the
year [2015].”
As with previous years, our report finds that only 2.5% of costs associated with piracy are devoted to finding a longterm solution through investments ashore. Suppression efforts appear to have reduced the risk of piracy, but have
done little to address root causes. Over 70% unemployment persists in Somalia, providing few economic alternatives
to young men with ample access to guns. A comprehensive solution must include investments in economic
development onshore as well as suppression at sea. It is unsustainable to fund primarily deterrence efforts while
neglecting to address the problem at its source.

Marcel Arsenault

Founder and Chairman, One Earth Future Foundation
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AUDITOR’S STATEMENT
BIMCO was again invited to carry out a review of the methodologies and the calculations of this year’s State of
Maritime Piracy report. We have found that the report continues to live up to its usual high standards and will
retain its respect and credibility among all stakeholders in government and the shipping industry alike. The report
constitutes an informed and constructive contribution to the counter-piracy debate.
It is clear to see that 2014 was a year of improvement in the Western Indian Ocean. Whilst attacks and hijackings
have seemingly been deterred and defeated, there is, however, still clear evidence that the conditions ashore that
create piracy have not changed substantially. The three legs of the deterrence milking stool, BMP, naval presence,
and armed guards, have clearly reduced the threat in the High Risk Area to one of lower risk. The continued use of
private armed guards onboard ships, though, should not be seen as an endorsement or institutionalization of the
practice by the shipping industry, or as a waiver of the fundamental obligations of flag states under UNCLOS.
As pirate attacks continue to decline it is of paramount importance that the international community does not
assume the fight is over, but continues to shift focus and resources to sustainable solutions that target the drivers
of piracy at their root source. The myriad of capacity-building and regional coordination efforts are insufficiently
developed to suggest that piracy has been eradicated to the extent that freedom of navigation can be assured
without the need for additional self-protection measures, the payment of additional insurance premiums, and a
naval presence.
Many of the lessons learned from Somali piracy continue to be taken forward, as and where they can, in dealing with
piracy problems in the Gulf of Guinea region, where seafarers are regularly confronted with violent kidnapping and
ransom. Here there seems to be a will to resolve the problems; the implementation of the essential solutions ashore,
however, continues to take far too long whilst the industry continues to pay an unfair and unreasonable cost towards
the protection it needs in order to trade. Without the continuing level of interest and commitment by both regional
and international actors in the pursuit of solutions, such as the Yaoundé agreement, then the problem will remain
unresolved.
This year for the first time, the report also includes a section on the human cost of piracy in Southeast Asia. The IMB
has suggested that, “There’s a risk that the attacks and violence could increase if left unabated.” In the region, 93%
of all attacks result in successful boarding of the victim vessel, significantly increasing the risk of direct, often violent,
interaction between pirates and seafarers. This is particularly true in incidents where pirates attack a vessel with
the goal of stealing its cargo and therefore need to stay on the vessel for a prolonged period of time. Worryingly,
incidents, boardings, and piracy successes are highest there of any of the three regions Oceans Beyond Piracy has
assessed in this year’s report.
The findings of the report once more highlight the importance of the continued focus of government and shipping
industry stakeholders on combating piracy. It illustrates a reduction in the overall costs, but at the same time draws
attention to the costs of capacity-building and their implementation. It is vital to change the conditions ashore that
create piracy in areas where it occurs, and the report highlights how expensive this exercise is.

Angus Frew
Secretary General, BIMCO
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Foreword by Admiral Sir James Burnell-Nugent KCB, CBE
When OBP released the first of its Cost of Maritime Piracy reports in 2011, Somali piracy was at its peak, yet the
magnitude of the impact on seafarers, local populations and the global economy was only beginning to be understood.
This 5th annual report by OBP on the cost of maritime piracy is the first ever assessment of the economic and human cost
of piracy in the three primary hotspots in the world. It shows that maritime piracy continues to be a threat to seafarers,
not only in the Western Indian Ocean, but also in the Gulf of Guinea and South East Asia.
This year’s analysis shows that in 2014 at least 5,000 seafarers were on board vessels attacked by criminals at sea,
of which more than 1,000 were exposed to physical or psychological violence. 476 were held in captivity for some
period of time, and 7 were killed. Some of these hostages have been held and tortured for over four years. This is an
unacceptable level of violence that would not be tolerated if land or air routes were under similar threat - and it must
not be tolerated at sea.
Although this report shows that the economic cost of Somali piracy may be down, the recent attacks on foreign fishing
vessels and dhows in Somali waters show patterns similar to those that helped Somali piracy emerge ten years ago.
However, because reporting is subject to restrictive criteria, these attacks on dhows are not normally included in official
reporting and may hide a development that the reduced cost is masking – namely that Somali pirates still possess the
means and capability – and are waiting for opportunities to strike. Stakeholders must act together and now to prevent a
premature diminution of counter-piracy efforts.
The report also reveals disturbing piracy and armed robbery statistics from the Gulf of Guinea and South East Asia
that show substantial dangers in shipping lanes and an unacceptable level of violence against seafarers. It is clear
that the piracy business model in each of these regions must be addressed by a tailored response. As an example, the
value of bringing together representatives from governments, industry and civil society to address the threat has been
demonstrated by the success of the Contact Group on Piracy off the Coast of Somalia (CGPCS).
An important project to capture the lessons learned from this Contact Group is currently under way, and, while other
regions have different contexts than the Western Indian Ocean, lessons should be shared across. Early lessons identified
include the need to maintain coordination across stakeholders, and increased regional leadership on capacity building,
prosecutions, incarceration, and maritime law enforcement. Stakeholders have also come to realize the value of trusted
reporting, timely warnings, and open communication channels (collectively known as Maritime Situational Awareness)
backed by a credible constabulary response.
Therefore, a continued commitment from governments, the maritime industry and civil society is needed to address the
persistent scourge of piracy and maritime crime across the globe. This, by now well developed, shared approach, is a
model for what can be accomplished and could have a positive effect in addressing other crimes and threats at sea.
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Preface
Our 2014 report is the fifth in a series by Oceans Beyond Piracy, which annually seeks to assess the cost of maritime
piracy—both economic and human—to the international community. As in the past, we have restricted our analysis to
specific regions. In keeping with previous reports, Somali piracy off the Horn of Africa is one area of focus; following its
introduction in last year’s assessment, we again consider piracy in the Gulf of Guinea as well. New this year is an analysis
of the human cost of piracy in Southeast Asia.1 Despite these recent expansions, this report should not be taken as a
global assessment of maritime piracy, but rather as a serious effort to assess the impact of this violent crime in some of
the most affected regions.
Structure of the Report
This year’s report is broken into four sections. The first is an assessment of piracy in the Western Indian Ocean, starting
with an analysis of the economic costs, and followed by the human costs. The second section focuses on West African
piracy, beginning with the economic costs analysis; the human costs follow. The third section is a brief overview of piracy
in Southeast Asia, primarily assessing the human costs. With almost 17% of seafarers being directly attacked during a
piracy incident and many more experiencing exponentially elevated levels of stress during transits in high-risk areas, the
final section of this report showcases the first results of a long-term study attempting to measure the lasting impact of
piracy on seafarers and understand their road to recovery. All appendices mentioned in the report are attached, or are
available in the electronic version of our report, which is on our website at: http://oceansbeyondpiracy.org/obp-reports.
Definitions Used in this Report
Following the reporting structures defined by major piracy reporting centers, the OBP dataset breaks pirate activity
into: (1) type of incident (suspicious activity, failed boarding, successful boarding); (2) type of attack activity (robbery,
oil siphoning, vessel hijacking, use of vessel as a mothership); (3) type of hostages (hostages kidnapped for ransom,
detained hostages, long-term hostages); and (4) area where the attack occurred according to the delimitation of the
waters. Each of these categories is further defined below.
(1) Types of Incidents
•

Suspicious activity – Where a vessel reported a close encounter with or direct approach from another vessel,
typically a dhow or skiff, that felt threatening in nature, as determined by the vessel master, due to the actions of
the approaching vessel or from the observation of weapons, although the approaching vessel may not have actually
made any overtly hostile action.

•

Failed boarding – An attack by pirates where a boarding of a vessel was attempted, but failed.

•

Successful boarding – Where pirates have successfully boarded a vessel, even if they were not successful in achieving
their ultimate goal of robbery, oil siphoning, hijacking, or kidnapping.

(2) Types of Attack Activity
•

Robbery – Theft of any items from a vessel, except for oil, including ship stores, equipment, the crew’s personal
effects, cargo, etc., by armed or unarmed pirates. The crew may or may not have any direct contact with the
criminals in these instances.

•

Cargo theft – Theft of oil products from a vessel, whether crude or refined. Theft of palm oil is also included in this
category.

•

Vessel hijacking – Where pirates take control of a vessel, either directly or by using coercive measures to force the
crew to direct the vessel to the pirates’ desired location, for any period of time.

•

Use of vessel as a mothership – Where pirates take control of a vessel, either directly or by using coercive measures
and force the crew to act, and use the vessel as the lead vessel in a pirate attack against another vessel.

1

For precise definitions of the various areas of interest discussed within this report, please see Appendix A.
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(3) Types of Hostages
•

Hostages kidnapped for ransom – Seafarers who have been taken off of a vessel by pirates for the purpose of
ransoming them. Abducted hostages may be taken to land or transferred to another vessel in order for pirates to
demand a ransom.

•

Detained hostages – Seafarers who are not captured for the purpose of ransom, but are held aboard a vessel under
the control of pirates for a period of time while pirates rob the vessel, siphon oil, or use the vessel for personal ends
such as use as a mothership from which to stage further attacks.

•

Long-term hostages – Seafarers who have been or are being held hostage for a very long period of time, usually over
a year.

(4) Terms of Delimitation
•

Territorial sea – This is the area of the sea off a country’s coast over which the country claims absolute sovereignty,
consistent with the rights and obligations of sovereignty applicable to that country’s territory. A country must
officially claim its territorial sea to be entitled to its sovereignty rights and is permitted to claim up to 12 nautical
miles off its shore (or internal and/or archipelagic waters), although some countries claim a larger area.2

•

Exclusive Economic Zone (EEZ) – This is the area of the sea off a country’s coast over which a country has sovereign
rights over natural resources, economic exploration and exploitation, and the establishment of artificial installations
and structures. The EEZ is considered to be the “high seas” for purposes of piracy and the right of hot pursuit.
A country must officially claim its EEZ to be entitled to its sovereignty rights and is permitted to claim up to 200
nautical miles off its shore (or internal and/or archipelagic waters), although some countries attempt to claim a larger
area.3

•

Archipelagic waters – These are the waters between land considered an archipelago - whether constituting an entire
country or a portion thereof, which is a group of islands - which are so closely interrelated that they form an intrinsic
geographical, economic, and political entity, or which historically have been regarded as such. These waters are
usually considered internal or territorial waters of the country claiming the archipelago.4

•

Open waters – These are waters which cannot be properly considered to be either territorial waters of a particular
country, an EEZ, or the high seas due to the area’s status being disputed by two or more countries. As such, to avoid
referring to these areas under a term which is disputed, OBP will simply refer to them as “open waters.”

Definition of Piracy as Used in this Report
The term “piracy” is used in this report in a colloquial manner, as opposed to a technically legal one, unless use of the
proper legal term is necessary in order to discuss legal or reporting implications. This is due to the fact that the definition
of piracy, as traditionally defined by the United Nations Convention on the Law of the Sea (UNCLOS), is a very narrow
one. Many of the attacks counted and discussed within this report are in fact “armed robbery” at sea, or a related form
of maritime crime, because they occurred within the territorial waters of a coastal state. The technical definitions for
both piracy and armed robbery are provided below, but this report will utilize the term “piracy” beyond the definition
articulated in UNCLOS.
2

“United Nations Convention on the Law of the Sea,” 10 December 1982, United Nations Treaty Series 1833, p. 3 (1982), Article 3 (UNCLOS).

3

UNCLOS, Articles 55–57.

4

UNCLOS, Articles 46–54.
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Piracy: UNCLOS, Article 101, requires that an act of piracy meet all the following criteria:
That the attack:
1) Involved either:
a. Illegal acts of violence or detention,
b. Voluntary participation in the operation of a ship or of an aircraft with knowledge of facts making it a
pirate ship or aircraft, or
c. The act of inciting or of intentionally facilitating an illegal act of violence or detention, or voluntary
participation in the operation of a ship used for piracy;
2) Was committed for private ends;
3) Was committed by the crew or passengers of a private ship; and,
4) Occurred on the high seas or outside the jurisdiction of any State (meaning more than 12 nm from a country’s shoreline).5
Armed robbery against ships: The International Maritime Organization’s (IMO) Resolution A.1025(26)6 defines
armed robbery against ships as the following:
Any act which:
1) Includes any illegal act of violence or detention or any act of depredation, or threat thereof, as well as an act
inciting or intentionally facilitating such illegal acts;
2) Was not an act of piracy as defined under UNCLOS;
3) Was committed for private ends; and,
4)

Occurred within a State’s internal waters, archipelagic waters, or territorial sea (12 nm).

Ultimately, the only distinction between these two definitions is where the act occurred. While this distinction has
important considerations for the legal structure governing the crime and the institutions implicated in responding, in
considering the costs calculated in this report, this distinction is less relevant.
Regional Focus of this Report
This report is not a global assessment of the impact of maritime piracy. However, it does focus on the three regions
most affected by this problem: the Western Indian Ocean Region, the Gulf of Guinea, and Southeast Asia. While the
threat in the Western Indian Ocean remains primarily off the coast of Somalia, there are other piracy hotspots occurring around the Arabian Sea and Persian Peninsula. OBP defines a large Area of Interst in West Africa as bounded by
Guinea-Bissau in the north and Angola in the south. However, the majority of incidents remain focused in the Gulf of
Guinea. See Appendix A for detailed information on how our areas of interest are defined.
Southeast Asia is introduced as a new region for OBP in this year’s report. OBP’s Area of Interest is designed to
ensure a comprehensive understanding of the issues facing seafarers and vessels in the region. Southeast Asia is a
very large area; Indonesia alone is over 2,800 nm long. By comparison, the east coast of Africa from the Horn to the
Cape is 3,300 nm long. A massive amount of vessel traffic flows through the region, as demonstrated by AIS data
indicating that over 4,000 ships can be in the Malacca and Singapore Straits at a given time. Somali pirates operated
within nearly the entire Western Indian Ocean region at their height, an area of nearly 4 million square nm. The area
of interest in Southeast Asia is nearly as large, around 3.5 million square nm. Unlike Somali piracy, which occurred
almost entirely in international waters, Southeast Asian piracy involves the territorial seas, archipelagic waters, and
Exclusive Economic Zones of at least nine different Southeast Asian states. Part of the difficulty related to reporting
5

UNCLOS, Article 101(1)(a) (emphasis added).

6

“Code of Practice for the Investigation of Crimes of Piracy and Armed Robbery Against Ships,” IMO, Res. A.1025(26), 18 January, 2010,
available at http://www.imo.org/OurWork/Security/PiracyArmedRobbery/Guidance/Documents/A.1025.pdf.
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the scope of Southeast Asian piracy is simply the size of the area considered. While the majority of attacks occur near the
Singapore Strait, it is by no means isolated to that locale. For the purposes of this report, OBP’s SE Asia Area of Interest is
bounded by 21°30’N, 94°15’E; 10°S, 94°15’E; 21°30’N, 141°E; 10°S 141°E, excluding the EEZs of Myanmar and Taiwan.
Data Sources and Methods
One of the primary challenges in creating this report is gathering all the relevant data. At the core of this effort is our
piracy incident database, where we compile all available information about hijackings, boardings, attempted attacks,
suspicious approaches, and so on. This information—for example, the name of the targeted ship, the type of incident,
or injuries to the crew—is drawn from a variety of sources: counter-piracy naval operations, monitoring organizations,
local newspapers, other media reports, as well as internet and LexisNexis searches. Please see Appendix L for a detailed
discussion of the incident database.
Another crucial component of the report is the number of transits in various regions of interest. These figures were
calculated using the statistical software R to analyze AIS data purchased from exactEarth. In West Africa we also utilized
port-visit data purchased from Vesseltracker, as well as AIS observations made using the exactEarth ShipView software
tool. For more information about AIS and transits, please see Appendix H.
Last, we also reached out to a variety of experts, including insurers, trade bodies, journalists, flag states, etc., in order to
solicit information, vet methodology, and verify early findings. The official auditor of the report was BIMCO. Please see
the Acknowledgements section for a full list of our contributing partners.
In keeping with its predecessors, this report limits its economic analysis to first-order, direct costs - actual expenditures
explicitly attributable to piracy. In other words, we consider only additional expenses to maritime stakeholders that they
would not have incurred in the absence of piracy. Of course, one party’s cost is another’s revenue. However, income generated through maritime piracy remains beyond the scope of the report.
Our research was extensive, but neither perfect nor conclusive: we were not able to acquire authoritative information
about every relevant topic or business practice. As such, throughout the report our calculations employ conservative
estimates and low-end figures in order to avoid overstating the cost of piracy. Additionally, we ascribe no cost to those
items about which we could not find credible data. While only essential findings are reported within the main text, most
sections are accompanied by an appendix detailing the methodology, figures, and calculations that appear in the report
itself.
As always, this report represents a good-faith effort by Oceans Beyond Piracy to estimate the scope and impact of
maritime piracy on the maritime community and its associated stakeholders, despite the acknowledged informational
barriers and deficiencies. This latest iteration reflects the comments and criticisms elicited by its predecessors, and we
anticipate that the feedback to this year’s report will again help us to revisit and refine our methodology. We welcome
such engagement, and encourage interested parties to contact our organization via one of the means listed on the title
page of this document.
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WESTERN INDIAN OCEAN REGION: OVERVIEW

THE STATE OF MARITIME PIRACY
IN THE WESTERN INDIAN OCEAN REGION
OVERVIEW

ECONOMIC COST KEY FINDINGS:

• International navy coalition mandates remain unchanged, but fewer assets have been committed to the missions.
• The International Bargaining Forum’s High Risk Area was adjusted in mid-2014, reducing the estimated number of
transits - and therefore seafarers - eligible for hazard pay by 50%.
• Industry Best Management Practices (BMP), the defined High Risk Area (HRA) and the Joint War Committee (JWC) Listed
Area for war risk insurance have not changed since 2012, but re-routing and observed speeds continue to decline and
insurance premiums have dropped steadily since the height of the piracy crisis.
• Percentage of vessels employing armed guards remained stable, but teams are getting smaller and more diverse due
to cost pressures.

HUMAN COST KEY FINDINGS:

• Accounts from released hostages in 2014 (11 hostages from MV Albedo held for 1,288 days & 7 hostages from MV
Asphalt Venture held for 1,492 days) revealed the full extent of torture and mistreatment inflicted on seafarers.
• 26 hostages (all taken from FV Naham 3 - hijacked 26 March 2012) remain at very high risk due to poor conditions
of confinement ashore and slow negotiations.

PIRATE ACTIVITY KEY FINDINGS:

• Reports of “Suspicious Activity” are still common, accounting for 87% of all reported pirate activity in the Western
Indian Ocean Region (WIOR); they are often classified as “False Alarms” by reporting centers.
• Restrictive reporting definitions and frameworks could mask important warning indicators and precursors.
• Incident reports for regional vessels are unreliable due to intimidation and lack of local reporting agencies.
©2015

1

WESTERN INDIAN OCEAN REGION: OVERVIEW

THE STATE OF MARITIME PIRACY 2014

ECONOMIC COST BREAKDOWN:

HUMAN COST BREAKDOWN:

PIRATE ACTIVITY BREAKDOWN:
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WESTERN INDIAN OCEAN REGION: OVERVIEW

OBP’s dataset indicates a total of 142 incidents attributed to pirate activity in 2014 (see Pirate Activity Breakdown on
previous page). 13% (18 out of 142) have been classified as attacks, 2 of which resulted in successful hijacking of dhows.
The first of these 2 incidents was an early January attack on the Indian dhow Shane Hind, in which 11 Indian seafarers
were hijacked off the eastern Somali coast at the mouth of the Gulf of Aden and held captive while their dhow was used
as a mothership. The second was the May 22nd attack on the dhow Mesouth, in which one crewmember was killed and
the vessel robbed. Another notable incident included in the 18 attacks involved the Marshall Islands-flagged tanker, Nave
Atropos, which came under attack by pirates aboard Shane Hind, who engaged in a firefight with the embarked PCASP.
Shane Hind was later intercepted by the French naval vessel Siroco and the Indian seafarers were released. The five Somalis
involved in the incident were arrested.
The remaining 124 out of 142 (87%) incidents compiled by OBP were categorized as “suspicious activity” after
verification by at least two sources.  It is important to note that reporting centers often neglect to classify these incidents
as piracy-related since they fail to meet individually established verification standards or reporting criteria.  While there
are conflicting interpretations of the veracity of these incidents, the fact that they occurred at sea, and away from
investigating agencies, makes it difficult to conclusively rule out piracy or armed robbery.  The fact that these incidents
are being frequently reported  indicates that seafarers operating in the Gulf of Aden continue to consider piracy a real
and present concern during transits. These incidents are also representative of the anxiety felt on the part of the ships’ crews,
which is significant when considering the human costs historically associated with piracy in the Western Indian Ocean.
OBP estimates that the cost of suppressing piracy has dropped by two-thirds since our initial calculations for 2010, at the
height of the crisis.  Much of the cost savings have been due to economic efficiencies developed over time. However, if
investment in suppression efforts dips below a level at which piracy deterrence can be maintained, there is concern that
a substantial investment would be required to re-establish the same level of deterrence.
The human cost of piracy has fallen precipitously since the height of the crisis according to OBP calculations.  At
the worst point, over 600 seafarers were being held off the Somali coast under conditions of torture and extreme
mistreatment.  While the current threat of physical and psychological abuse is still too high, a resurgence of piracy would
likely cause a marked increase in danger to seafarers.

Economic Cost of Piracy in
the Western Indian Ocean
Region (2010-2014)

Human Cost of Piracy in
the Western Indian Ocean
Region (2010-2014)
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THE ECONOMIC COST OF MARITIME PIRACY
IN THE WESTERN INDIAN OCEAN
Total Cost Estimates

Low

High

Industry-Employed Vessel Protection Measures

$1,192,516,000

$1,284,558,000

Armed Guards

$598,177,000

$683,631,000

Security Equipment

$3,170,000

$9,758,000

Increased Speed

$575,906,000

$575,906,000

Rerouting

$15,263,000

$15,263,000

Other Industry Costs

$175,144,000

$175,144,000

Insurance

$103,494,000

$103,494,000

Labor

$71,650,000

$71,650,000

Government and Civil Society Costs

$804,825,000

$805,625,000

Military Operations

$741,336,000

$741,336,000

Ransoms and Associated Payments

$200,000

$1,000,000

Prosecutions and Imprisonment

$6,284,000

$6,284,000

Counter-Piracy Organizations

$57,005,000

$57,005,000

Total:

$2,172,485,000

$2,265,327,000

COST OF INDUSTRY-EMPLOYED VESSEL PROTECTION MEASURES
(Guards, Security Equipment, Increased Speeds, and Rerouting)

$1,192,516,000 - $1,284,558,000
Merchant ships possess a number of options to defend against pirate attacks. These include defense measures such as
barbed wire, armed guards, and efforts to avoid an approach by pirates, such as increased speeds and rerouting to avoid
areas where pirate action groups have been active. These measures are expensive, costing the shipping industry as much
as $1.3 billion in 2014. Private security costs dropped by 22% in 2014, due to a shift away from all-British teams and
toward smaller, multinational Privately Contracted Armed Security Personnel (PCASP) teams. Additionally, the number of
vessels using increased speeds to deter pirates has dropped by 10% for cargo vessels and 6% for tankers. We also noted
that while some rerouting occurs along the route between the Persian Gulf and Southern India, no measurable rerouting
occurs along the route between the Gulf of Aden and Southern India. Continued use of increased speed and rerouting,
security measures over which crews have some measure of control, indicates that those closest to the risk posed by
piracy still feel threatened.

4
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Total Cost of Armed Guards
$598 to $684 Million
Key Findings:
•

Armed guard costs are estimated to be between $598,177,000 and $683,631,000.

•

Armed guard usage remained at 35% to 40% of vessels in the HRA.

•

Declining cost is attributable to increased use of multinational teams and greater use of three-man teams
over four-man teams.

Best Management Practices 4 (BMP4)

BMP4 leaves the decision to hire armed guards to the individual ship owners or operators, but states that armed
guards should be part of a set of layered security measures and that they are not a substitute for the fundamental
BMP4 requirements.

As described in previous OBP reports, the use of armed guards is a widely employed method for protecting vessels
against pirates in the WIOR. Though comprehensive market data does not exist, OBP was granted access to a detailed
dataset on the use of PCASP in 2014 that was provided by a major flag state and analyzed by Dirk Siebels.1 Our research,
in combination with Siebels’ data and interviews with experts from the maritime security industry, demonstrates that
although the number of vessels using armed guards while transiting the WIOR was stable or even slightly higher than in
2013, the total cost of employing armed guards fell 22% in 2014 to between $598 million and $684 million.
Throughout 2014, several media stories referred to the increased competition and cost pressures facing Private
Maritime Security Companies (PMSCs) in the WIOR. Publicly available estimates indicate that the average cost per
transit decreased by 28% in 2014.2 Siebels’ analysis reveals two trends that may have contributed to lower rates for
armed security teams: a shift
away from the use of allFigure 1: PCASP Team Size
Western, predominantly allBritish, teams, toward more
multinational teams, and an
increase in the use of three-man
teams compared to four-man
teams, as shown in Figures 1
and 2.
Figure 2 illustrates a trend
towards the use of three-man
teams over four-man teams from
1

Dirk Siebels is a PhD Candidate at the University of Greenwich in London. The data discussed above are based on requests made by ship
operators for permission from the flag state for a PCASP team to be embarked on one of their ships while transiting through the Indian Ocean
High Risk Area (HRA). Upon receipt of such a request, the flag state issues a Letter of Non-Objection (LONO) allowing the owner to embark a
PCASP team for that transit. In 2014, more than 2,000 LONOs were issued for the BMP4 HRA. For this section, data from four months (March,
June, September, and December) and 677 individual transits was analyzed in detail. The study behind the data set was facilitated by SAMI. For
detailed information about the data, please contact Dirk Siebels at d.siebels@greenwich.ac.uk.

2

“Some Private Security Companies are as Risky as Pirates,” Lloyd’s List, 21 August 2014, http://www.lss-sapu.com/index.php/piracynews/
view/1614; “Balancing Security Costs & Quality,” SAMI, 12 November 2014, http://www.seasecurity.org/mediacentre/balancing-securitycosts-quality/?dm_i=1AJX,2WRQX,6YUFL5,APUBI,1; Keith Wallis, “Maritime Guns for Hire Adapt to Changes in Sea Piracy,” Reuters, 3
December 2014, http://www.reuters.com/article/2014/12/03/us-piracy-shipping-guards-idUSKCN0JH2HC20141203.
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2013 to 2014, with their usage rate reaching parity in December 2014. The weighted average of the four months in 2014
analyzed here (March, June, September, and December) indicates that 46% of transits used teams of three armed guards
and 53.5% used four-man teams. Transits using teams of two or five guards made up less than 0.5% of the total in 2014.
Another likely driver behind the lower per-transit cost of armed guard teams in 2014 was the continued shift away from
teams composed of British guards toward the use of mixed-nationality teams, or wholly non-British teams, which are
generally cheaper.

Figure 2: PCASP Team Nationalities

Dirk Siebels, who provided OBP with the team composition data, explains these observations:
Over the course of 2014, there has been a clear trend to teams with three rather than four armed guards.
Moreover, where we have seen security personnel from the UK dominating the market in the past, that is no longer
the case. There are still a lot of British guards but other nations are catching up fast, most notably Greece and India.
This development can partly be linked to the general structure of the shipping industry, yet ship operators are also
keen to employ more guards from various – perceived – low-cost countries. While the nationality alone does not
say anything about the training levels of individual guards, smaller teams and more guards from outside the UK are
important indicators for the financial pressures the private security industry has to work under.

Our methodology for calculating costs associated with PCASP teams has not changed significantly from last year’s report.
Based on conversations with industry experts, we estimate that 35% to 40% of all transits through the BMP4 High Risk
Area (HRA) carried PCASP. Public estimates of the decrease in the cost of armed guard transits in 2014 ranged between
28% and 50%. Based on these figures we conservatively estimate a 30% drop in the per-transit cost compared to the
estimate in last year’s State of Maritime Piracy report. As can be seen in Table 1, this leads to an estimated cost of armed
guards in the BMP4 HRA of between $598 million and $684 million in 2014.

Table 1: Cost of Armed Guards in the BMP4 HRA
Lower Bound

Upper Bound

Number of transits

72,600

72,600

Estimated Use

35%

40%

Number of transits with PCASPs

25, 410

29,040

Number with 3-person teams (est. at 46%)

11,689

13,358

Number with 4-person teams (est. at 54%)

13,721

15,682

Cost for 3-person teams at average of $19,950/team

$233,187,570

$266,500,080

Cost for 4-person teams at average of $26,000/team

$364,989,240

$417,130,560

Total Cost

$598,177,000

$683,631,000
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Total Cost of Security Equipment
$3.1 to $9.8 Million
Key Findings:
•

2014 saw an estimated $3,170,000 to $9,758,000 in sustainment costs related to replacing or refitting vessels
with sandbags, razor wire, and warning signs.

•

Existing merchant vessels operating in the WIOR are likely to have installed Ship Protection Measures (SPMs)
within the past 8 years, resulting in negligible outfitting costs.

Best Management Practices 4—Ship Protection Measures

BMP4 lays out a set of suggested planning and operational practices for ship operators and masters transiting the
BMP4 HRA. The document outlines three Fundamental Requirements:
1) Register at the Maritime Security Centre—Horn of Africa (MSCHOA),
2) Report to United Kingdom Marine Trade Operations (UKMTO), and
3) Implement Self-Protection Measures (SPMs) such as watch-keeping and enhanced vigilance, enhanced bridge
protection, physical barriers (for example razor or barbed wire, electrified barriers), water spray and foam
monitors, and citadels.
BMP 4 recommends that all transiting vessels register with MSCHOA and report to UKMTO. However, the number
and type of SPMs a vessel should implement will vary from ship to ship, and should be based on an individual
risk assessment, taking into account the route, height of freeboard, and any other factors which might affect the
vessel’s individual risk profile.

Table 2: Cost of Purchasing/Implementing SPMs3
Type of SPM

Unit Cost

Units Per Ship

Estimated SPM
Lifespan

Total Cost Per Vessel

Registering and reporting
with MSCHOA/UKMTO

$0

N/A

N/A

$0

Razor Wire

$4/meter

550-1,500 meters (single to
triple layers)

2 years

$2,200-$6,000

Sandbags

$1/bag

550

6-12 months

$550

Warning Signs

$140/sign

3

1-2 years

$420

45

Given that Somali pirates have posed a threat to major shipping routes since 2008, OBP estimates that, at their
discretion, ship owners have outfitted the existing vessels within their fleets with SPMs prior to 2014. As a result, we
estimate the cost of acquiring new security equipment to outfit vessels in 2014 was negligible. However, given that
3

In past reports, we have listed long-range acoustic devices (LRADs), electrified barriers, and specialized water/foam monitors. However, as
these are less commonly used (according to a major producer, the cost of an LRAD counter-piracy system ranges from $65,000–$75,000
depending on the acoustic device models, and over 65 vessels have been outfitted by this company), we have decided not to include them in
our list of SPMs for this year’s report, as they are not likely to make up a significant percentage of estimated SPM costs for 2014.

4

This is based on the available online wholesale price of $3.55 per meter of galvanized concertina razor wire and an average vessel length of
230 meters and width of 35 meters, which is equal to 530 meters of razor wire to cover the entire exterior of the vessel.

5

The estimated number of sandbags is based on a reasonable estimation of sandbags required to construct three PCASP firing positions.
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the types of passive defense measures that suffer most from exposure to the elements, such as sandbags and razor
wire, will need to be replaced on occasion, these are the only SPMs for which we have calculated a replacement. The
cost of refitting vessels and replacing corroded or damaged passive SPMs was assessed to be between $3,170,000 and
$9,758,000 for 2014.6

Total Cost of Increased Speeds
$575.9 Million

One of the most
effective ways to defeat
a pirate attack is by using
speed to try to outrun the
attackers and/or make
it difficult to board.7

Key Findings:
•

The number of cargo vessels using increased speeds in the WIOR decreased by 10%, while the number of
tankers using increased speeds decreased by 6%.

•

Increased speed remains a significant way to avoid pirate attacks. The cost of increased speeds for 2014 was
$575,906,000.

7

Using increased speeds to deter pirate attacks has proven to be effective. However, this tactic is not without economic
consequence, as increased fuel consumption significantly increases costs. Statistical analysis of 2014 vessel traffic
indicates that vessels transiting the WIOR increased costs by traveling at higher than average speeds while transiting the
BMP4 HRA.
Our approach for calculating increased fuel costs uses equations that calculate fuel consumption as a function of speed,
thereby permitting us to compare the fuel usage of ships sailing within the WIOR to that of vessels steaming in areas not
similarly threatened. We attribute an increase in steaming speed by vessels within the WIOR to the continued threat of
being attacked by pirates, and the resulting increase in fuel consumption is counted as a cost of piracy. A more in-depth
discussion of the methodology can be found in Appendix C.
The following table lists the various vessel speeds used in our calculations. The observed global average speed for each
length-category of vessel is used as a proxy for the “optimum” speed that vessels would utilize in the absence of a
piracy threat. To exclude ships traveling slightly above this baseline speed for reasons other than piracy, we introduced
“threshold” values. Only ships traveling above the observed global speed by a certain minimum amount–the thresholds–
were considered to be definitively increasing speed due to piracy.

6

This number was derived by estimating the total number of individual vessels operating within the WIOR, which was between 7,000 and 5,000
in a year. These estimates are found by dividing the 71,000 transits from 2014 by an average annual transit per vessel, which was between 10
and 15. We retained the 2013 estimated rate of use for razor wire and sandbags at 80% and assumed that 25% of these would need to refit in
2014.

7

Witherby Seamanship Intl., BMP4: Best Management Practices for Protection against Somalia Based Piracy, Version 4 (Edinburgh: Witherby
Publishing Group Ltd., 2011), 7, http://www.mschoa.org/docs/public-documents/bmp4-low-res_sept_5_2011.pdf.
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Table 3: Vessel Speed by Vessel Type and Length
120m-200m Vessel Length 200m-300m Vessel Length

300m+ Vessel Length

(all speeds in knots)

Cargo

Tanker

Cargo

Tanker

Cargo

Tanker

Observed Global Average Speed

12.94

12.77

13.21

13.09

14.88

12.41

Increased Speed Buffer

0.50

0.50

0.75

0.75

1.00

1.00

Increased Speed Threshold

13.44

13.27

13.96

13.84

15.88

13.41

Figure 3: Percentage of Vessels Speeding by Group
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Our calculations show a decrease in the percentage of vessels traveling in excess of observed average speeds for
both vessel archetypes: from 64% to 54% for cargo and from 66% to 60% for tankers.8 The data indicate that a slight
majority of commercial vessels continue to increase their speed during transits of the WIOR as one of the counter-piracy
recommendations of BMP4. This analysis yielded an estimated total cost of $575,906,000.9

Table 4: Fuel Cost Calculations
120m-200m Vessel Length

200m-300m Vessel Length

300+m Vessel Length

Cargo

Tanker

Cargo

Tanker

Cargo

Tanker

Average Daily Number of Vessels

82

29

51

44

25

7

Fraction of Vessels Steaming at
Increased Speed

49%

69%

64%

53%

37%

35%

Estimated Daily Number of Vessels
with Increased Speed

41

20

33

23

9

3

Average Daily Excess Fuel Use (Tons) 451

74

1312

448

517

89

Average Daily Excess Fuel Cost, Total $246,157

$40,154

$716,382

$244,386

$282,091

$48,655

$89,200,771

$102,963,143

$17,758,953

Estimated Annual Excess Fuel Cost

$89,847,201 $14,656,041 $261,479,579

Estimated Total Annual Excess Fuel
Costs, Cargo and Tankers

$575,906,000

8

These percentages differ from those published in the State of Maritime Piracy 2013 report and are the result of applying the same
methodology, including vessel type and length-optimal speed variations, to both the 2013 and 2014 AIS datasets.

9

This cost estimate, when compared to its 2013 equivalent, indicates a drop of $396,700,000 in additional fuel costs due to piracy. Most of these
cost savings appear to have been realized due to a change in behavior by the largest category of both tankers and cargo vessels examined in
this analysis.
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Total Cost of Rerouting
$17.9 Million

Key Findings:
•

No measurable costs from rerouting along the Gulf of Aden to Southern India route were incurred in 2014.

•

Rerouting along the Persian Gulf to South India route cost roughly $15,263,000 in 2014.

As documented in previous reports, when the threat from piracy was at its peak, many vessels transiting the WIOR
attempted to reduce their exposure to the threat through the implementation of extensive rerouting practices. These
practices included rounding the Cape of Good Hope to the south or hugging the coasts of the Indian subcontinent and
Arabian Peninsula to the north. Taking these alternate routes increases the chance of avoiding known areas of pirate
activity, but generally results in higher costs due to longer travel times, greater distances, and the accompanying increase
in fuel expenditure.
Route: Gulf of Aden–Southern India
Rerouting draws traffic away from the traditional, direct shipping lane between the
southern tip of India and the Gulf of Aden. By comparing recent shipping behavior
with baseline traffic patterns predating the rise of Somali piracy, we can estimate
the current level of rerouting, and the corresponding costs. Details of this process
are described in Appendix D, but it is important to note that we compare relative
traffic flows across various routes, rather than absolute vessel numbers, in order to
account for year-to-year fluctuations in overall shipping traffic.
Our analysis indicates that in 2014, any such rerouting from the direct route
across the WIOR was minimal and economically insignificant. Strong traffic flows
along the more direct route, even in excess of the baseline, suggest that, broadly
speaking, ship owners did not decide that traveling up to an additional 600nm
in an attempt to avoid pirates was worthwhile. Accordingly, we estimate that
rerouting along the Gulf of Aden to South India route did not represent any
additional piracy-related costs for 2014.

Figure 4: Rerouting along the Gulf of Aden
to South India route

Route: Persian Gulf–Southern India
Observation of 2014 Automatic Identification System (AIS) data indicated that
vessels steaming between the Persian Gulf and South India do so at slower
speeds and in greater numbers along a route following the curve of the coastline
than those traveling along the most direct route. These two routes are depicted
in Figure 5. The disparity in average speed between these two routes indicates
that vessels are modifying their behavior due to the threat of piracy.
This rerouting behavior is most prominent among tankers. Tanker ships, and in
particular those fully laden with petroleum product, have a lower freeboard and
less maneuverability on average than cargo vessels. These factors make them

10

Figure 5: Persian Gulf to Southern
India route
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more vulnerable and attractive targets to pirates
and, as a result, they are more likely to modify their
behavior in order to avoid the threat of piracy. Our
analysis of AIS data indicates that tankers appear to
be rerouting slightly to stay closer to the coastlines
of India and Pakistan, with the twofold objective
of staying farther from piracy hotspots and closer
to where coastguards could provide help on short
notice.

Figure 6: Traffic patterns for both NW- and SE-heading transits demonstrate
that slower vessels hug the coastline, avoiding the more direct route.

Rerouting along the coast, as opposed to taking the
more direct route, increases the length of a transit
by only about 100nm.10 However, vessels traveling
along the direct route do so at higher average
speeds, thereby incurring higher fuel costs despite
the shorter distance traveled.

We assess that increased speeds and rerouting behavior observed among vessels transiting along this route are
attributable to the threat of piracy. As a result we can estimate the costs vessels incur using these behaviors as the
difference between the cost of their current practices and the cost of traveling at optimal speeds along the shortest
route. Our estimates conclude that the per-transit cost due to piracy ranges from $3,700 for cargo to $5,300 for tankers
currently engaged in rerouting. The methodology behind these calculations is found in Appendix H.

Table 5: Additional Fuel Costs Per Vessel Due to Rerouting
Cargo (120-200m Length)

Tanker (120-200m Length)

Direct
Route

Circuitous
Route

Direct Route,
Optimal Speed

Direct
Route

Circuitous
Route

Direct Route,
Optimal Speed

Vessel Speed (Knots)

15

13

13

14.5

13

13

Fuel Cost

$76,595

$50,422

$46,700

$107,616

$90,499

$83,818

Per-Vessel Cost

$3,700

$5,300

Using these per-transit costs, we calculate a conservative estimate of rerouting costs based on the percentage of vessels
traveling the direct route and the percentage of vessels rerouting at lower speeds. Our estimation concludes that
rerouting costs were around $15,263,000 in 2014.
Though these observations may not signify costs on the same order as rerouting and increased speed have in past years,
they do demonstrate that seafarers and vessel operators continue to consider Somalia-based piracy a threat to safety
and navigation, and modify their behaviors accordingly.

OTHER INDUSTRY COSTS
(Insurance and Labor)

$175,144,000
In addition to vessel protective measures, shippers bear other costs as a result of piracy, including War Risk insurance
breach premiums, Kidnap & Ransom insurance, hazard pay for seafarers, and captivity pay owed to hostages. Altogether,
these are estimated to have cost as much as $175,144,000 in 2014.
10

Jeppesen Integrated Maritime Suite V1.2.0.146.
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Total Cost of Insurance
$103.5 Million
Key Findings:
•

2014 War Risk insurance cost $76,269,000.

•

2014 K&R insurance cost $27,225,000.

•

Total piracy-related insurance in 2014 cost $103,494,000.

Along with the expense of purchasing standard insurance policies, vessel owners, charterers, and managers operating
in the WIOR incur additional costs insuring against the risk of maritime piracy. Similar to its predecessors, this report
assesses the cost of two such types of coverage, War Risk insurance and Kidnap and Ransom insurance (K&R).
•

War Risk insurance: Most commercial ship operators acquire
annual Hull War Risk insurance, which insures the physical
vessel itself against damage or loss due to acts of war,
invasion, insurrection and other interventions by a foreign
state power, or piracy.11 However, this type of policy typically
excludes from coverage several especially hazardous regions
known as “War Risk Areas” (WRAs).12 These areas are clearly
demarcated within each policy, the majority of which refer
to those defined by the Joint War Committee (JWC) as “listed
areas,”13 though there is no single global authority. In order to
maintain coverage while transiting a WRA, a ship operator must
inform the insurer in advance of the vessel’s passage, and must
pay an additional “breach premium” (or premiums) or “War
Risk Added Premium” (WRAP). The JWC WRA relevant here
remained unchanged in 2014 and is shown at right.

•

Kidnap & Ransom insurance: This type of insurance policy
specifically covers the payment of ransom14 to ensure the
release of crew held hostage. Additionally, K&R policies may
cover other related costs, such as in-transit loss of ransom
money, crisis consultants, legal liabilities, and additional
expenses including, but not limited to, death and injury to crew
members, as well as rehabilitation costs.15

Figure 7: JWC Listed Area/WRA

11 “War risks” are usually excluded from normal Hull and Hull & Machinery policies. Additionally, War Risk policies may reimburse some costs
associated with recovery of a vessel, cargo, and crew following a successful pirate attack. For more information, see Jonathan S. Spencer,
“Piracy, War Risk & General Average” (presentation, New York Marine Insurance Day, 30 September 2011), http://www.aimuedu.org/
aimupapers/PiracyWarRiskandGeneralAverage.pptx.pdf.
12 Also known as “additional premium areas” or “breach areas.”
13 “Joint War Committee,” Lloyd’s Market Association, http://www.lmalloyds.com/Web/market_places/marine/JWC/Joint_War.aspx (accessed
May 13, 2015).
14 To be precise, K&R policies are indemnity policies, meaning that they will reimburse a specific type of loss. In this case, that means that the
ship operator first pays the ransom and then makes an insurance claim on the loss.
15 “Marine Kidnap for Ransom and Hijack (K&R) Insurance,” The Swedish Club, http://www.swedishclub.com/upload/174/marien%20kidnap%20
for%20ransom%20%28k&r%29%20&%20hijack%20insurance-2014-03.pdf.
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Cost of War Risk Insurance
The total cost to owners, charterers, and vessel managers of piracy-related maritime insurance products remains difficult
to assess due to the multiple rebates and discounts on offer,16 the lack of publicly available market data, and the fact that
what data is available does not sort WRAPs by individual WRA. At the time of this writing, 2014 market data was not yet
available. However, using data released by the Hellenic War Risks Club (HWR) for 2013,17 it is possible to extrapolate and
assess the total amount of breach premiums paid for the WIOR War Risk Area in 2014.
Given the total amount of breach premiums paid by HWR members, the percentage of war risk transits declared through
the WIOR WRA, and the total market share controlled by HWR, OBP calculated the total cost of WRAPs for transiting
the WIOR WRA in 2013 to be approximately $109 million. A full description of the process of this calculation is found in
Appendix I.
Early announcements from both the HWR and the UK Mutual War Risks Association indicated that annual war risk
premiums decreased in 2014.18 While annual premiums are different from the WRAPs discussed above, the continued
decrease in pirate attacks in the WIOR and increased competition in the marine insurance market19 indicate the WRAPs
associated with War Risk insurance declined as well. Based on these factors, OBP estimates a 30% reduction in the cost
of War Risk insurance attributable to Somali piracy. This 30% reduction in WRAPs between 2013 and 2014 results in an
estimated total cost of $76.3 million in 2014.

Table 6: Cost of War Risk Insurance in 2014
Estimated 2013 Total War Risk Premiums
in WIOR

Estimated Decrease in 2014 WIOR War
Risk Premiums

Estimated Total 2014 War Risk
Premiums in WIOR (USD)

$109 Million

30%

$76.3 Million

Cost of K&R Insurance
In addition to the War Risk insurance premiums, a significant number of vessel operators take out Kidnap & Ransom
insurance as additional protection for the vessel’s crew. As with War Risk insurance, there is little publicly available data
to facilitate estimation of K&R insurance policy costs related to piracy in the WIOR. To overcome this information deficit,
OBP used data from interviews with maritime insurance experts to gauge rate of use and cost per transit. The total cost
was then measured against an assessment of the global K&R market to check for accuracy. A full explanation of how the
size of the global K&R market was assessed is found in Appendix I.
Due to the competitive market for insurance products, and the fact that Somali pirates have been unsuccessful in
capturing a merchant vessel for ransom since May of 2012, the premiums for WIOR transits have decreased dramatically
over the last several years. We estimate that in 2014, approximately 25% of all vessels transiting the WRA bought K&R
insurance at an average cost of $1,500 per transit, totaling $27.2 million. Based on this estimate, the Somali K&R market
appears to total about 10% of the $250 million to $290 million global market.
16 No-claims bonuses are offered, as well as discounts for repeat voyages, adherence to BMP4, embarked security teams (armed or unarmed),
and whether or not complementary insurance policies have been purchased. Total discounts can be up to 90% of the initially quoted price,
according to Lloyd’s Market Association.
17 War Risk Clubs are mutual clubs where, traditionally, membership was based on affiliation with the country in question. For example, HWR is
centered on the Greek shipping community, and the Norwegian Association is open to companies within the Norwegian Shipping Community.
Other clubs, such as the UK Club, were initially open only for nationally-flagged vessels, but now allow a fully international membership.
18 The UK Mutual War Risks Association announced a 20% reduction in 2014 annual rates for its members, while the HWR reduced annual
premiums to 45%. In late 2014, both clubs announced further reductions for the 2015 year. See, e.g., Jim Mulrenan, “UK Mutual Slashes War
Rates for 2015 Renewal,” Tradewinds, 23 January 2015; Jim Mulrenan, “Hellenic War Risks Club Slashes Annual Premiums,” Tradewinds, 5
December 2014.
19 Judy Greenwald, “Marine Insurance Market Remains Competitive Due to Ample Capacity,” Business Insurance, 14 September 2014, http://
www.businessinsurance.com/article/20140914/NEWS07/309149992.
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Table 7: Cost of K&R Insurance in the WIOR
Number of Transits

Estimated Percentage of Transits
Buying K&R Insurance

Average Cost Per Transit

Total Cost of K&R Insurance in
the WIOR

72,600

25%

$1,500

$27,225,000

Total Cost of Labor
$71.7 Million
Key Findings:
•

OBP estimates that seafarers were eligible for $71,650,000 in hazard pay for exposure to piracy risks in 2014.

•

Despite the fact that 48 seafarers were still being held hostage in 2014, and thus were entitled to captivity pay,
OBP found no evidence to suggest that they or their families were compensated accordingly.

•

As of July 2014, the Internationally Recommended Transit Corridor (IRTC) was removed from the International
Bargaining Forum (IBF) High Risk Area, and several other seafarer labor agreements, reducing the number of
transits eligible for hazard pay by half.

Additional labor costs incurred by shipping companies as a direct result of piracy derive from several collective bargaining
agreements agreed through the IBF, the International Transport Workers Federation (ITF), or national seafarers’ unions,
which are included in many seafarers’ employment agreements. These additional payments are generally classified into
two types: hazard pay and captivity pay.
Hazard pay is the additional salary bonus seafarers must be paid—
regardless of whether or not their vessel is attacked by pirates—while
transiting designated areas such as the IBF HRA and the IBF Warlike
Operations Area (WOA), as designated by the ITF and IBF.20 While transiting
the IBF HRA, seafarers are entitled to a bonus of 100% of their base wage
for the duration of time they are in the area, doubled compensation for
death and disability, and the right to refuse to sail and to return to their
country of origin at no cost. In the IBF WOA, seafarers are entitled to all of
the above; their hazard pay will be accrued for at least five days (regardless
of whether the transit is less than five days) and for each day after five.
Within that area, they are also entitled to compensation for two months’
worth of their base wage if they refuse to sail through the area. Last, in the
IBF “Extended Risk Zone,” which encompasses most of the WIOR, seafarers
are entitled to hazard pay only in the event of an attack, and payable only
for the actual day of attack.21  

Figure 8: IBF High Risk Area

Captivity pay is the amount in addition to base pay that seafarers (or their
families) are entitled to for the duration of their captivity in the event they
are taken hostage.

20 The International Bargaining Forum (IBF) is the forum that brings together the seafarers represented by the International Transport Workers’
Federation (ITF) and the international maritime employers that make up the Joint Negotiating Group (JNG). For more information, see “About
the IBF,” ITF Seafarers, http://www.itfseafarers.org/about-IBF.cfm (accessed May 6, 2015).
21 “IBF List of Warlike and High Risk Designations, with Main Applicable Benefits (as of 1st July 2014), Addendum 2,” IBF, http://www.itfseafarers.
org/files/seealsodocs/33553/IBF%20LIST%20OF%20WARLIKE%20AND%20HIGH%20RISK%20DEFINITIONS%20JULY%202014.pdf.
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To identify the cost of hazard pay in 2014 we use an average daily crew cost of $2,812.22 This number is then multiplied
by the average transit time through the IBF HRA,23 2.6 days, to arrive at the total of $7,311 per vessel per transit through
the IBF HRA. Assuming the percent of vessels operating off the east coast of Africa that employ a bargaining agreement
which includes hazard pay has not changed, we estimate that 70% of vessels transiting through the IBF HRA and IBF WOA
disburse hazard pay, and then multiply by the total payout per transit through the area.
Of note, the IRTC was removed from the IBF HRA effective July 2014 and was designated as part of the extended risk
area, where seafarers receive hazard pay only in the event of an attack.24 As nearly half of the traffic in the IBF HRA
transits the area through the IRTC, this represents a significant minimization of the protections for seafarers transiting
known pirate areas, while the area designated as the BMP4 HRA continues to maintain the same coordinates as it did
during the height of the piracy crisis. In recognition of the removal of the IRTC from many hazard pay agreements, we
have subtracted 30% of the transits for the second half of the year as a conservative estimate. Using this methodology, a
total of $71,650,000 should have been disbursed as hazard pay in 2014.25

Table 8: Cost of Hazard Pay in the WIOR

26 27

Hazard Pay Per Transit Through the IBF HRA26

$7,311

Transits Per Year Through the IBF HRA27

20,000

Percentage of Vessels Disbursing Hazard Pay

70%

Subtotal

$102,356,800

Less IRTC Transits Post July 1, 2014

30%

Estimated Hazard Pay for 2014

$71,650,000

Cost of Captivity Pay
In previous years, OBP included the cost of captivity pay in our total cost of Somali piracy. Captivity pay is the amount of
additional compensation paid to seafarers (or their families) for the time they are held hostage. This includes the base
wage plus 35% of the base wage. In 2014, however, of the 48 individuals held captive at any point in 2014, all were (and
those who remain captive still are) considered “high-risk hostages.” We have no evidence that any of these hostages
22 See “Comparison of U.S. and Foreign-Flag Operating Costs,” U.S. Department of Transportation Maritime Administration (2011), 5-6, 13-14,
http://www.marad.dot.gov/documents/Comparison_of_US_and_Foreign_Flag_Operating_Costs.pdf. The inflation costs were calculated
using CPI Inflation Calculator from the U.S. Bureau of Labor Statistics. “Inflation Calculator,” InflationData.com (February 28, 2014), http://
inflationdata.com/Inflation/Inflation_Calculators/Inflation_Calculator.asp.
23 This average was identified by OBP analysts using ship-tracking software.
24 The Norwegian Shipowners’ Association, in conjunction with the Norwegian Maritime Officers’ Association, Norwegian Union of Marine
Engineers, and the Norwegian Seafarer’s Union, removed the IRTC from their hazard pay agreement effective August 23, 2014. “Protocol
Regarding Amendments of the Agreement on Risk Bonus in the Gulf of Aden,” 20 August 2014, available at https://sjooff.no/Artikler/
PublishingImages/Protocol%20Gulf%20of%20Aden%20and%20Somalia%2020%20aug%202014%20-%20ENGLISH.pdf. Additionally, the
Philippine Overseas Employment Administration, which oversees Filipino seafarers’ employment agreements, also removed the IRTC from its
hazard pay agreement, effective October 1, 2014. “POEA Governing Board Issues New Guidelines Defining High Risk Areas and Benefits due
to Seafarers,” Official Gazette, GOVPH, 30 September 2014, http://www.gov.ph/2014/09/30/poea-governing-board-issues-new-guidelinesdefining-high-risk-areas-and-benefits-due-to-seafarers/.
25 The discrepancy between the total OBP identified as being disbursed in 2013 and that amount OBP calculated in 2014 is likely due to changes
in methodology of how vessel transits were counted for this specific category. Our refining was based on more extensive information we
received in 2014 detailing where and how hazard pay is disbursed.
26 The HRA is defined as the ITF/IBF High Risk Area which follows a line of 400nm off the Somali coast along East Africa. This number was
calculated based on crewing costs and internal OBP calculations of the amount of time on average it takes to transit the IBF HRA. “Comparison
of U.S. and Foreign-Flag Operating Costs,” U.S. Department of Transportation Maritime Administration (2011), 5-6, 13-14, http://www.marad.
dot.gov/documents/Comparison_of_US_and_Foreign_Flag_Operating_Costs.pdf. See Appendix A for more information.
27 IBF High Risk Area is defined as the Gulf of Aden (excluding the IRTC) with the addition of 400nm off the Somali East Coast. See “IBF List of
Warlike and High Risk Designations, with Main Applicable Benefits (as of 1st July 2014), Addendum 2,” IBF, http://www.itfseafarers.org/files/
seealsodocs/33553/IBF%20LIST%20OF%20WARLIKE%20AND%20HIGH%20RISK%20DEFINITIONS%20JULY%202014.pdf.
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received base pay or captivity pay while in captivity.28 However, if these hostages are eligible for such pay, the total
amount due for 2014 alone would total $1,835,000 for base pay and $2,477,000 with additional captivity pay.29

Government and Civil Society-Borne Costs
(Military, ransoms, prosecutions & Imprisonments, counter-piracy)

$804,825,000--$805,625,000

Total Cost of Military Operations
$741.3 Million

The international community spent upwards of $806 million on naval operations, ransoms, capacity-building, and
prosecutions and imprisonment.
Key Findings:
•

2014 naval costs were $741,336,000.

•

Independent deployers made up 59% of the naval vessels committed to combat piracy in 2014, up from 51% in
2013.

Table 9: Counter-Piracy Naval Deployments in the WIOR
EU NAVFOR Operation
Atalanta

NATO Operation
Ocean Shield

Belgium, Croatia, France,
Denmark, Italy,
Germany, Greece, Italy,
Netherlands, New
Latvia, Luxembourg,
Zealand, Spain, Turkey
Montenegro, Netherlands,
New Zealand, Serbia,
Spain, Ukraine

3031

CMF CTF 151

Operation Copper

Independent
Deployers

Australia, Denmark, Italy,
Japan, Netherlands, New
Zealand, Pakistan, Saudi
Arabia, Singapore, South
Korea, Thailand, Turkey,
United Arab Emirates, United
Kingdom, United States

South Africa,
Mozambique,
Tanzania30

China, India, Japan,
Russia, South Korea,
Iran, and the United
Kingdom31

International naval coalitions and independent single-nation naval deployments remained a crucial pillar in the
architecture for suppressing piracy in the WIOR in 2014. These forces are tasked with deterring and disrupting pirate
activities, as well as escorting humanitarian aid and commercial traffic through the IRTC in the Gulf of Aden. To the
south, assets assigned to Operation Copper patrol the Mozambique Channel under the auspices of the Southern African
Development Community. While various coastal nations within the WIOR also perform relevant coast guard functions
and carry out counter-piracy operations, there is little publicly available information related to their activities and, as
such, we are not able to properly estimate the costs they have incurred.
28 See Chaiyot Yongcharoenchai, “The Devil and the Deep Blue Sea,” Bangkok Post, 22 March 2015, http://www.bangkokpost.com/news/specialreports/503918/the-devil-and-the-deep-blue-sea; Girija Shettar, “Hostage Programme Says Partners will not Dilute Action,” IHS Maritime 360,
30 September 2014, http://www.ihsmaritime360.com/article/14810/hostage-programme-says-partners-will-not-dilute-action.
29 See Appendix E for the table with captivity pay calculations.
30 While there is no record of the involvement of Tanzanian naval assets in 2014, Tanzania permitted coalition aircraft to be stationed at Pemba.
31 Note that several countries, such as South Korea, Japan, and the United Kingdom, participate in the international coalitions and also conduct
independent national deployments.
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Between the international coalition forces and the independent deployers, there were, on average, 15 to 20 navy vessels
tasked with counter-piracy operating in the WIOR throughout 2014. The precise number at any given time fluctuated
significantly, as ships rotated in and out of the theater, detached for national tasking or maintenance, and responded to
other contingencies.32 Although deploying and operating these vessels incurs the majority of the total cost of military
activities, other items must be considered as well: administrative budgets, vessel protection detachments, embarked
aircraft, aerial support, and deconfliction efforts.

Table 10: Cost of Naval Operations in the WIOR
Category

2014 Cost

Administrative Budgets

$16,195,000

SHADE Conferences

$541,000

Asset Operating Costs

$717,495,000

Vessel Protection Detachments

$7,106,000

Total

$741,336,000

Administrative Budgets
The expense of participating in the international missions is borne by the participants themselves, as each country pays
the operating costs of its own vessels and assets. Only those items required to conduct the mission itself—operational
headquarters, theater headquarters aboard flagships, personnel transportation, and so on—are paid for from a common
budget, separate from national operational expenditures.

Table 11: Administrative Budgets for Counter-Piracy Naval Operations 33 34 35 36 37
Mission

Common
Administrative Budget

2014 Participants (Naval and Military Deployments)

EU NAVFOR Operation Atalanta

$9,885,619

Belgium, Croatia, France, Germany, Greece, Italy, Latvia,
Luxembourg, Montenegro, Netherlands, New Zealand,
Serbia, Spain, Ukraine

NATO Operation Ocean Shield

$1,366,728

Denmark, Italy, Netherlands, New Zealand, Spain, Turkey

CMF CTF-151

$4,942,809

Australia, Denmark, Italy, Japan, Netherlands, New
Zealand, Pakistan, Saudi Arabia, Singapore, South Korea,
Thailand, Turkey, United Arab Emirates, United Kingdom,
United States

SADC Operation Copper36

N/A

South Africa, Mozambique, Tanzania

Independent Deployers

N/A

Japan, China, Russia, India, Russia, South Korea, United
Kingdom, Iran

Total

35

37

$16,195,000

32 For example, warships from both coalition forces and independent deployers temporarily left their counter-piracy operations in order to
escort vessels removing chemical weapons from Syria. See, e.g., “Chinese Navy Wraps up Escort Mission for Syria’s Chemical Weapons,”
China Military Online, 25 June 2014, http://eng.chinamil.com.cn/news-channels/china-military-news/2014-06/25/content_6010867.htm;
“HMS Montrose Salutes Danish Chief of Defence,” Royal Navy, 18 February 2014, http://www.royalnavy.mod.uk/news-and-latest-activity/
news/2014/february/18/140218-hms-montrose-danish.
33 This number represents one-half the biennial budget for 2013 to 2014. “European Union Naval Force (EU NAVFOR Somalia) Operation
ATALANTA,” Maritime Security Centre, http://www.mschoa.org/on-shore/about-us/eu-operation-atalanta (accessed May 7, 2015).
34 This number is according to the UK government’s response to a parliamentary inquiry. “Piracy,” Sir Nicholas Soames for Mid Sussex, http://
www.nicholassoames.org.uk/content/piracy-1 (accessed May 7, 2015).
35 This data is, unfortunately, unavailable. This cost is estimated as one-half of Operation Atalanta’s administrative costs.
36 There is no separate administrative budget for this cost, as all these costs are borne directly by the participants.
37 There is no common budget between independent deployers because each one operates autonomously.
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SHADE Conferences
Given the number of coalition forces and independent navies operating in the WIOR, maintaining some level of
coordination is indispensable. The Shared Awareness and Deconfliction (SHADE) conferences hosted regularly by
Combined Maritime Forces in Bahrain are designed to facilitate coordination among all countries, naval partnerships, and
industry organizations involved in counter-piracy off East Africa.38
The 31st through 34th SHADE conferences occurred in March, June, September, and December of 2014. Our assessment
limits itself to the expenses associated with travel and accommodations. With an average of 110 total delegates from 33
countries, we estimate travel and accommodation across all four conferences to have cost $541,000.39

Asset Operating Costs
As mentioned previously, all operational expenses related to counter-piracy operations, such as fuel, wages, maintenance
and repairs, etc., are paid by the participating nations themselves. In estimating these costs, we compensated for a
number of complicating factors40 and incorporated the expert input of former naval officers.

Table 12: Naval Vessel Deployments

41

Surface Vessels

Patrol Aircraft

Helicopters

Ship-based
UAVs

Land-based
UAVs

EU NAVFOR Operation Atalanta

4

2

2

0

0.5

NATO Operation Ocean Shield

2

1

2

1

0

CMF CTF-151

1.75

1

2

1

0

SADC Operation Copper

1

1

1

0

0

Independent Deployers

11

2

6

1

0

2014 Total

19.75

7

13

3

0.5

2013 Total

23.25

6

5

1

2

41

Table 13: Operating Cost of Naval Assets
2014 Cost

Change From 2013

Ships

$638,310,367

Down 30.0%

Aircraft

$45,053,972

Up 13.8%

UAVs

$34,130,400

Up 158.2%

Total

$717,495,000

Down 25.7%

38 Combined Maritime Forces, “31st SHADE Conference Held in Bahrain,” Combined Maritime Forces, 13 March 2014, http://
combinedmaritimeforces.com/2014/03/13/31st-shade-conference-held-in-bahrain/.
39 Please see Appendix B for the details of this calculation.
40 Not only are naval cost estimates notoriously difficult, but operating costs vary significantly from country to country as well. For example,
attempts to assess the cost of the search for Malaysian flight MH370 indicate that numerous costs are not being properly recorded by one
governmental department. See Jane Wardell, “Search for MH370 to be Most Expensive in Aviation History,” Reuters, 8 April 2014, http://www.
reuters.com/article/2014/04/08/us-malaysia-airlines-costs-idUSBREA3709520140408. For a comparison of maritime operating costs in the
commercial context, see “Comparison of U.S. and Foreign-Flag Operating Costs,” U.S. Department of Transportation Maritime Administration
(2011), http://www.marad.dot.gov/documents/Comparison_of_US_and_Foreign_Flag_Operating_Costs.pdf. Additionally, many vessels only
dedicate a portion of their deployed time to counter-piracy operations. For example, HMAS Success provided support to vessels from CTF-150,
151, and 152 during a single deployment in 2014.
41 The total number of CMF vessels for which OBP has data is 5.5. Given that there are three CMF Task Forces, we divided the CMF vessel total
into thirds, giving us a 1.75 vessel on-station average.
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Figure 9: Composition of Naval Vessels

Vessel Protection Detachments
“Under EU Council Joint Action 851, which is based on UN resolutions, Operation Atalanta…protects vessels of the
World Food Programme (WFP), the African Union Mission in Somalia (AMISOM) and other vulnerable shipping.”42
This protection is provided via Vessel Protection Detachments (VPDs): teams of soldiers that travel aboard merchant
vessels while they transit the BMP4 HRA. While these VPDs boast a “100% success rate,”43 private ship operators have
been reluctant to hire them unless required to do so, due to a reported lack of deployment flexibility, a cumbersome
application process, and high costs of around $6,635 per day.44 Most, if not all, VPDs are believed to escort ships
contracted to deliver aid to African ports in the BMP4 HRA.

Table 14: Cost of Vessel Protection Detachments 45
Escorts

VPD Cost

Total Cost

WFP

51

$139,32845

$7,106,000

AMISOM

0

$139,328

$0

Total

51

------------

$7,106,000

42 “European Union Naval Force Somalia Operation Atalanta,” EU NAVFOR Somalia, 1, http://eunavfor.eu/wp-content/
uploads/2015/04/20150119_EUNAVFOR_Factsheet.pdf. See also Acts Adopted Under Title V of the EU Treaty, Council Joint Action
2008/851/CFSP of 10 November 2008, L 301/33 Official Journal of the European Union, http://eur-lex.europa.eu/LexUriServ/LexUriServ.
do?uri=OJ:L:2008:301:0033:0037:EN:PDF; “Security Council Asks Nations with Military Capacity in Area to ‘Actively Fight Piracy’ on High Seas
off Somalia,” UN Security Council, Press Release SC/9467, 7 October 2008, http://www.un.org/press/en/2008/sc9467.doc.htm; “Mission,” EU
NAVFOR Somalia, http://eunavfor.eu/mission (accessed May 7, 2015).
43 “Mission” EU NAVFOR Somalia.
44 Maxime Zech, “PvdA: No Security on Merchant Vessels,” NL Times, 10 April 2014, http://www.nltimes.nl/2014/04/10/pvda-security-merchantvessels/. As evidence of the issues relating to difficulties around hiring Vessel Protection Detachments, a Dutch government policy brief notes,
as translated, that “[t]he regular cost for salaries, materials and equipment of the VPD are funded from the defense budget and therefore
fall outside the policy framework. The additional fees for the use of a VPD consist largely of transport of personnel and equipment to and
from the location of origin and destination, accommodation in ports, accommodation on board during the sea transport and additional
salary costs (allowances). The accommodations on board are paid by the shipowners.” Thus the daily fee for VPDs represents a genuine cost
of piracy, rather than money that would have been spent regardless of piracy. “Beleidskader militaire Vessel Protection Detachment (VPD)
ter bescherming van individueel zeetransport,” Ministerie van Defense, 15 June 2011, http://www.rijksoverheid.nl/bestanden/documentenen-publicaties/kamerstukken/2011/06/17/aanbiedingsbrief-beleidskader-militaire-vessel-protection-detachment-vpd-ter-bescherming-vanindividueel-zeetransport/brief-mindef-beleidskader-vpd.pdf.  
45 The cost per VPD escort is based on an average three week deployment, which requires a ship owner to contribute €5,000 per day. Bibi van
Ginkel et al., State or Private Protection against Maritime Piracy: A Dutch Perspective (The Hague: Clingendael, 2013), http://www.clingendael.
nl/sites/default/files/20130200_state_or_private_protection_web.pdf.
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Total Cost of Ransoms & Associated Payments
$200,000 to $1 Million

Key Findings:
•

18 hostages were released after estimated payments of between $200,000 and $1,000,000 were paid to secure
their release.

The total cost of securing the safe release of the 18 remaining hostages from MV Asphalt Venture and MV Albedo in 2014
is estimated to be between $200,000 and $1,000,000.46 In the case of Asphalt Venture, the undisclosed amount paid to
secure the release of the seafarers was designated to cover the logistical and transport costs of the group holding them.47
The release of the 11 crewmembers of Albedo reportedly occurred as part of a dramatic escape made possible by a
payment of $200,000 to a few members within the pirate group.48
It has not been possible to assess or verify ancillary costs expended to negotiate the release of these seafarers, such as
post-release transport costs, or costs for medical care, psychological care, and humanitarian support for the crews and
their families. Accordingly, these costs have not been included. Additionally, both negotiations benefited from donations
of pro bono expertise from a number of negotiation experts and international lawyers.49 While in the past the vessel
owners or operators have typically paid ransom expenses, the payments made to secure the release of seafarers in 2014
were made by private charities, as well as family members and friends of the hostages.

Table 15: Cost of Ransoms and Associated Payments
Number of seafarers released after
payment (ransom or other)

18

Number of vessels released after
payment (ransom or other)

0*

Number of seafarers released with
no payment (ransom or other)

0

Estimated cost to release crew of the Undisclosed amount, estimated to be
MV Asphalt Venture
less than $1,000,000
Estimated cost to release crew of MV $200,000
Albedo
Total Cost
$200,000 to $1,000,000
*Both Albedo and Asphalt Venture sank while in the hands of the pirates and, thus, were lost.
46 The alleged $1.6 million ransom paid for the release of journalist Michael Scott Moore, who was abducted on land and transferred to Somali
pirates for captivity, was not included since this report covers only maritime piracy. See Abdi Guled, “3 Killed as Somali Pirates Fight Over
Ransom,” ABC News, 26 September 2014, http://news.yahoo.com/3-killed-somali-pirates-fight-over-ransom-100409198.html.  
47 Girija Shettar, “Indian Asphalt Venture Seafarers Released by Somalia Pirates,” IHS Maritime, 30 October 2014, http://www.ihsmaritime360.
com/article/15218/indian-asphalt-venture-seafarers-released-by-somalia-pirates.
48

James Verini, “Escape or Die,” The New Yorker, 20 April 2015, http://www.newyorker.com/magazine/2015/04/20/escape-or-die.

49 “Release of MV Asphalt Venture Seafarers Welcomed by MPHRP,” Maritime Piracy Humanitarian Response Programme, 30 October 2014,
http://mphrp.org/news_details/index.php?NewsID=210; Colin Freeman, “Why a Retired British Army Colonel has Become the Last Hope
for Somalia’s Forgotten Hostages,” The Telegraph, 26 March 2015, http://www.telegraph.co.uk/news/worldnews/africaandindianocean/
somalia/11495268/Why-a-retired-British-army-colonel-has-become-the-last-hope-for-Somalias-forgotten-hostages.html.

20

©2015

THE STATE OF MARITIME PIRACY 2014

THE ECONOMIC COST OF PIRACY IN THE WESTERN INDIAN OCEAN REGION

Total Cost of Prosecutions & Imprisonment
$6.3 Million

Key Findings:
•

The cost of prosecution and imprisonment in 2014 was $6,284,000 for four trials as well as the continued
imprisonment of 842 pirates.

The total cost of prosecutions and imprisonments in 2014 decreased over 50% from 2013 to just over $6 million.
This total includes both the cost of trials conducted in 2014 and the cost of imprisoning pirates, whether awaiting
trial, undergoing prosecution, or already convicted and sentenced. Our methodology excludes costs associated with
prosecuting or imprisoning pirates in countries participating in the UNODC’s Maritime Crime Programme (MCP), as these
costs are paid from the UNODC’s budget, which is included elsewhere in this report as a part of the cost of counterpiracy organizations.

Table 16: Cost of Prosecutions and Imprisonment 50
Region

Pirate
Trials

Average Cost Total Trial
per Trial
Cost

Pirates
Imprisoned

Cost per Year of
Imprisonment

Total
Imprisonment
Cost

Total Regional
Cost in 2014

Africa50

1

$228

$228

609

$730

$444,570

$444,798

Asia

1

$7,314

$7,314

120

$376

$45,120

$52,434

Europe and Japan

1

$633,800

$633,800

86

$47,794

$4,110,284

$4,744,084

North America

1

$307,355

$307,355

26

$28,284

$735,384

$1,042,739

Total

4

------------

$949,000

841

------------

$5,335,000

$6,284,000

Fewer trials were conducted in Europe, Japan, and North America, where they tend to be quite expensive (see trial
costs in Table 16). In 2014, only two trials were conducted in these regions whereas in 2013, 11 were conducted
because countries in the piracy-affected region now have an increased capacity to run such trials. The Seychelles, Kenya,
Mauritius, Somalia, and Somali regions conducted the majority of piracy trials that took place in 2014. However, since
these proceedings are still funded by the UNODC, they are included in the cost of counter-piracy organizations. Further,
reflecting this trend, a large proportion of piracy prisoners continue to be transferred to newly constructed prisons in the
regions of Somalia as the UNODC helps to build capacity via infrastructure, staffing, and training.
The trend associated with prosecution and imprisonment worldwide indicates a continued, positive shift toward regional
ownership of the legal component of Somali piracy. Though the threat of piracy may continue to decrease as UNODC
moves toward completion of its MCP and handover of financial ownership to regional entities, the cost of prosecutions
and imprisonments will likely remain consistent with 2014’s cost until all prosecutions are complete and convicted
individuals have served their sentences.

50 This total does not include the UNODC-funded countries of Kenya, Mauritius, Seychelles, Somalia, and the Somali regions.
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Total Cost of Counter-Piracy Organizations
$57 Million
Key Findings:
•

The cost of counter-piracy organizations was estimated to be $57,005,000 in 2014.

•

Increased expenditure to support capacity-building shows continued international commitment to addressing
the root causes of piracy.

The counter-piracy organizations in OBP’s cost assessment include governments, industry, and nongovernmental
organizations that contribute to the fight against piracy in the WIOR. These entities seek to work alongside military and
other security operations to build capacity, support information-sharing and situational awareness, and coordinate
initiatives, with an overall aim to establish a regionally led and sustainable framework to fight maritime piracy.

Table 17: Cost of Counter-Piracy Organizations
Agency/Organization

2014 Expenditure

CGPCS Meetings

$449,000

CGPCS Trust Fund

$3,650,000

CRIMARIO

$5,951,000

CRIMLEA

$653,000

CRIMSON

$361,000

MARSIC

$1,258,000

Djibouti Code of Conduct

$2,848,000

EUCAP NESTOR

$14,686,000

MPHRP

$186,000

MASE

$7,864,000

OBP

$729,000

REFLECS3

$32,000

UNDP

$6,579,000

UNODC

$11,760,000

Total Cost

$57,005,000

Contact Group on Piracy off the Coast of Somalia Meetings - $449,000.
The Contact Group on Piracy off the Coast of Somalia (CGPCS) was established in January 2009 in response to UN
Security Council Resolution 1851 in order “to better coordinate the response to piracy off the coast of Somalia.”51
Representatives from more than 80 states, international organizations, the maritime industry, NGOs, and academia
participate in the plenary meetings and the specialized and technical “Working Groups” of the CGPCS. In 2014, the
CGPCS Working Groups covered capacity-building, coordination at sea, fighting broader piracy networks, and furthering
51 UN Security Council Resolution 1851, S/Res/1851 (2008), 16 December 2008, http://www.un.org/en/ga/search/view_doc.asp?symbol=S/
RES/1851(2008).
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coordination of piracy prosecutions and criminal investigations.52 The cost for attendance at these meetings in 2014
totaled an estimated $448,500.

CGPCS Trust Fund to Support Initiatives of States Countering Piracy off the Coast of
Somalia - $3,650,000.
In 2010 a trust fund was established to “help defray the expenses associated with prosecution of suspected pirates, as
well as other activities related to implementing the Contact Group’s objectives.”53 The projects funded by the CGPCS
Trust Fund are implemented by UN organizations or an implementing partner.54 In 2014, eight governments made
contributions to the Trust Fund, the largest of which came from the Government of Japan at over $1.5 million. In total,
$3,650,000 was deposited in the fund in 2014.

Table 18: 2014 Donations to CGPCS Trust Fund
Contributor

Deposits

Italy

$93,375

Japan

$1,626,800

Norway

$410,425

Qatar

$100,000

Republic of Korea

$200,000

Spain

$19,169

United Arab Emirates

$445,376

United Kingdom

$754,860

Critical Maritime Routes Programme - $8.2 Million
The Critical Maritime Routes (CMR) Programme was set up by the EU under the Instrument for Stability to address the
overall problem of the security and safety of maritime routes. Four projects under the CMR are relevant for estimating
the cost of countering piracy in the WIOR, namely the CRIMARIO, CRIMLEA, CRIMSON, and MARSIC Projects.55
CRIMARIO - $5,951,000
The Critical Maritime Routes in the Indian Ocean (CRIMARIO) project works in the Indian Ocean to serve as a “framework
to develop projects for the security and safety of essential maritime routes,”56 and is based on the notion that safe
maritime trade routes are necessary for local and global economic growth.57 CRIMARIO seeks to create continuity and
homogeneity in maritime surveillance and vessel traffic monitoring, as well as promote navigational safety and improved

52 “FAQ,” Contact Group on Piracy off the Coast of Somalia, 2015, http://www.lessonsfrompiracy.net/faq/.
53 “TF to Support Initiatives of States Countering Piracy off the Coast of Somalia,” UNDP Multi-Partner Trust Fund Office, http://mptf.undp.org/
factsheet/fund/APF00 (accessed May 7, 2015).
54

Ibid.

55 “Homepage,” EU CMR Critical Maritime Routes Information Portal, http://www.crimson.eu.com/ (accessed April 28, 2015).
56 Véronique Brosette et al., “CriMaRIO Briefing – PMAR,” France Expertise Internationale, 1, https://ec.europa.eu/jrc/sites/default/files/
CriMaRIO_presentation.pdf.
57 See “The Instrument Contributing to Stability and Peace (IcSP),” European Commission,  https://ec.europa.eu/europeaid/sectors/humanrights-and-governance/peace-and-security/instrument-contributing-stability-and-peace_en (accessed May 7, 2015); see “Regulation (EU)
No. 320/2014 of the European Parliament and of the Council of 11 March 2014,” Official Journal of the European Union L 77/1 (2011), http://
ec.europa.eu/dgs/fpi/documents/140311_icsp_reg_230_2014_en.pdf.  
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accident response through enhanced information-sharing and trans-regional cooperation.58 The CRIMARIO budget in
2014 was $5,591,000.
CRIMLEA - $653,000
The Critical Maritime Routes Law Enforcement Agency (CRIMLEA) is an ongoing project “enabling the national law
enforcement agencies to efficiently respond to maritime piracy at the regional level.”59 It is implemented by INTERPOL
and funded by the European Union. Among other accomplishments, in 2014, local East African law enforcement
officials were trained in utilization of digital forensics in maritime piracy investigations.60 CRIMLEA’s budget in 2014 was
$653,296.61
CRIMSON - $360,000
The CMR Monitoring, Support and Evaluation Mechanism works to “strengthen trans-regional coordination, coherence
and complementarities” both within the CMR programs as well as among other relevant EU initiatives.62 The Mechanism
also assesses the CMR lessons learned and impacts of implementation on maritime security issues. It is funded by the EU
and has been conducted by the Defense Conseil International for two years.63 We have assessed the cost of the two CMR
projects in the WIOR for one year. CRIMSON’s total budget was calculated to be $360,681 for 2014.64
MARSIC - $1,258,000
The CMR Western Indian Ocean (MARSIC) project is the main instrument promoting the resolutions issued by the
Djibouti Code of Conduct of 2009. The overall objective of MARSIC is to reinforce the capacity of regional coastal states
(maritime administrations, law enforcement, and coast guards) to tackle piracy and armed robbery against ships, as
well as other maritime security and safety threats. It is implemented by Expertise France. The MARSIC project aims to
support the Djibouti Code of Conduct through information-sharing conducted by the Djibouti Regional Training Centre
and regional centers ReMISC and ISC, as well as capacity-building training in Somalia.65 The MARSIC budget for 2014 was
$1,258,000.66

Djibouti Code of Conduct - $2,848,000
The Djibouti Code of Conduct concerning the Repression of Piracy and Armed Robbery against Ships in the Western
Indian Ocean and the Gulf of Aden (DCoC) was signed on January 29, 2009 and expanded in the following years to a total
of 20 signatory countries. Signatories of the DCoC agree to cooperate consistently with international law in measures
58 Brosette et al., “CriMaRIO Briefing – PMAR,” 5.
59 “CMR Western Indian Ocean (CRIMLEA),” EU CMR Critical Maritime Routes Information Portal, http://crimson.pp.digitalmeanings.fr/projects/
cmr-western-indian-ocean-crimlea/ (accessed May 7, 2015).
60 “INTERPOL Holds Training on Digital Forensics for Maritime Piracy Investigations,” INTERPOL, 16 December 2014, http://www.interpol.int/
News-and-media/News/2014/N2014-242.
61 The currency conversion to calculate this cost was done on March 13, 2015.
62 “DCI Wins Maritime Security Project: CRIMSON,” Défense Conseil International, 22 February 2013, http://www.groupedci.com/en/event/
DCI-wins-maritime-security-project-CRIMSON,11802.html; “About,” EU CMR Critical Maritime Routes Information Portal, http://crimson.
pp.digitalmeanings.fr/about/ (accessed May 7, 2015).
63 Ibid.
64 The original €1,000,000 budget was divided by two years among three CMR programs and multiplied by two Indian Ocean programs. The
currency conversion to calculate this cost was done on March 13, 2015.
65 “CMR Western Indian Ocean (CRIMLEA),” EU CMR Critical Maritime Routes Information Portal, http://crimson.pp.digitalmeanings.fr/projects/
cmr-western-indian-ocean-crimlea/ (accessed May 7, 2015).
66 The currency conversion to calculate this cost was done on March 13, 2015.
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promoting maritime security.67 In 2014, signatory states agreed on the need for development of a mechanism to allow
the region to drive and implement its own counter-piracy strategy.68 The DCoC is implemented by the International
Maritime Organization Project Implementation Unit and funded through contributions to the Djibouti Code of Conduct
Trust Fund. The budget in 2014 totaled $2,848,000.

EUCAP Nestor - $14,686,000
EUCAP Nestor is a civilian capacity-building mission in the Horn of Africa and Western Indian Ocean under the EU
Common Security and Defence Policy (CSDP). “The objective of EUCAP Nestor is to assist the development in the
continued enhancement of their maritime security including counter-piracy, and maritime governance.”69 In 2014, its
budget was $14,685,751.70

Maritime Piracy Humanitarian Response Programme - $186,000
Maritime Piracy Humanitarian Response Programme (MPHRP) works globally to provide support to seafarers and their
families in the event of a piracy incident. Their humanitarian efforts aim to help seafarers prior to attack and during
hostage situations, and provide assistance after an attack or hostage release. Their post-incident support often includes
monetary assistance to remaining family members as well as physical and mental health treatment.71
In addition to other activities, in 2014 MPHRP notably assisted the released MV Asphalt Venture and MV Albedo crews
with necessary physical and psychological aftercare. The budget associated with East Africa is estimated to be half their
entire budget, to equal $185,513 in 2014.72

Maritime Security Programme - $7,864,000
The regional Maritime Security Programme (MASE) is funded under the 10th European Development Fund, with the
objective of supporting the implementation of the Eastern and Southern Africa–Indian Ocean Regional Strategy and
Action Plan. MASE is implemented by the Intergovernmental Authority on Development, the East African Community,
the Common Market for Eastern and Southern Africa, and the Indian Ocean Commission. The five-year plan was signed
in June 2013 and builds on previous years’ MASE work.73 Its 2014 budget was $7,863,750.74

Oceans Beyond Piracy - Horn of Africa - $729,000
Oceans Beyond Piracy (OBP) is project of One Earth Future Foundation, a non-profit organization based in Colorado
in the United States. OBP is devoted to mobilizing maritime partnerships and seeking sustainable solutions to counter
maritime piracy and violent crime. OBP works on the issue of piracy in West Africa and the Horn of Africa, with a sister
project, Secure Fisheries, working to counter illegal, unreported, and unregulated fishing in the Indian Ocean. The Horn
67 International Maritime Organization, Djibouti Code of Conduct, Annex, http://www.imo.org/OurWork/Security/PIU/Documents/DCoC%20
English.pdf (Djibouti: IMO, 2009).
68 “New Implementation Structure for Djibouti Code of Conduct,” World Maritime News, 4 June 2014, http://worldmaritimenews.com/
archives/126015/new-implementation-structure-for-djibouti-code-of-conduct/.
69 “Facts and Figures,” European Union External Action EUCAP Nestor, http://www.eucap-nestor.eu/en/mission/mission_facts_and_figures/
facts_and_figures (accessed May 7, 2015).
70 The currency conversion to calculate this cost was done on March 13, 2015.
71 “About Us,” Maritime Piracy Humanitarian Response Programme (May 2013), http://www.mphrp.org/about_us/.
72 The currency conversion to calculate this cost was done on March 13, 2015.
73 “European Integration Forum,” Delegation of the European Union to the Republic of Mauritius, for the Union of the Comoros and the Republic
of Seychelles,  Issue 59 (August 2013), http://eeas.europa.eu/delegations/mauritius/documents/press_corner/newsletter_issue_59_
august_2013.pdf.
74 The currency conversion to calculate this cost was done on March 13, 2015.
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of Africa team works primarily on rule of law, maritime security, seafarer issues, information-sharing, and regional
engagement. The portion of the budget dedicated to the Horn of Africa in 2014 totaled $729,005.

Regional Fusion and Law Enforcement Center for Safety and Security at Sea - $32,000
The Regional Fusion and Law Enforcement Center for Safety and Security at Sea (REFLECS3) strives to “create a multidisciplinary and multinational centre for law enforcement cooperation in partnership with Seychelles, wider Indian
Ocean nations and international partners” focused on combating piracy and other maritime crime.75 The three objective
areas of REFLECS3 are: (1) intelligence development, (2) investigation and prosecution, and (3) capacity- and capabilitybuilding. In 2014, the budget of REFLECS3 included a donation of nearly $31,657 (US dollars) from the Australian
government. In the past, we’ve included only donations given to REFLECS3 each year, since they make up the operating
budget, and so count Australia’s donation toward the cost of counter-piracy organizations in 2014.76

United Nations Development Programme - $6,579,000
The United Nations Development Programme (UNDP) received four years of funding from the Danish Peace and
Stabilisation Fund to last from 2011–2014 to further international and regional cooperation on counter-piracy, maritime
security, and rule of law. The contribution for 2014 totaled $4,578,818.77 Additionally, as part of a Joint Shipping
Initiative, industry partners gave UNDP $1 million in funding to be disbursed for counter-piracy activities. OBP’s State of
Maritime Piracy 2013 report counted half of this for each year 2013 and 2014. The other half, plus an additional $1.5
million donated in September of 2014 from the industry partners,78 brings the total Joint Shipping Initiative contribution
of 2014 to $2 million. Thus, the total cost of UNDP counter-piracy efforts in 2014 was $6,578,818.

United Nations Office on Drugs and Crime - $11,760,000
The UNODC’s Maritime Crime Programme works in the Horn of Africa to implement capacity-building activities, in the
Indian Ocean to continue support to regional prosecuting states, and through its Piracy Prisoner Transfer Programme
to build the capability for housing piracy-related prisoners in Somalia and throughout the region. The UNODC is also
working through their Mogadishu Prison and Major Crimes Complex Programme to build capacity for the Federal
Government of Somalia to create an effective criminal justice system to respond to piracy crimes. UNODC’s budget
January–October 2014 totaled $9.8 million.79 Using this budget to approximate the budget for the entire year, it is
estimated that UNODC’s 2014 budget was $11,760,000.

75 “About Us,” REFLECS3, http://www.rappicc.sc/aboutus.html (accessed May 7, 2015).
76 “Reflecs3 Gets A$40,000 from Australian Government,” Seychelles Nation, 19 March 2014, http://www.nation.sc/article.html?id=241063.
77

Ministry of Foreign Affairs & Ministry of Defence, “Whole of Government Stabilisation Programme for the Wider Horn of Africa/East Africa
2011–2014,” December 2011, http://etiopien.um.dk/en/~/media/Etiopien/Documents/Programme%20Document%20-%20Peace%20and%20
Stabilisation%20Fund%20Horn%20of%20Africa.pdf.

78 “Joint Shipping Initiative Funds New Phase of Anti-piracy Project in Somalia,” Shell Global, 25 September 2014, http://www.shell.com/global/
aboutshell/investor/news-and-library/2014/joint-shipping-initiative-funds-new-phase-anti-piracy-project-in-somalia.html.
79 United Nations Office on Drugs and Crime, “Maritime Crime Programme Annual Report 2014,” December 2014, available at http://www.
unodc.org/documents/easternafrica//MCP_Brochure_December_2014_wv_6_1.pdf
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Four years were tough and brutal. They abused us. They manhandled
us. . . Life in captivity was truly hell... Imagine eating that food and
drinking contaminated water for four year[s]
-Bhimsen Singh, 45, electrical officer on MV Asphalt Venture. 80
The human costs of piracy are more difficult to quantify than the economic costs, but they are also potentially more
long-lasting and disruptive. The human costs borne by the seafarers attacked by pirates, their families, and even those
seafarers who are simply exposed to the stress of transiting through the waters of the BMP4 HRA may be severe.
Although the number of attacks has dropped significantly from the peak of piracy in 2011, the human cost of piracy is
not tied to the point of the attack itself and, in some cases, may persist or worsen for years after the attack. As a result,
the human cost of piracy off the coast of Somalia remains significant.

Impact on Seafarers
Seafarers Exposed to Pirate Attacks
OBP’s 2014 dataset lists 142 incidents of reported pirate activity. This dataset includes the successful boarding of
2 dhows and 16 failed attacks on commercial shipping vessels; the remaining 124 reports are categorized as “soft
approaches” or “suspicious activity.” The major reporting centers, such as the MSCHOA, IMB, and IMO, generally do not
report these incidents, even when they are the initial recipient of such a report, as they are either unverifiable or do
not meet their reporting standards. OBP has logged these incidents as they represent a source of anxiety on the part of
the ships’ crews, which has human cost implications, and because it is difficult, if not impossible, to say with certainty
that the incidents were not piracy related. That said, a significant number of these incidents likely involved sightings of
local fishermen, particularly those that occurred in the Bab-el-Mandeb and the Gulf of Oman. The “noise” generated by
potential over-reporting within the data obscures the actual level of pirate activity, but does indicate that seafarers in the
Gulf of Aden continue to consider piracy a real and present threat during transits.
80 P.R. Sanjai, “1,490 Days in a Pirates’ Den,” Live Mint, 17 November 2014, http://www.livemint.com/Politics/7sWle32zIYu9v4i3CrzmfJ/1490days-in-a-pirates-den.html.
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As was the case in 2013, the relatively small number of reported attacks belies the large numbers of people affected by
the continued threat of piracy. Of the 142 vessels reporting some form of piracy-related incident, 23 vessels with 457
seafarers aboard indicated their crew compositions.
Including estimated crews for the remaining vessels,
2,458 seafarers in total were likely impacted by the
threat of piracy. Of the 16 incidents involving commercial
vessels that we classified as attacks, even if unsuccessful,
an estimated total of 302 seafarers were impacted—a
decline of 38% from the 486 seafarers affected in 2013.
While no major commercial vessels were successfully
boarded, two local vessels with 18 crew members, both
dhows, were successfully attacked.
An assessment of the distribution of nationalities of crew
members aboard these vessels suggests that seafarers
from Asian countries, particularly those from countries
bordering the Indian Ocean, were disproportionality
affected by piracy. Of the seafarers exposed to piracyrelated incidents for which we had nationality data, the
majority were from the Philippines (25.9%), Bangladesh
(17%), or India (13.8%). China (13.1%) and the United
Kingdom (11.7%) also contributed significant proportions
of the seafarers exposed to piracy. Of the two reported
piracy attacks on regional vessels, all of the victims were
Indian.81

Injuries and Deaths in 2014
There was one reported death associated with piracy in the WIOR in 2014. Thomas Glattus Soosai, an Indian fisherman,
was shot when his dhow, Mesouth, was boarded in the Persian Gulf by pirates suspected to be of Iranian rather than
Somali origin. 82 Although the pirates did not hold the vessel hostage for an extended period of time, Soosai died
before help could reach him.83 This underscores an issue with piracy reporting worldwide: while commercial vessels
are able report piracy incidents to various regional and international reporting bodies, local and regional vessels have
less capacity to do so. It also underscores the pervasiveness of piracy in the Indian Ocean Region: Mr. Soosai had been
attacked by pirates on two prior occasions before the final incident that led to his death.84
There were no additional reports of bodily injury or death resulting from a piracy attack in the WIOR. This is similar
to 2013, when there were also no specifically reported injuries or deaths to crew of major international vessels. It
is important to note that a lack of reported violence does not necessarily indicate its absence, as illustrated by the
testimony of recently released seafarers.
81 In about one-third (38.2%) of piracy incidents, the nationality data was unreported or unclear, reflecting a deficit in reporting that may leave
seafarers unable to solicit help, and negatively impacting international understanding of the scope of the piracy problem.  
82 J. Arockiaraj, “Risks Abound for Indians Fishing in Perilous Gulf,” Times of India, 29 May 2014, http://timesofindia.indiatimes.com/city/madurai/
Risks-abound-for-Indians-fishing-in-the-perilous-Gulf/articleshow/35699879.cms. The fact that Mesouth may have been attacked by Iranian
pirates is important to note only because this particular incident may not contribute to the Somali piracy model, and may rather be indicative
of regional criminals targeting local vessels.
83 Aniqa Haider, “Safety Alert After Fisherman Killed,” Gulf Daily News, 23 May 2014, http://www.gulf-daily-news.com/NewsDetails.
aspx?storyid=377588.
84 “‘Alarming’ Surge in Piracy Reports,” Gulf Daily News, 2 June 2014, http://www.gulf-daily-news.com/NewsDetails.aspx?storyid=378280.
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Hostages Held Captive in 2014
Over the course of 2014, there were a total of 65 hostages held by Somali
pirates. At the beginning of 2014, 48 hostages were still being held on shore
in Somalia, years after their vessels had initially been hijacked. After several
years in captivity, 18 hostages were released in 2014, including the remaining
crews of MV Albedo in June and MV Asphalt Venture in October, after being
held for 1,288 and 1,492 days respectively.85 Thirty of these high-risk hostages
remained in Somalia at the end of the year.86 These included the four Thai crew
members of the fishing vessel Prantalay 12 (captured September 28, 2010),
and 26 hostages from the fishing vessel Naham 3 with its crew from China, the
Philippines, Indonesia, Taiwan, Vietnam, and Cambodia (captured March 26,
2012).87 The UNODC has confirmed that the remaining hostages are being held
on land in Somalia because their vessels were beached, sunk, or released.88

In 2014, four Thai crewmen held hostage in Somalia were all who remained of
the original 24 crewmembers from FV Prantalay 12. Fourteen of these hostages
were released in 2011, another five died when their vessel capsized in a storm, subsequently beaching in Somalia, and
one Thai crewman died during captivity.89 Her sister ships, FV Prantalay 14 and 11, were captured with her on April 18,
2010. Prantalay 11 was rescued in 2011, though two hostages were missing, and Prantalay 14 was sunk while being
used as a mothership in a firefight a month earlier. Of the 26 hostages initially held aboard, only 20 were rescued.90
With the support of the Thai embassy in Nairobi, Kenya, the UNODC continued negotiations with the pirates holding the
hostages.91 On February 25, 2015, the remaining FV Prantalay 12 hostages were released, 1,774 days after being taken
hostage.92

85 Colin Freeman & Mike Planz, “Somali Pirates Release Crew After Nearly Four Years in Captivity,” The Telegraph, 7 June 2014, http://
www.telegraph.co.uk/news/worldnews/piracy/10883414/Somali-pirates-release-crew-after-nearly-four-years-in-captivity.html; “Release
of MV Asphalt Venture Seafarers Welcomed by MPHRP,” MPHRP, 30 October 2014, http://www.mphrp.org/news_details/index.
php?NewsID=210&utm_source=OCEANUSLive+Weekly+Report&utm_campaign=d1138e8005; Robyn Kriel, “Pirate Hostages Rescued From
Somalia,” ENCA, 7 June 2014, http://www.enca.com/africa/exclusive-pirate-hostages-rescued-somalia.
86 “Hostage Support Programme,” UNODC, https://www.unodc.org/unodc/en/piracy/hostage-support-programme.html (accessed December 1,
2014).
87 Girija Shettar, “Latest US Release Highlights Plight of Maritime Hostages,” IHS Maritime 360, 24 September 2014, http://www.ihsmaritime360.
com/article/14715/latest-us-release-highlights-plight-of-maritime-hostages.
88

Ibid.; “Maritime Crime Report, Annual Report 2014,” UNODC (2014), http://www.unodc.org/documents/easternafrica/MCP_Brochure_
December_2014_wv_6_1.pdf.

89 “Hostage Support Programme,” UNODC; Jon Gornall, “Somali Piracy Threat Always on the Horizon,” The National, 16 December 2014, http://
www.thenational.ae/world/africa/somali-piracy-threat-always-on-the-horizon#full; “UN Seeking Release of Four Thai Crew Held by Somali
Pirates for Over 4 Years,” OceanusLive.org, 9 August 2014, http://www.oceanuslive.org/main/viewnews.aspx?uid=00000910.   
90

“Somali Pirates Hold At Least 56 Vessels, 886 Hostages,” Eurasia Review, 4 April 2011, http://www.eurasiareview.com/04042011-somalipirates-hold-at-least-56-vessels-886-hostages/.

91 “UN Seeking Release of Four Thai Crew Held by Somali Pirates for Over 4 Years,” OceanusLive.org, 9 August 2014, http://www.oceanuslive.org/
main/viewnews.aspx?uid=00000910.
92 “OBP Welcomes the Release of Remaining MV Prantalay – 12 Hostages,” Oceans Beyond Piracy, Press Release, 27 February 2015, http://
oceansbeyondpiracy.org/publications/obp-welcomes-release-remaining-fv-prantalay-12-hostages.
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FV Naham 3’s hostages are the last of the long-term, high-risk hostages currently held by Somali pirates. Originally
comprising 29 crew members, now only 26 remain as three of their colleagues died during captivity.93 UNODC has
provided medical support to the crew, but little is known about their current condition.94
Though no large commercial vessels were captured in 2014, two regional vessels were hijacked, resulting in 17 seafarers
being held briefly by pirates. The dhow Mesouth was released within a day after pirates ordered six of the Indian crew
members below deck at gunpoint, looted the vessel of its catch and crew valuables, and killed one crew member.95 The
other vessel, Shane Hind, was captured in early January and the 11 Indian hostages were rescued a few weeks later by
EU NAVFOR forces in the course of investigating an attack on another ship.96   

Physical Abuse of Seafarers
Hostages held captive by Somali pirates face routine and systematic abuse. The escape of the 11 remaining hostages
from MV Albedo in June of 2014 brought to light new information about the inhumane treatment inflicted by their
captors including murder, brutal beatings, and torture.97 Shortly after the crew was taken hostage, the pirates followed
through on their threat to kill crew members if the ship owner did not meet their ransom demands.98  Raju Prasad was
murdered in front of the rest of the crew of MV Albedo.99  
93 “Hostage Support Programme,” UNODC.
94 Ibid.
95 “‘Alarming’ Surge in Piracy Reports,” Gulf Daily News, 2 June 2014, http://www.gulf-daily-news.com/NewsDetails.aspx?storyid=378280.;
“Indian Fishermen in Bahrain Seek Embassy’s Help,” Times of India, 1 June 2014, http://timesofindia.indiatimes.com/nri/Indian-fishermen-inBahrain-seek-embassys-help/articleshow/35896948.cms.
96 United Nations Security Council Res. S/2014/726, para. 86 (October 10, 2014), http://www.securitycouncilreport.org/atf/cf/%7B65BFCF9B6D27-4E9C-8CD3-CF6E4FF96FF9%7D/S_2014_727.pdf; “French Navy Vessel Rescues 11 Indian Sailors From Suspected Pirates,” ANI News, 22
January 2014, http://www.aninews.in/newsdetail2/story151542/french-navy-vessel-rescues-11-indian-sailors-from-suspected-pirates.html.
97 The Seamen’s Church Institute, “Seafarer Voices: Piracy on the High Seas—Capt. Jawaid Khan on the Fatality Aboard the MV Albedo,” YouTube
video, 6:23, 26 February 2014, https://www.youtube.com/watch?v=VKvmFNqXuzI; The Seamen’s Church Institute, “Seaferer Voices: Piracy
on the High Seas—Capt. Jawaid Khan on How the MV Albedo was Hijacked,” YouTube video, 6:24, 25 February 2014, https://www.youtube.
com/watch?v=I_b3AczOua0&feature=youtube_gdata_player; Robyn Kriel, “Pirate Hostages Adapt to Freedom,” ENCA, 8 June 2014, http://
www.enca.com/exclusive-pirate-hostages-adapt-freedom; Ramola Talwar Badam, “‘It was do or die’: Somali Pirates’ Hostages Tell of Dramatic
Escape,” The National UAE, 10 June 2014, http://www.thenational.ae/uae/it-was-do-or-die-somali-pirates-hostages-tell-of-dramatic-escape;
V. Narayan, “Sailor Held by Somali Pirates for Over Three Years Returns,” Times of India, 13 June 2014, http://timesofindia.indiatimes.com/city/
mumbai/Sailor-held-by-Somali-pirates-for-over-three-years-returns/articleshow/36451984.cms; Freeman and Planz, “Somali Pirates Release Crew.”
98 Seamen’s Church Institute, “Capt. Jawaid Khan on the Fatality Aboard the MV Albedo.”
99 “Sailor Held by Somali Pirates for Over Three Years Returns,” Times of India, 13 June 2014, http://timesofindia.indiatimes.com/city/mumbai/
Sailor-held-by-Somali-pirates-for-over-three-years-returns/articleshow/36451984.cms
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One hostage, Aman Sharma of India, noted that he had been “tortured and assaulted” by
the pirates and “[t]here were days we all were given no food; we were beaten daily.”100
Mohammed Bisthamy, 60, described being beaten with wooden and metal rods and that
“[t]here was torture all the time, there was too much torture.”101 Crew member Shahriar
Aliabadi had been kicked in the mouth, such that his teeth began to fall out.102 Some
of the crew of MV Albedo “were beaten with gun butts [or] locked in containers” while
others were forced to call family members and then beaten while on the phone.103

In addition to the crew of MV Albedo, the seven remaining hostages of MV Asphalt
Venture, all from India, were released on October 30, 2014, after four years of torture, physical abuse, and privation
of adequate food or clothing. Bhimsen Singh, 45, electrical officer on the ship, recalls that the “four years were tough
and brutal. They abused us. They manhandled us…Life in captivity was truly hell…Imagine eating that food and drinking
contaminated water for four year[s].” 104 Sohan Singh reiterated the plight of the hostages with the simple phrase, “There
was physical torture.”105  

Psychological Abuse of Seafarers
Pirates’ treatment of hostages and those aboard vessels they attack often includes direct psychological abuse designed
to terrify or degrade seafarers. In addition, the nature of the hostage experience endured by seafarers dictates that
they are subjected to continued indirect psychological abuse: treatment likely to cause fear, distress, and emotional
upset, including deprivation from family and the fear and uncertainty that come with the unknown duration of the
hostage experience. In the case of Mesouth, the Indian crew were subjected to direct threats and ordered below deck
at gunpoint after Mr. Soosai was shot. All 18 local seafarers exposed to hijacking in 2014 were exposed to the indirect
psychological distress of uncertainty about their future and the horror of witnessing other crew members being hurt or
killed.
The stories of the long-term hostages released during 2014 further demonstrate the varying degrees of psychological
abuse, both direct and indirect, to which captives may be subjected. For example, the mental abuse was so severe for
MV Albedo crew that a brother of one of the hostages explained after speaking to his brother on the phone that the
crew members were “losing their mental balance.”106 One of the hostages, Aman Sharma, described how the pirates
“threatened to kill me as my parents could not meet their ransom demands.”107 On some occasions, the hostages were
forced to call their families at home to say they needed to pay the pirates money in order to be released, and that they
were close to dying, while being beaten as they were speaking on the telephone.108 The family of Captain Jawaid Khan’s
wife reported that he continued to suffer emotionally long after he returned home, noting that “[h]e was disturbed,
mentally.”109
100 Narayan, “Sailor Held by Somali Pirates for Over Three Years Returns,” Times of India, 13 June 2014, http://timesofindia.indiatimes.com/city/
mumbai/Sailor-held-by-Somali-pirates-for-over-three-years-returns/articleshow/36451984.cms.
101 Badam, “‘It was do or die’: Somali Pirates’ Hostages Tell of Dramatic Escape.”
102 Verini, “Escape or Die.”
103 Freeman and Planz, “Somali Pirates Release Crew.”
104 Sanjai, “1,490 Days in a Pirates’ Den.”
105 Ibid.
106 Anisur Rahman Khan, “Sailors Abducted in 2010 Yet to be Freed,” The Independent, 22 May 2014, http://www.theindependentbd.com/index.
php?option=com_content&view=article&id=216008%3Asailors-abducted-in-2010-yet-to-be-freed&catid=129%3Afrontpage&Itemid=121#.
U4Dy9aAUKtU.twitter.
107 Narayan, “Sailor Held by Somali Pirates for Over Three Years Returns.”
108 Freeman and Planz, “Somali Pirates Release Crew.”
109 Verini, “Escape or Die.”
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The crew of the MV Asphalt Venture similarly suffered from psychological abuse. Bhimsen Singh recalled that he was
threatened at gunpoint several times.110 Sohan Singh described the emotional toll of speaking to their families for
“[t]wo minutes in four months or six months [or] [s]ometimes after a year.”111 He further explained that there “was
mental torture,” such as being forced “to cry out while [ransom] negotiations were proceeding over the phone,” and that
by the last year they “had lost hope.”112
When considering physical and psychological abuse, the stories told by hostages reinforce a key point in considering the
human cost of piracy in 2014: while the number of new attacks was low, those seafarers held by pirates were subject to
torture and extreme abuse. The remaining seafarers still held hostage represent an ongoing human crisis, and one that
should not be ignored.

Other human costs
Long-Term Impact
Evidence is mounting that piracy will have an enduring, long-term impact for at least
some seafarers after their release. As reported in the 2013 State of Maritime Piracy,
there is a limited amount of published research on this topic, but existing research
documents the fact that, for at least some seafarers, the impacts of piracy attacks linger.
Given the extraordinary trauma, or threats of trauma, the seafarers may endure at
the hands of pirates, this should come as no surprise. As Leonardo Hoy-Carrasco from
the UNODC explained, “After speaking with different seafarers from different vessels,
different nationalities, etc., almost all of them have considered taking their own lives at
some point, and feel terribly ashamed for thinking these thoughts.”113

After speaking
with different
seafarers from
different vessels,
different nationalities,
etc., almost all of them
have considered taking
their own lives at
some point.

In addition to the research discussed in previous reports documenting this long-term
impact, including work by Antonio Ziello114 and by Michael Garfinkle of the Seamen’s
Church Institute,115 several studies were published in 2014 documenting the long-term
impact of piracy on seafarers and their families. Antonio Ziello and his colleagues published an article in 2014 that
documented interviews with 12 family members of Italian seafarers held hostage by pirates. The results demonstrated
that even five months after the release of the seafarers, family members showed significant long-term distress including
elevated anxiety and, in some cases, diagnosed post-traumatic stress disorder (PTSD).116 Additionally, Sanley S. Abila and
Lijun Tang published an analysis of interviews with 12 seafarers held captive by Somali pirates and three family members
of these seafarers and found that many showed symptoms of distress consistent with PTSD.117
110 Mamuni Das, “Living With Pirates and Surviving to Tell the Tale,” Hindu Business Line, 17 November 2014, http://www.thehindubusinessline.
com/news/living-with-pirates-and-surviving-to-tell-the-tale/article6608730.ece.
111 Sanjai, “1,490 Days in a Pirates’ Den.”
112 Ibid.
113 OBP interview with Leonardo Hoy-Carrasco from the UNODC on April 15, 2015.

114 Antonio Rosario Ziello et al., “Psychological Consequences in Victims of Maritime Piracy: The Italian Experience,” International Maritime Health
64(3) (2013), 136–141.
115 Michael Stuart Garfinkle et al., The Psychological Impact of Piracy on Seafarers (New York, NY: Seaman’s Church Institute, 2012).
116 Antonio Rosario Ziello et al., “Psychological Distress in Families of Victims of Maritime Piracy – the Italian Experience,” International Maritime
Health 65(1) (2014), 28–32.
117 Sanley S. Abila and Lijun Tang, “Trauma, post-trauma, and support in the shipping industry: The experience of Filipino seafarers after pirate
attacks,” Marine Policy 46 (2014), 132–136. Note that these interviews are the same interviews reported by OBP in “The Human Cost of
Maritime Piracy 2012.”
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The effects on seafarers’ families can be demonstrated by the fact that the wife of one of the MV Albedo crew members
suffered a heart attack upon seeing a news report about the vessel being captured by pirates.118 Often, “the families feel
completely helpless because there is nothing they can do. They start selling off all their valuables or land to try and raise
money for the pirate ransom. Then they even pull their children out of school as they run out of money.”119
As noted by Leonardo Hoy-Carrasco, the long-term impact extends beyond actual abuse, and may also relate to a
seafarer’s inability to provide for his family after being a hostage. For example, after one seafarer’s captivity, his wife
explained that:
[H]e was not the same. He was very possessive, started being very domineering,
and they don’t want him to go back to sea and get worse, but he wants to go
back to sea to earn money. She said he was completely transformed and was not
the same man. Many seafarers come back and have to borrow money just to get
bus fare or send his children to school, and they feel very ashamed of not being
able to stand on their own.120
OBP’s analysis of the long-term impact of piracy on seafarers found that 16.67% of
seafarers who were aboard vessels attacked by pirates showed long-term post-traumatic
stress symptoms.121 This would suggest that of the 5,200 seafarers reported by OBP to
be aboard vessels attacked by Somali pirates from 2011–2013, there could be as many
as 867 seafarers with significant distress resulting from these attacks. This is in addition
to the enormous number of seafarers exposed to the stress of transiting the HRA.
The human cost of piracy does not simply end once seafarers are released, and many
seafarers will need additional support.
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Financial Impact on Seafarers
In addition to the physical and psychological abuse suffered by seafarers attacked by pirates, many endure financial
distress long after a pirate attack or period of captivity due to the loss of expected wages. For example, the Mozambican
survivors of FV Vega 5, which was hijacked by Somali pirates in December 2010, have not yet received compensation
which was required in their contracts for the period they were held as hostages.122 Allegedly, the ship owner paid the
Indonesian and Spanish crew members, but the Mozambican crew members remain without compensation over three
years later. 123 Similarly, the 22 crew members of MV Iceberg 1, held for two and a half years after being captured by
Somali pirates on March 29, 2010, to date have still not received compensation for the period of their captivity.124
Aman Kumar, one of the MV Albedo crewmen, explained that in addition to four years of torture and near-death
experiences, he has not received any of his past-due wages.125 He noted that during the crew’s captivity, the ship
owner would ask the pirates where his auxiliary machines and engine were, but failed to ask about the crew.126 Support
118 Verini, “Escape or Die.”
119 OBP interview with Leonardo Hoy-Carrasco from the UNODC on April 15, 2015.
120 OBP interview with Leonardo Hoy-Carrasco from the UNODC on April 15, 2015.
121 For more details on this analysis, see the Long-Term Impact Study section in this report.
122 “Mozambique: Vega 5 Survivors Still Without Compensation,” allAfrica, 24 November 2014, http://allafrica.com/stories/201411250215.html.
123 Ibid.
124 “Piracy: Not a Thing of the Past,” Maritime Executive, 16 September 2014, http://www.maritime-executive.com/article/Piracy-Not-a-Thing-ofthe-Past-2014-09-16.
125 Girija Shettar, “Hostage Programme Says Partners will not Dilute Action,” IHS Maritime 360, 30 September 2014, http://www.ihsmaritime360.
com/article/14810/hostage-programme-says-partners-will-not-dilute-action.
126 Ibid.
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programs, including those in place from the Maritime Piracy Humanitarian Response Programme and the CGPCS Piracy
Survivor Family Fund, exist to provide financial support and assistance to seafarers, but these may not be able to fully
compensate seafarers for wages lost during their long captivity.

Additionally, many seafarers who were held hostage find it difficult to reintegrate into society and struggle financially for
years after the attack. Leonardo Hoy-Carrasco noted that:
Seafarers are not receiving the support they need…because there is no comprehensive approach with
absolute assistance to help them with aid for their family, money for documents, counseling, assistance
with getting papers, etc. These seafarers are extremely strong people and usually what really breaks
them in the end is the fact that…they cannot get back on their feet, their calls stop being answered, aid
runs out, and they feel completely abandoned and useless. Seafarers believe that ILO Conventions will
help them, they will get their back pay, any type of compensation, etc. But when they get home their
families have lost everything. Most seafarers just wanted their base compensation and they rarely get
these and they feel completely abandoned and have lost everything.127
Occasionally, these seafarers decide to return to seafaring, but even this task is
difficult due to the fact that long-term hostages often lose their passports while in
captivity, their certificates or licenses expire, etc. However, with a lack of financial and
other resources to obtain new documentation, these former hostages find there are
numerous hurdles even to returning to their prior occupation, which only compounds
the financial impact upon them. For instance, Bhimsen Singh, a hostage from MV
Asphalt Venture, explained that although he is a trained electrical engineer, he now is
taking computer classes and trying to update his books because after being cut off from
the outside world with no communication for over four years, he is now struggling to
make a living. He explained, “I have lost four valuable years of my life. I lost everything
includ[ing] some part of my memory…Now I don’t have any job in hand and need
help.”128

Seafarers
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Impact on Somalis: The Use of Children as Pirates
In addition to the more obvious impacts of piracy on seafarers, piracy has negative effects on some Somali populations
as well. Though the exact extent of these costs is difficult to ascertain or quantify, one of the more understood impacts is
the effects on Somali children who are recruited as pirates. Charles Brown, Senior State Counsel for the Seychelles Office
of the Attorney General, calculates that approximately one in five pirates is under the age of 18.129 Other estimates posit
that children comprise as much as one-third of many crews, including some who are as young as 10 or 11 years old,130
turning piracy into a more “complex issue” according to the UNODC.131 Children continue to be recruited for piracy, as
127 OBP interview with Leonardo Hoy-Carrasco from the UNODC on April 15, 2015.
128 SNV Sudhir, “Hostage Survives it All,” Deccan Chronicle, 23 November 2014, http://www.deccanchronicle.com/141121/nation-current-affairs/
article/hostages-survives-it-all.
129 Carl Conradi, “Mitigating Children’s Involvement in Maritime Piracy,” Canadian Naval Review 10 (2014), 16,  available at http://www.
navalreview.ca/wp-content/uploads/public/vol10num2/vol10num2art3.pdf; Girija Shettar, “Protecting the Rights of Children Suspected of
Piracy,” IHS Maritime, 10 January 2014, http://ihsmaritime.wordpress.com/2014/01/17/protecting-the-rights-of-children-suspected-of-piracy/.
130 “International Piracy Experts Meet in Halifax,” CBC News, 24 July 2014, http://www.cbc.ca/news/canada/nova-scotia/international-piracyexperts-meet-in-halifax-1.1169025; Letter from Shelly Whitman & Sam Holland to author, Executive Director, and Projector Officer – Research,
The Roméo Dallaire Child Soldiers Initiative (March 20, 2015) (on file with author).
131 “Human Cost of Piracy off Somali Coast ‘Incalculable’, Full Range of Legal, Preventative Measures Needed to Thwart Attacks, Security Council
Told,” UN Security Council, Press Release SC/10551 (February 22, 2012), http://www.un.org/press/en/2012/sc10551.doc.htm; Emily Holland,
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demonstrated by EU NAVFOR’s apprehension of five suspected pirates while investigating the attack on Nave Atropos in
late January 2014, at least some of whom were between 16–18 years old.132 In 2014, there were six juveniles in Kenya
and ten in the Seychelles who were either prosecuted as pirates or involved in a pending trial.133 Children recruited as
pirates are exposed to violent situations and sometimes are thrown overboard after a successful hijacking so that the
adults will receive a larger portion of the ransom.134 Ultimately, the continued use of children as pirates, despite the drop
in successful pirate attacks, is a significant human cost related to Somali piracy.

Conclusion
Though fewer seafarers were reportedly attacked in 2014, this downward trend in newly exposed seafarers does not
accurately reflect the continuing impact on seafarers held hostage and those who are still dealing with the lasting fiscal,
physical, and emotional impacts of piracy. As the numbers of new attacks decline, the dominant human impact shifts
increasingly to those seafarers still held hostage, local seafarers and fishermen still at risk of attack, and those still dealing
with the fallout of a piracy incident.

“Hijacked Childhoods, Under the Radar: How the International Community Can Help the Youth Associated with Somali Piracy – and Why it
Must,”  UCLA Journal of lnternational Law and Foreign Affairs 17 (2013), 175; see also “This is Big…,” Child Soldiers Initiative, 3 March 2014,
http://www.childsoldiers.org/this-is-big/.
132 “French Navy Transfers Five Suspected Pirates to Seychelles,” Seychelles Nation, 30 January 2014, http://www.nation.sc/article.
html?id=240529; “Weekly Maritime Situational Report,” OceanusLive.org, January 18–25, v. 3 No. 4/14 (2014).  
133 Answers to Questionnaire, Francesca Caonero, United Nations Office on Drugs and Crime, Maritime and Transnational Organised Crime
Programme (Horn of Africa), Regional Office for Eastern Africa (January 27, 2015) (on file with author).
134 Letter from Shelly Whitman & Sam Holland to author, Executive Director, and& Projector Officer – Research, the Roméo Dallaire Child Soldiers
Initiative (Mar. 20, 2015) (on file with author). This subject contains issues more complex and nuanced than can be addressed in this report. For
an in-depth discussion of this topic, see, e.g., Shelly L. Whitman, “Children and Marine Piracy,” Case Western Reserve Journal of International
Law 46, 217 (2013), available at http://law.case.edu/journals/JIL/Documents/46CaseWResJIntlL1.10.Article.Whitman.Digital.pdf.
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THE STATE OF MARITIME PIRACY
IN THE GULF OF GUINEA
OVERVIEW

ECONOMIC COST KEY FINDINGS:

• Region significantly increased priority in developing its maritime security infrastructure, but capacity still lacking.
• Over half of the total economic cost attributed to military operations.
• Ransom costs estimated at $1.6 Million, but confidential systems of payment make true cost difficult to obtain.
• OBP estimations show 29% of total costs attributable to regional states.

HUMAN COST KEY FINDINGS:

• Information related to the impact of piracy attacks on seafarers is limited due to reporting challenges.
• Seafarer awareness and advocacy more challenging in the Gulf of Guinea.
• Regional seafarers at greater risk due to intimidation from local perpetrators.
• No piracy prosecutions/No accountability for criminals.

PIRATE ACTIVITY KEY FINDINGS:

• Decline in reported attacks in 2014, but consistent with historical patterns of fluctuation in the region.
• As many as 70% of attacks go unreported (Pottengal Mukundan - Director, International Maritime Bureau - IMB).
• Increase in number of attacks in international waters represents piracy’s expanding geographical range.
• 60% of piracy incidents occurred in the waters off Nigeria.
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ECONOMIC COST BREAKDOWN:

HUMAN COST BREAKDOWN:

PIRATE ACTIVITY BREAKDOWN:
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OBP’s data indicates a decline in the total number of reported attacks from 100 incidents in 2013 to 67 in 2014. However, it
is estimated that up to 70% of attacks go unreported in the region (Pottengal Mukundan - Director, International Maritime
Bureau). While the establishment of information centers such as the Maritime Trade Information Sharing Centre (MTISC) in
Ghana have made strides to improve reporting, the underreporting of piracy incidents continues to be a central problem in
determining the true degree of maritime crime occurring within the waters off the West African coast.  
When comparing attacks by country in the graph at the top of the
page, 60% (40 out of 67) of the total attacks in West Africa occurred
near Nigeria, followed by 10% (7) and 9% (6) near the Republic of the
Congo and Togo respectively. When isolating only the attacks that were
successful (See right side of page), Nigeria led again with 54% (14 out of
26) of incidents occurring off of its coast.

REPORTING CHALLENGES
The lack of reporting in the region can be attributed to several factors:
• Many regional states lack the necessary naval assets and
other means to effectively respond to an incident.
• In instances when law enforcement authorities do respond
and an arrest is made, lengthy investigations often follow.
These investigations often result in the detaining of vessel
and crew and the costly delay of scheduled transit.
• The absence of proper legislation pertaining to maritime
piracy means that despite adequate response, arrest and
investigation, the perpetrators of such crimes are not
prosecuted and are often released.
These limitations reduce the incentive for shipping companies
and their vessels to report attacks, particularly lesser incidents
which result in limited impact to vessel or crew. Building regional
capacity to respond to piracy incidents as well as establishing
efficient systems for response, investigation and prosecution could
improve incentive for reporting and therefore provide a more
comprehensive look at West Africa’s maritime security picture.
Of the 67 reported piracy incidents that OBP logged in 2014, only 42% occurred in territorial waters (See pirate activity
breakdown on previous page). This is a noticeable trend showing incidents expanding beyond 12 nautical miles, where
historically up to 80% of piracy attacks occurred within territorial waters. Of the 67 reported attacks, 26 were successful
involving a mix of robberies, oil theft, hostage kidnapping, and vessels detained for use as a mothership in future attacks.
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OBP’s data collection and analysis also looked at attacks by vessel type
(See graph to the left). Attacks on tankers occurred most frequently
at 35, followed by attacks on Offshore Supply Vessels (10),
General Cargo (5) and Bulk Carriers (4). It’s likely that the
interest in tanker vessels as a main target for piracy stems
from the high value of the cargo. However, the higher level
of expertise needed to carry out a successful oil theft
limits the success rate of such attacks. When referring
back to the pirate activity breakdown graphic, note that
only 7% of all piracy incidents in 2014 (5 out of 67) were
successful oil thefts.
While 2014 saw continued efforts from regional and
international governments as well as industry to improve
maritime security in West Africa, sustained commitment
from key stakeholders is imperative to further reduce the risk
to seafarers operating in the region and establish a long-term
solution to piracy and other maritime crime.

RIVERINE ATTACKS
There appears to be a substantial amount of overlap between the actors responsible for piracy at sea and for those
incidents which take place in the riverine areas of the Niger Delta. As our reports focuses on piracy in international
waters and armed robbery at sea, we excluded riverine incidents from our analysis. However, given the apparent
similarities between riverine and maritime attacks, these incidents do deserve mention.
OBP compiled a total of 15 attacks in the Delta in 2014, with the majority (10) of those
incidents targeting passenger vessels. These incidents resulted in the deaths of at least
six Nigerians and six pirates. Riverine incidents in Nigeria are particularly violent, as
demonstrated by the fact that all of the reported attacks involved the use of weapons,
with all but one involving guns. The proliferation of violence in riverine incidents is
extremely concerning and undoubtedly has a profound detrimental effect on those who
work and live in the Niger Delta.
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Total Cost Estimates

Low Estimate

High Estimate

Industry Employed Vessel Protection Measures

$231,686,000

$314,181,000

Armed Guards

$141,890,000

$172,790,000

Security Liaisons

$56,000,000

$88,000,000

Lagos Escort Vessels

$3,123,000

$5,949,000

Delta-Port Escort Vessels

$8,517,000

$18,738,000

Secure Zones

$17,970,000

$19,869,000

Security Equipment

$3,312,000

$8,835,000

Other Industry Costs

$136,385,000

$138,671,000

Cargo (Oil) Theft

$11,519

$13,038,000

Stolen Goods

$364,000

$1,131,000

Ransoms and Associated Payments

$1,680,000

$1,680,000

Insurance

$41,178,000

$41,178,000

Labor

$81,644,000

$81,644,000

Government and Civil Society Costs

$380,021,000

$529,902,000

Military Operations

$371,958,000

$521,839,000

Prosecutions & Imprisonment

$0

$0

Counter-Piracy Organizations

$8,063,000

$8,063,000

Total Economic Cost of Maritime Piracy in West Africa

$748,092,000

$982,754,000

Transit Estimation
In order to calculate the economic costs related to piracy in the Gulf of Guinea, an accurate estimation of transit
numbers in the region must be performed. This task, however, is complicated by the nature of shipping patterns in
this region. Vessels operating in the GoG frequently make multiple port calls, so transits often originate and terminate
within the region. Ships may also be required to spend extended periods of time drifting or at anchor while waiting for a
berth or waiting to conduct ship-to-ship transfer operations. Still other ships are transiting through the region on routes
between Europe or the Americas and the Cape of Good Hope.
To generate an accurate transit estimate, OBP used the average of three separate estimation methods: AIS transit
algorithms, Vesseltracker port visit data, and AIS estimates of secure anchorage traffic.1 Using this methodology, we
generated an estimated number of transits for three areas of interest necessary to calculate the economic costs of piracy
in the Gulf of Guinea: the OBP Gulf of Guinea Area of Interest, the JWC WRA, and the IBF HRA. These estimates are
displayed in Table 1 . The final estimates are based on the averages of the AIS, Port Visit, and Secure Zone estimates.

Table 1: Vessel Transits
AIS Estimate

Port Visit Estimate

Secure Areas Estimate

Final Estimates Used

Gulf of Guinea Transits

41,000

34,600

43,900

16,600

19,400

30,900

JWC WRA Transits

25,000

17,100

20,900

16,000

18,800

19,600

IBF HRA Transits

N/A

14,800

18,600

11,400

13,000

14,500

1

A full explanation of our method and its limitations is available in Appendix H.
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COST OF INDUSTRY EMPLOYED VESSEL PROTECTION MEASURES
(Guards & Liaisons, Escort Vessels, Secure Zones, and Security Equipment)

$230,812,000 - $314,181,000
Key Findings:
•

Vessel protection measures used in the GoG are a combination of passive vessel hardening, armed guards,
escort vessel services, ship-to-ship transfer zones, secure zones and drifting zones.

•

Secure zones were established in recognition of the fact that a significant portion of attacks in the GoG
occur in anchorages while awaiting port calls.

Compared to traffic in the Western Indian Ocean, vessels in the Gulf of Guinea have fewer options to avoid or deter
pirate attacks. Off of the Horn of Africa, vessels have been able to increase their speeds and sail farther away from the
coast of Somalia to decrease their chances of being pirated. In contrast, the Gulf of Guinea is less a thoroughfare than a
destination for merchant vessels. As a result, a multi-layered approach to securing vessels has developed.
Regional countries have established secure zones in which vessels can anchor while waiting for a berth or during
ship-to-ship transfers, and a system of escort vessels protects ships coming into port and traveling along the coast.
Additionally, a complex system of employing armed guards has developed as well, wrought with significant legal and
practical complexities. Vessels can hire local armed teams when in territorial waters, teams which are made up of the
coastal state’s naval or maritime police personnel, supplemented in many cases by an unarmed security liaison from an
international private security company. Outside of territorial waters, the vessels may hire international private security
teams for protection during transit. Testimonies tell that private companies having commercial ties with a coastal state
may be committed to take the coastal state’s public protection, for a fee, rather than private companies. Passive defense
measures, such as barbed wire to deny access, are also utilized. Altogether, vessel protection measures constitute a
significant cost, estimated to be between $231 and $315 million.

Table 2: Cost of Industry Employed Vessel Protection Measures (VPM)
Type of Measure

Low

High

Armed Guards

$142,890,000

$172,790,000

Security Liaisons

$56,000,000

$88,000,000

Secure Zones

$17,970,000

$19,869,000

Lagos Escort Vessels

$3,997,000

$5,949,000

Delta-Port Escort Vessels

$8,517,000

$18,738,000

Security Equipment

$3,312,000

$8,835,000

Total Cost

$230,812,000

$314,181,000

Total Cost of Armed Guards & Security Liaisons

$198 to $261 Million
Key Findings:
•

Embarked security personnel cost between $197,890,000 and $260,790,000 for 2014.

•

35%–40% of vessels are estimated to employ guard teams in territorial waters.
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Table 3: Cost Calculations for Local Guards, Unarmed Security Liaisons, and International Teams
Type of Guards

Rate of Use

Estimated No. of Daily Cost per
Days per team
Team

Low/High Cost Estimate

Local Guard Teams

35%-40% within the
WRA

5

$4,000

$124,940,000 $144,540,000

Unarmed Security Liaisons

56%-76% of vessels
using local guard
teams

16

$1,000

$56,000,000 $88,000,000

International Teams

7.5%-12.5% of
vessels employ
international
embarked teams

5

$4,000

$16,950,000 $28,250,000

Total

$197,890,000 - $260,790,000

The 2014 OBP estimate for the cost of embarked guards in the Gulf of Guinea region ranges from $198,190,000 to
$261,290,000. The use of guards, unarmed and armed alike, is particularly complex in the Gulf of Guinea. Many ship
operators feel compelled to employ embarked guards to combat the threat of piracy. However, it is the policy of most
Gulf of Guinea countries to prohibit the use of international embarked armed guards in their territorial waters.2 In
practice, embarked armed teams are composed of regional naval personnel or maritime police contracted to provide
security. This system has developed in a somewhat ad hoc manner over the past few years, leading to a multitude of
arrangements involving numerous agencies. Some reports have indicated that guards and government forces have
sometimes mistaken each other for pirates due to a lack communication and situational awareness.3 As one expert
comments, “Fundamentally, the problem is that, while legislation and capability exist, the patchy enforcement of the
applicable laws encourages ship operators, agents, mid-ranking military personnel and private security providers to
search for ‘alternatives’ which tend to emphasize practicality over legality.”4
Along with the locally contracted guards, many vessels choose to hire a western security advisor through an
international private security company. These unarmed embarked advisors, in teams of one or two, may stay onboard for
as long as a month, acting as liaisons with the local armed teams and government officials, training the crew on counterpiracy procedures, and assisting with standing watch. Additionally, some vessels—particularly those transiting the Gulf
of Guinea region outside the War Risk Area (WRA)—contract international armed guard teams to provide security
outside of territorial waters. Due to the complicated regulations in the regions, these various arrangements are at times
simultaneously in line with and in contradiction of the various policies of national agencies and the security apparatus.

Local Security Teams
Nigeria
As the largest Gulf of Guinea country and the greatest recipient of maritime traffic, Nigeria has a significant impact on
maritime security in the Gulf of Guinea. Some of the challenges relating to maritime security have been a byproduct of
multiple departments sharing responsibility for this sector. The Nigerian Navy (NN), the Nigerian Maritime and Safety
2

OBP refers to territorial waters as consistent with the UNCLOS definition of territorial seas, extending 12nm from the coastline of a country.
Not all Gulf of Guinea states utilize this definition, further complicating the legal implications of armed guard use. See Benin: Decree No. 7692 extending the territorial waters of the People’s Republic of Benin to 200 nautical miles, 1976, available at http://www.un.org/depts/los/
LEGISLATIONANDTREATIES/PDFFILES/BEN_1976_Decree.pdf; Togo: Ordinance No. 24 delimiting the Territorial Waters and creating a protected
Economic Maritime Zone of 16 August 1977, Article 1, available at http://www.un.org/depts/los/LEGISLATIONANDTREATIES/PDFFILES/
TGO_1977_Ordinance.pdf (Article 2 is the EEZ claim).

3

Comfort Oseghale, “Navy to Stop Private Guards on Vessels,” Punch, 17 July 2014, http://www.punchng.com/business/maritime/navy-to-stopprivate-guards-on-vessels/.

4

Dirk Steffen, “Troubled Waters? The Use of the Nigerian Navy and Police in Maritime Security Roles,” Center for International Maritime
Security, 1 July 2014, available at http://www.isn.ethz.ch/Digital-Library/Articles/Detail/?id=181585.  
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Agency (NIMASA), and the Nigerian Maritime Police each have a role in securing Nigerian waters. Nigeria has taken steps
to address the jurisdictional ambiguity by establishing the Nigerian Navy’s exclusive authority over Nigeria’s territorial
waters and EEZ. An alert from BIMCO describes this process:
Members operating vessels within the Nigerian EEZ and territorial waters should be aware...of potentially
significant liabilities and delays if they employ armed guards on board their vessels who are sourced from the
Nigerian Marine Police, the Nigerian Police or the “Joint Task Force”. The Nigerian Navy only provides vessel
escorts and it is understood to have sole primacy and authority in the territorial waters and the EEZ. BIMCO has
been advised that the Nigerian Navy does not provide or permit armed guards on merchant vessels. The Navy
has seemingly begun enforcing its alleged authority to prevent the employment of armed guards on board and
this has resulted in the arrest of members of the Nigerian Marine Police and consequent delays to the vessel and
unresolved liabilities placed on the owners.5
Although official Nigerian policy dictates that armed protection should be provided by naval escorts, reporting and
attack data demonstrate that in practice, VPDs (embarked police or naval personnel serving as guards), were sometimes
favored over the escort model of protection in 2014. Some of the ships intending to call upon a Nigerian port will
usually approach the coast and a team of (usually four) NN sailors—hired through a shipping agent or some other
intermediary—will come aboard to protect the vessel while it waits for a berth. Though this was the favored model of
protection, it has a questionable legal basis, leaving the vessel operators open to possible legal liability or invalidation of
insurance claims.
Regional States
The other littoral Gulf of Guinea states have taken a similar course in regulating any armed support, requiring that it be
provided by regional teams. Togo, Benin, and Nigeria all forbid international teams from bringing weapons into territorial
waters and, as such, have also adopted the VPD model.6 Guards sourced from the navy or other military/police agencies
will embark from a port city, stay aboard while the merchant vessel waits to berth, and then disembark to that same
location when the vessel departs for its next destination.
Extensive investigation has led OBP to estimate that 35%–40% of merchant vessels entering territorial waters enlist the
protection of an embarked regional team or VPD.7 Using an estimated 19,600 transits in the WRA,8 where vessels are
most likely to employ embarked armed guards, we estimate between 6,200 and 7,200 teams per year. According to
current cost estimates of $4,000 per day, and an estimated 5 days per transit, we derive an estimated total expenditure
of between $124,940,000 and $144,540,000 on embarked vessel protection detachments in 2014 within the WRA.

Unarmed Security Liaisons
In addition to the armed local teams, many vessels choose to hire an embarked, unarmed liaison to provide expertise
and to help manage the embarkation of local teams upon arrival at each destination within the high risk areas off of
Togo, Benin, and Nigeria. One or two liaisons come aboard before entering the WRA or during a regional port call, in
Lomé for example, and remain embarked as the vessel travels among various other stops throughout the region, finally
disembarking after a period of up to one month on the vessel. These unarmed security advisors are usually contracted
5
  
6

“Security Alert – Nigeria,” BIMCO, 16 June 2014, https://www.bimco.org/News/2014/06/16_Security_Alert_-_Nigeria.
aspx?mobileToken=eOe7pBMM1LGb0DD5esXZ72b0DCd5VacibfkAD+DgqRY=%7C%7CLArE5EcvVQpkAkZVo7qi/SF5zDWn5zHggdk5cDSR/
Ore4gbN3EhVEQ==&ResumePage=true.
Steffen, “Troubled Waters?”; Dirk Steffen, “Risks in Contracting Government Security Forces in the Gulf of Guinea,” CIMSEC, 16 September
2014, http://cimsec.org/troubled-waters-2-risks-contracting-government-security-forces-gulf-guinea/13016; Republic of the Marshall Islands,
“Use of Privately Contracted Armed Security Personnel (PCASP),” Marine Notice No. 2-011-39, Rev. 2/14, 7, sect. 7.3.1, available at http://
www.ccs.org.cn/ccswz/font/fontAction!article.do?articleId=ff808081441f0f1e01446792ef770417.

7

This figure was drawn from extensive investigation and conversations with professionals in various sectors of the maritime industry.

8

See Appendix H for information on how the transit numbers were derived.
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through a locally registered international private security company, and often have experience serving in a western
military. Their presence is somewhat controversial, particularly in Nigeria, where local officials have detained several
security advisors in 2015, allegedly based on the suspicion that they may have carried weapons within territorial waters.
These advisors are employed at a rate of 56%–76% on vessels employing regional armed teams, v arying based on the
state where the port of call takes place. Utilizing these rates we estimate that unarmed security advisors were used on
3,500 to 5,500 transits. OBP calculates that vessels spent $56,000,000 to $88,000,000 on unarmed security liaisons, in
addition to local armed teams, in 2014.9

International Security Teams
Not all merchant vessels in the Gulf of Guinea operate in the WRA; some only pass through the southwest corner, while
others skirt it entirely. As such, these vessels face a lower risk of pirate attack, and presumably have a lower rate of
employing private armed guards for vessel security, a rate which we estimate to be around 10%.10 This estimate indicates
that between 850 and 1,40011 transits in 2014 employed PCASP at a cost of about $20,000 per trip.12 We calculate that
the additional total cost for private armed guards ranges from $16,950,000 to $28,250,000.

Total Cost of Security Escort Vessel Services

$12 to $25 Million

According to policy statements from Nigeria, escort vessels are the only approved security service allowed in territorial
waters. Private companies such as Ocean Marine Security (OMS), the company administering the Nigerian secure zones,
regularly escorts vessels to and from international waters, 40nm out, to the secure zones between the Secure Anchorage
Area (SAA) and a berth in port, and between the SAA and other Nigerian ports. These armed escort services are used in lieu
of armed guards, and tend to cost more per vessel, as they are coupled with the use of secure areas. OBP research indicates
that over 40 vessels are used to provide escorts, conduct patrols, and patrol secure areas. We further estimate that these
vessels escort roughly 1,100 possible ships annually.13 Two basic types of blue water escort services are provided by OMS
and similar companies: those off of Lagos, and those between the Lagos SAA and other Nigerian ports in the Niger Delta
region.

Lagos Security Escorts
OBP estimates that 65%–85% of vessels using the SAA also employ an armed escort between 40nm out—international
waters—and the secure area, as well as between the SAA and the port. Of those vessels that do not utilize the secure
zones, OBP estimated that 11% hire a security escort. The cost per escort and the number of vessels hiring security
escorts are displayed in Table 4 below.
9

We have projected the cost of unarmed liaisons based on a 16-day embarkation period and a fee of $1,000 per day.

10 This estimate is based on conversations with industry professionals and OBP research. For the purposes of the report, we assess 75%
confidence in this rate, and have used the low and high boundaries for our employment calculations.
11 This number was arrived at by using 31,100 total Gulf of Guinea transits less 19,600 WRA transits, which yields 11,500 non-WRA GoG
transits. Of these, 10% are expected to have carried PCASP. For more information on the various areas as defined for AIS analysis and transit
calculations please see Appendix H.
12 This number is based on a 5-day transit of the Gulf of Guinea and a $4,000 daily rate.
13 We estimate that 1/3 of vessels will be out of service for routine maintenance and resupply, leaving 28 in service. Of these, we estimate that
four are employed securing the SAA and STS Zone off of the Lagos anchorage, six are employed in securing the Warri and Port Harcourt drifting
areas, and eight are employed in conducting patrols as indicated by the OMS PGS footprint. This leaves ten vessels available to conduct escorts.
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Table 4: Cost of Lagos Vessel Escort Services
Lagos Security Escorts

Estimated Cost per Escort

Number of Escorts

40nm to SAA

$6,250

SAA Visits:

40nm to Pilot Station

$9,250

613

40nm to Berth

$12,500

Lagos Port Visits:

SAA to Pilot Station

$4,500

2023

SAA to Berth

$6,250

Total # of Vessels Employing a Security Escort:

Average Cost per Escort

$8,000

500*

744*

Estimated Annual Cost of Lagos Escort Services
$3,997,000
$5,949,000
*Based on OBP estimates that 65-85% of vessels employ Security Escorts for ports with SAAs and 5-11% for Non-SAA ports

Niger Delta Port Escort Services
In addition to escorts to and from the SAA off of Lagos, private companies also offer vessel escort services from Lagos
to riverine ports within the Niger Delta region. These services are significantly more expensive, ranging from $37,000 to
$64,000 per escort. Very little data exists regarding the rate of use for these services or the number of port calls to Warri,
Nigeria. OBP used an estimate that 5%–11% of tankers over 100m in length calling at Onne utilize the security vessel
escorts, and applied the same number to vessels calling at Warri. These estimates are displayed in Table 5 below.

Table 5: Cost of Delta Port Vessel Escort Services
Delta Port Escort Services

Cost

Lagos to Warri

$37,500

86

188

Warri to Onne

$56,000

21

47

Lagos to Onne

$64,000

64

141

$8,517,000

$18,738,000

Estimated Annual Cost of Delta Port Escort Services

Estimated Port Visits Using Escorts

In all, OBP estimates that security vessels escorted over 900 individual vessels in Nigeria. Some of the more valuable
vessels would employ more than one escort ship, while some of these escort missions would have lasted longer than
a day, in particular those involving the escort of a vessel from the Lagos SAA to Onne, near Port Harcourt, a distance of
nearly 300nm.

Total Cost of Secure Zones

$18 to $20 Million
Key Findings:
•

Between 4,500 and 5,000 vessels paid an estimated $18–$20 million to use secure anchorage areas
in Nigeria in 2014.

Gulf of Guinea littoral states have taken additional steps to increase maritime security while maintaining their prohibition
on private guards. Most notably, Ghana, Togo, Benin, and Nigeria have each established “secure zones” near major
ports.14 These are clearly demarcated areas where vessels can safely anchor to wait for a berth or conduct ship-to-ship
cargo transfers. This safety is achieved with armed patrol vessels. In Nigeria, a private company provides the physical
ships, maintenance, and logistics, and performs all scheduling and billing of clients, while the armed forces supply the
personnel and weaponry. In Togo, Benin, Ghana, and Côte d’Ivoire, the navies provide patrol vessels. The cost associated
14

Risk Intelligence, Security Report, Rev. 5, 1 November 2014 (on file with author).
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with the Nigerian SAA and the STS Zone–the only secure zones for which we were able to calculate fees—is estimated to
be between $17,970,000 and $19,869,000.
Naval vessels are not present in all of the areas all of the time, a fact which may explain in part the highly disparate
usage rates from zone to zone. Nonetheless, AIS observations demonstrate the zones’ perceived value, with several
areas containing half a dozen or more vessels at any given time. The safety record of these areas, while not wholly
unblemished, supports the idea that vessels in the zones are less susceptible to attack than vessels outside. For example,
administrators of the Lagos secure anchorage area claimed it saw zero successful attacks from May 2013 to June 2014.15

Table 6: Cost of Secure Areas
Vessels 120-200m long

Low Estimate (Based on Available data)

High Estimate (Based on Available data)

Country

Zone

Annual
Visits

Nigeria

Secure Anchorage Area (SAA) 582

Visit Cost

Annual Cost

Annual
Visits

Cost Per Visit Visit Cost

$10,500

$6,111,000

644

$10,500

$6,762,000

STS Zone

3,953

$3,000

$11,859,000

4369

$3,000

$13,107,000

Other Areas

6,100

N/A

N/A

6081

N/A

N/A

Benin

Secure Zones

600

N/A

N/A

570

N/A

N/A

Togo

Secure Zones

4,600

N/A

N/A

4,555

N/A

N/A

Ghana

STS Zone & Anchorage Area

630

N/A

N/A

628

N/A

N/A

16,369

$6,800.00

$17,970,000

19,660

$6,800.00

$19,869,000

Total

In addition to the areas listed above, OBP is aware of drifting areas off of Warri and Port Harcourt administered by
private companies, and a new secure zone off of Côte d’Ivoire, similar to the secure zones and anchorage areas in Benin,
Togo, and Ghana, which are administered by the OMA Group.16 We estimate that at least ten security escort vessels are
employed. These three additional secure areas are not included in our cost calculations, as we were unable to obtain any
estimates of the number of vessels that utilize them.

MARITIME SECURITY SCENARIOS
The use of maritime security services in West Africa is complex and involves several different combinations including
the employment of armed guards (both regional and international), unarmed security liaisons, escort vessels, and
secure areas that vary from country to country. While there are numerous combinations of these services that could be
employed, we have used the following four likely transit scenarios in order to calculate the estimated costs of maritime
security forces in the Gulf of Guinea:

SCENARIO 1: Unarmed Security Liaison w/ Embarked Regional Security Teams
In Scenario 1, a cargo vessel in the Gulf of Guinea is scheduled for a regional transit from a port in Country A to a port
in Country B. The vessel employs an unarmed security liason for the entirety of that transit which is 14 days. A Regional
Security Team is also employed while the vessel transits through Country A’s territorial waters. Once the vessel transitions
into Country B’s territorial waters the Regional Security Team from Country A is replaced by a Regional Security Team from
Country B. Security Team B is employed for the duration of the trip through Country B’s territorial waters.
15 “The Lagos SAA – 100% Bulletproof,” World Maritime News, 5 June 2014, http://worldmaritimenews.com/archives/126064/the-lagos-saa-100bulletproof/.
16 “About OMA,” OMA, http://www.omagroup-wa.com/about-oma/ (accessed May 8, 2015). Though some costs are associated with these areas,
we did not have sufficient information to generate an estimate.
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SCENARIO 2: Embarked Regional Security Teams with No Security Liaison
Same as Scenario 1, but without the employment of the Security Liaison.

SCENARIO 3: Secure Anchorage Area and Security Escort
In Scenario 3, the vessel goes on the same 14 day transit as Scenarios 1 & 2. Instead of employing a Security Liaison or
an Armed Regional Security Team, it transits through Country A’s territorial waters and into international waters only
utilizing BMP. Once it reaches a designated point 40NM from Country B’s port, the vessel employs an escort boat to
accompany it to the Safe Anchorage Area (SAA). The vessel remains in the SAA awaiting berth for 5 days. Once the vessel
is cleared for berth, it is again accompanied by the escort boat on its way to port.

SCENARIO 4: International Security Team (Armed)
In Scenario 4, an international security team is employed for the duration of the vessel’s transit. The average transit using
an international security team is 5 days. The difficulty with employing international security teams in the Gulf of Guinea
is that all countries in the region prohibit the use of armed international teams in their territorial waters. In this case, the
security team must disarm (lock up their weapons) while transiting out of Country A’s territorial waters, re-arm while in
International Waters, and again disarm when entering Country B’s territorial waters.
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Total Cost of Security Equipment

$3 to $9 Million
Key Findings:
•

Most vessels in the Gulf of Guinea are presumed to have been outfitted with vessel hardening
measures prior to 2014.

•

Replacement or refitting of security equipment aboard ships in the Gulf of Guinea is estimated to have
cost between $3.3 and $8.8 million in 2014.

It is recommended that for suggested planning and operational practices, including the deployment of Ship Protection
Measures (SPMs), vessels in the Gulf of Guinea utilize the “Guidelines for Owners, Operators, and Masters for Protection
against Piracy in the Gulf of Guinea Region” (The Guidelines) in conjunction with BMP4.17
The Guidelines lay out a few suggestions in particular to facilitate a secure transit, including:
1) Reporting movements to the Maritime Trade Information Sharing Center-GoG (MTISC) while in its
Voluntary Reporting Area .
2) Reporting incidents to Regional Maritime Rescue Coordination Centers, the IMB, and/or other regional
and national information-sharing and maritime situational awareness agencies (ICC, the Regional Center
for Maritime Security in Central Africa, etc.).
3) Implementing SPMs such as watch-keeping and enhanced vigilance, enhanced bridge protection,
physical barriers (for example razor or barbed wire, electrified barriers), water spray and foam monitors,
and citadels.
4) Switching off or powering down AIS and limiting the use of lighting at night, as pirates use these
mechanisms to identify vessels. AIS must be switched on immediately if the vessel is boarded.18
17 “Guidelines for Owners, Operators, and Masters for Protection from Piracy in the Gulf of Guinea Region,” UK War Risks, 17 October 2014, 1,
http://www.ukwarrisks.com/fileadmin/uploads/uk-war/Docs/News_etc/PiracyGulfGuinea_October_2014.pdf. The introduction explains that,
“Although piracy in the Gulf of Guinea region in many ways differs from that of Somalia-based piracy, large sections of the Best Management
Practices already developed by industry to help protect against Somalia-based piracy are also valid in the Gulf of Guinea region. Consequently,
these Guidelines aim to bridge the gap between the advice currently found in BMP4 and the prevailing situation in the Gulf of Guinea region.
These Guidelines should therefore be read in conjunction with BMP4 and will make reference to BMP4 where relevant.”
18 Ibid.
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The number and type of SPMs a vessel should implement will vary from ship to ship, and should be based on an
individual risk assessment, taking into account the route, height of freeboard, and any other factors which might affect
the vessel’s individual risk profile. This year, for illustrative purposes, we have compiled a list of some of the more
frequently recommended and used SPMs to show the estimated average acquisition and implementation cost per vessel.

Table 7: Cost, Units Per Ship, and Lifespan of SPMs19 20 21
Type of SPM

Unit Cost

Units Per Ship

Razor Wire

$4/meter

550 meters-1500 meters (single to triple layers)

2 years

550

6-12 months

3

1-2 years

20

Sandbags

21

Warning Signs

$1/bag
$140/sign

Estimated SPM Lifespan

Piracy has been an acknowledged hazard at fairly consistent levels in the Gulf of Guinea for years. As such, we presume
that ship owners who wanted to install and implement SPMs on their vessels had already done so prior to 2014 for
existing vessels in their fleet. Because most equipment would last for a year or more, only a small fraction of SPMs would
have been replaced in 2014. OBP estimates the cost of security equipment to be between $3,312,000 and $8,835,000 .22

OTHER INDUSTRY COSTS

(Cargo Theft, Stolen Goods, Ransoms, Insurance, and Labor)

$136,385,000 - $138,671,000

In addition to vessel protective measures, shippers bear other direct and indirect costs as a result of piracy. Unlike the
Somali piracy model, GoG piracy involves significant levels of cargo theft and robbery, adding a separate category of
economic costs borne by both the shipping industry and the seafarers aboard pirated vessels. Other costs including
ransom payments, War Risk insurance added premiums, Kidnap and Ransom insurance, hazard pay for seafarers, and
captivity pay owed hostages. Altogether, these are estimated to have cost as much as $138.7 million in 2014.

Total Cost of Cargo (Oil) Theft

$12 to $13 Million
Key Findings:
•

Between $11.5 and $13 million worth of petroleum product was stolen in 2014.

19 In past reports we have listed long-range acoustic devices (LRADs), electrified barriers, and specialized water/foam monitors. However, as
these are less commonly used (according to the LRAD Corporation, the cost of an LRAD counter-piracy system ranges from $65,000-$75,000
depending on the acoustic device models, and over 65 vessels have been outfitted), we have decided not to include them in our list of SPMs
for this year’s report, as they are not likely to make up a significant percentage of estimated SPM costs for 2014.
20 This is based on the available online whole sale price of $3.55 per meter of galvanized concertina razor wire and an average vessel length of
230 meters and width of 35 meters, which is equal to 530 meters of razor wire to cover the entire exterior of the vessel.
21 The estimated number of sandbags is based on a reasonable estimation of the number of sandbags required to construct three PCASP firing
positions.
22 This estimate is predicated upon an estimated 5,800–6,000 individual vessels operating in the Gulf of Guinea and a usage rate for razor wire,
warning signs, and sandbags of 80%, as in the WIOR. The calculation further assumes that one-quarter of these vessels refitted in 2014, which
yields a total cost between $3,311,800 and $8,835,000.
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West African piracy has three distinct, but often overlapping models: Oil Theft, Robbery, and Kidnap for Ransom. In this
section we focus on analyzing costs related to oil theft. OBP estimates total losses due to oil cargo theft to be between
$11,519,000 and $13,038,000.

Oil Bunkering vs. Oil Theft
It is important to note the difference between oil bunkering incidents in Nigeria and oil theft from cargo ships. In bunkering
incidents on shore, the suspects typically tap into the oil pipelines running throughout Nigeria and illegally transfer the stolen
goods onto ships. In piracy incidents, the ships are hijacked and then their oil cargo is transferred to other ships to be further
distributed. According to Nigerian Chief of Naval Staff Usman Jibrin, the country loses approximately $2 billion to oil theft each
year between land-based bunkering and pirate activity.
Source: ISS Africa.23

An incident on MT Kerala typifies a routine oil theft event in West Africa and highlights the growing concern of oil
siphoning in the region. MT Kerala was hijacked January 18th, 2014, while underway, approximately 15 nautical miles off
the coast of Luanda, Angola. Pirates painted over the vessel’s identifying features, including the funnel color, the IMO
number, and the name (making it Eral instead of Kerala). The vessel reappeared January 26th off the coast of Nigeria
missing nearly 12,300 metric tons of cargo. It was later discovered that the pirates had made three separate oil transfers
while in control of the vessel.24 This attack is particularly significant as it indicates the continuing expansion of oil theft
from Nigerian waters to a larger geographic area.
OBP’s dataset indicates that 11 tankers were successfully hijacked in 2014, with four tankers and one fishing vessel
having at least part, if not all, of their oil stolen. While in the past oil siphoning focused almost exclusively on refined
product, nearly half of the cargo siphoning incidents in 2014 involved crude oil theft. OBP estimates that between $11.5
and $13 million worth of oil was stolen off of vessels this year.

Table 8: Cost of Cargo (Oil) Theft in 201425 26
Vessel Name

Vessel Length Area of Operation

MT Kerala

228m

Type of Product Amount Stolen Total Cost

International/GoG to US

Diesel

12,271 mt

$8,000,000

MT Fair Artemis 90-135m

Coastal/GoG regional

Crude

3,500 mt

$2,709,200

MT Hai Soon 6

135m

Coastal/Lomé to Lagos route

MGO or MDO

808-2424 mt

$759,500 - $2,278,60025

MT Strider

118m

Coastal/Lagos to Port Harcourt Crude

38 bbls

$3,100

FV Marine 711

49.25m

Fishing Vessel

50 mt

$46,700

Total Cost of Cargo (Oil) Theft

MGO or MDO

$11,519,000 - $13,038,000

26

23 “ISS: A Huge Step Forward in Tackling Piracy in the Gulf of Guinea,” Institute For Security Studies, 13 March 2015, http://www.issafrica.org/isstoday/a-huge-step-forward-in-tackling-piracy-in-the-gulf-of-guinea.
24 “Liberian Registry Concludes Kerala Hijacking Investigation,” gCaptain, 29 May 2014, http://gcaptain.com/liberian-registry-concludes-keralahijacking-investigation/.
25 There were no reports on how much was stolen off MT Hai Soon 6. However, it is known the vessel was attacked while refueling another vessel
and MT Hai Soon 6 is a 3,232-tonne tanker. With that knowledge, OBP deduced that approximately 25%-75% of her fuel was likely siphoned by
the pirates before they fled.
26 Not included in our count is a failed attempt to siphon oil from SP Brussels in which pirates took over the vessel and started a shootout with
local police while attempting to sail the vessel away to offload its cargo. Two pirates died in the attempted hijacking, while the remaining
pirates fled the scene of the crime.
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Total Cost of Stolen Goods

$364,000 to $1 Million

Key Findings:
•

Since both ship property and personal effects are targeted for robbery by pirates, seafarers bear a
significant cost associated with this crime, as an estimated $124,000 to $156,000 worth of their property
was stolen in 2014.

•

Robbery appears to be a secondary priority in many instances; pirates might rob the crew and ship’s stores
after discovering that a tanker’s product is unsuitable for theft.

Though incidents involving the actual or attempted theft of petroleum products often also involve the robbery and theft
of personal effects, as well as ship stores and equipment, robbery at sea is a pirate business model in its own right, with
robberies making up 50% of successful attacks . Pirates steal the crew’s personal belongings and raid the ship’s stores
and bridges to take whatever they can. OBP estimates that between $364,000 and $1,131,000 worth of ship stores,
equipment, and personal effects were stolen by pirates in 2014.27
Robbery is broken into two categories: the first is the taking of ship stores and equipment, such as paint, mooring lines,
and navigation and communications equipment; the second is the robbery of the crew’s personal effects. Eleven attacks
in 2014 involved robbery of vessel property. While the ships’ cargo, equipment, and stores represent the majority of the
losses due to pirate robberies, the loss of personal belongings also has a profound impact. Seafarers pack lightly and
live out of their bags, taking only their most valuable and precious belongings with them on each new vessel. The loss
of cell phones, wallets , personal documents, cash, electronics, and the like is not a mere inconvenience. Rather, a cell
phone or laptop may be much more valuable as a connection to home, containing pictures of loved ones and enabling
communication. The loss in dollars is significant, but the true impact on seafarers is much harder to measure.

Table 9: Cost of Stolen Goods
Category of Goods

Cost Estimate, Low

Cost Estimate, High

Ship Stores and Equipment

$260,000

$975,000

Personal Effects

$124,000

$156,000

Total

$364,000

$1,131,000

Ship Stores and Equipment
We estimate that there is approximately $100,000 to $250,000 worth of ship stores and equipment onboard the average
vessel. OBP analysis indicates a typical pirate attack involves the theft of 20%–30% of the net worth of ship stores and
equipment. Many robberies focus on stealing mooring lines, paint, and life rafts because most expensive items in the
ship stores are large and immovable without considerable assistance, and many times the criminals are only able to steal
a small set of items before they are noticed by the crew. This results in an estimate of between $20,000 and $75,000
worth of ship stores stolen in an average robbery, and a total of $260,000–$975,000 stolen in the 13 robbery incidents
involving theft of ship stores and equipment in 2014.
27 Although the exact value of stolen goods is difficult to ascertain, our analysis is based on the best available information available from incident
reports and open-source research.

52

©2015

THE STATE OF MARITIME PIRACY 2014

THE ECONOMIC COST OF MARITIME PIRACY IN THE GULF OF GUINEA

Personal Effects
OBP noted 12 incidents involving robbery of personal effects in 2014. These incidents are explored separately from vessel
property theft due to who bears the cost. Theft of crew effects disproportionately impacts the individual seafarers; often
pirates steal their computers, phones, wallets, or jewelry. While robbery of a ship’s stores impacts the company, theft of
personal effects has a significant emotional and financial impact on an individual seafarer. OBP estimates that the stolen
crew belongings from one manifest totaled around $13,500 in value. However, given that this value will vary significantly
by vessel and crew size, we have used a range of 20% higher and lower than this value in our calculations. Additionally,
we approximated that pirates are able to steal 80% of the crew’s belongings in a robbery incident. These figures indicate
that seafarers are robbed of $8,640 to $12,960 worth of personal effects per incident.28 This brings the estimated total
value of personal effects stolen from crews in 2014 to between $104,000 and $156,000.

Total Cost of Ransoms & Associated Payments

$1.7 Million
Key Findings:
•

Though data on ransoms is sparse, OBP estimates $1,680,000 was paid out in 2014.

•

Ransom amounts appear to vary based upon the nationality of the hostages, ranging between
$30,000 and $100,000.

Estimating kidnap-for-ransom activity in the Gulf of Guinea is particularly challenging due to the highly confidential and
sensitive nature of this information. While the practice of abducting and ransoming seafarers is longstanding in the
region, both the pirates doing the kidnapping and the companies paying the ransoms have their own incentives to avoid
drawing attention to the transactions. For pirates, public attention may lead to more aggressive law enforcement action.
For shipping companies, negotiators, and insurance companies, publicized ransom payments can result in higher ransom
demands, which serve to increase costs and prolong negotiations, to the detriment of the hostages.29
Consequently, kidnapping incidents often are not publicly acknowledged or reported; specific ransom amounts paid are
more closely guarded still. As alluded to in the discussion of West African piracy business models, even when a ship is
hijacked and its crew is held captive on board—sometimes for days—their confinement may be incidental to the pirates’
aim of stealing personal effects, ship stores, or the main cargo. In contrast, pirates intending to kidnap crew for ransom
will generally move hostages onshore in order to negotiate. This section considers only the latter scenario. However, for
completeness, Appendix G includes all hostage-taking incidents within our pirate attack dataset. OBP estimates that 2014
saw ten confirmed kidnapping-for-ransom incidents in the Gulf of Guinea, of which eight appear to have been successful.
These are listed in Table 10 below.

28 This is consistent with the 2013 UNODC report on organized crime in West Africa, which estimates that pirates steal between $10,000 and
$15,000 per attack. Neil Ford, “Transnational Organized Crime in West Africa: A Threat Assessment,” United Nations Office on Drugs and Crime,
February 2013, 51, http://www.unodc.org/documents/data-and-analysis/tocta/West_Africa_TOCTA_2013_EN.pdf.
29 In past reports we have not included the cost of ransoms in the final cost tally. However, because of the opacity of the process, it is not clear
how many of these vessels had K&R insurance—our estimates indicate that only about 25% of all traffic has a K&R policy—and as such we have
included this cost in our overall cost estimate.
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Table 10: Estimated Ransoms Paid in 2014
Vessel Name (Type)

Attack Date

Hostages (Nationality)

Estimated Ransom
Amounts

Unknown (Tug)

26-Jan-14

2 - Captain, Engineer (both Nigerian)

$60,000

Cee Jay (Offshore Supply Vessel)

29-Jan-14

2 - Captain, Chief Engineer (both unknown)

$200,000

Mariner Sea (Offshore Supply Vessel)

06-Feb-14

2 - Captain, Chief Engineer (both unknown)

$200,000

Prince Joseph 1 (Offshore Supply Vessel)

04-Mar-14

3 - Captain (unknown), Chief Engineer
(Panamanian), Chief Officer (Nigerian)

$230,000

Prime Lady (Offshore Supply Vessel)

06-Mar-14

3 - Captain, Crewman, Crewman (all unknown) $230,000

Unknown (Tanker)

12-Apr-14

2 - Captain, Chief Engineer (both unknown)

$200,000

Unknown (Offshore Supply Vessel)

18-Sep-14

5 - Captain, Trainee Captain, Chief Engineer,
Electrician, Crewman (all unknown)

$360,000

Basat (Tanker)

05-Nov-14

2 - Crewman, Crewman (both Turkish)

$200,000

In the course of these attacks, we estimate that 27 seafarers were abducted and 21 were successfully ransomed.30 A
number of security firms and commentators have suggested that kidnappers are often targeting officers, particularly
captains and chief engineers.31 Indeed, nine of the ten groups of hostages included the vessel master.32 This pattern is
attributed to the fact that senior officers are more likely to be from outside the region, and thus fetch a higher ransom.33
It is difficult to establish precise values, but OBP research indicates an average ransom of between $30,000 and $100,000
per person is generally paid.34 In combination with the incident data, these figures suggest that pirates extracted
approximately $1,680,000 in ransoms during 2014.35

Total Cost of Insurance

$41.2 Million
Key Findings:
•

$41 million was paid in insurance premiums related to piracy in the GoG region for 2014.

•

Though Hull War Risk insurance premiums have dropped, K&R insurance costs have remained fairly stable.

30

In both of the unsuccessful attempts, all hostages were safely rescued by government forces before the pirates could secure a ransom for their release.

31

David Rider, “West Africa: Kidnappers Targeting Captains and Chief Engineers,” Maritime Security News, 2 February 2014, https://
maritimesecuritynews.wordpress.com/2014/02/12/west-africa-kidnappers-targeting-captains-and-chief-engineers/.

32

Appendix G includes on a per-incident basis all available information regarding the composition of the hostages.

33

“Surge in Gulf of Guinea: Kidnap Incidents,” Maritime Executive, 7 March 2014, http://www.maritime-executive.com/article/Surge-in-Gulf-of-Guinea-

34

The Catlin Group estimates that the average ransom payment is $83,000. The Catlin Group, Dangerous Waters: A Catlin
Group Limited Guide to Kidnap and Piracy in the Gulf of Guinea (London: The Catlin Group, May 2014), 14, https://
www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=6&ved=0CDQQFjAF&url=http%3A%2F%2Fwww.catlin.
com%2Fflipbook%2Fpiracy-flipbook%2Ffiles%2Finc%2Ff8276c08a7.pdf&ei=aGNTVZO2LtDEogTmyICoCg&usg=AFQjCNGtNCglCa_
Zx8nRpnqEYiIHPuSw8w&sig2=SRBpm47DG9PsZp1vqO72vA&bvm=bv.93112503,d.aWw&cad=rja.

35

This figure was calculated using the rate of $30,000 for seafarers from Gulf of Guinea countries and $100,000 for everyone else. In cases where
hostage nationality was not known, senior officers were assumed to belong to the latter group, while all other crew were assumed to be locals.

Kidnap-Incidents-2014-03-07.
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OBP estimates the total additional piracy-related insurance costs incurred by vessel owners, charterers, and managers
operating in the Gulf of Guinea to be approximately $41,178,000. Similar to past reports, this report assesses this cost
based on two types of coverage, War Risk insurance and Kidnap and Ransom insurance.
War Risk insurance: Most commercial ship operators acquire annual Hull War Risk insurance, which
insures the physical vessel itself against damage or loss due to acts of war, invasion, insurrection and other
interventions by a foreign country, as well as piracy.36 However, this type of policy typically excludes from
coverage several especially hazardous regions, known as “War Risk Areas” (WRAs). 37 These areas are clearly
demarcated within each policy, the majority of which refer to those defined as “listed areas” by the Joint
War Committee (JWC), 38 though there is no global authority to determine these areas and underwriters may
choose to define other areas at their discretion. In order to maintain coverage while transiting a WRA, a ship
operator must inform the insurer of the vessel’s passage in advance, at which point they may be charged an
additional “breach premium” or “War Risk Added Premium” (WRAP) for the specific transit. The JWC WRA
related to the threat of piracy and armed robbery against ships in West Africa remained unchanged in 2014
and is shown in Figure 1.39

Figure 1: Joint War Committee (JWC) War Risk Area (WRA)

Kidnap and Ransom (K&R) insurance: This type of insurance policy specifically covers the payment of
ransom40 to ensure the release of crew members taken hostage. Additionally, K&R policies may cover related
costs, such as in-transit loss of ransom money, crisis consultants, legal liabilities, and additional expenses
including, but not limited to, death and injury to crew members, as well as rehabilitation costs.41
36 “War risks” are usually excluded from normal Hull or Hull & Machinery policies. Additionally, War Risk policies may reimburse some costs
associated with recovery of a vessel, cargo, and crew following a successful pirate attack. For more information, see Jonathan S. Spencer,
“Piracy, War Risk & General Average” (presentation, New York Marine Insurance Day, September 30, 2011), http://www.aimuedu.org/
aimupapers/PiracyWarRiskandGeneralAverage.pptx.pdf.
37 Also known as “additional premium areas,” “listed areas,” or “breach areas”.
38 Jim Mulrenan, “Hellenic War Risks Club Slashes Annual Premiums,” Tradewinds, 5 December 2014.
39 The Joint War Committee defines the GoG Listed Area as the coastal waters up to 12 nautical miles offshore of Benin, Nigeria, and Togo, and
extends into the Gulf of Guinea, but only includes the waters of Togo’s, Benin’s, and Nigeria’s Exclusive Economic Zones north of latitude 3°
North. “Hull War, Piracy, Terrorism and Related Peril Listed Areas,” Joint War Committee, JWLA/021, 12 June 2013, available at http://www.
lmalloyds.com/IMIS15/CMDownload.aspx?ContentKey=dfa8eb7f-0832-4bf9-a18e-7bf7f7c87ceb&ContentItemKey=8a6b56bc-7b03-4370-8ad52f31e7f2f8de.
40 To be precise, K&R policies are indemnity policies, meaning that they will reimburse a specific type of loss. In this case, that means that the
ship operator first pays the ransom, and then makes an insurance claim on the loss.
41 “Marine Kidnap for Ransom and Hijack (K&R) Insurance,” The Swedish Club, http://www.swedishclub.com/upload/174/marien%20kidnap%20
for%20ransom%20%28k&r%29%20&%20hijack%20insurance-2014-03.pdf.
©2015

55

THE ECONOMIC COST OF MARITIME PIRACY IN THE GULF OF GUINEA

THE STATE OF MARITIME PIRACY 2014

Cost of War Risk Insurance
The total cost to owners, charterers, and vessel managers of piracy-related maritime insurance products remains difficult
to assess due to the multiple rebates and discounts on offer,42 the lack of publicly available market data, and the fact that
what data is available does not sort WRAPs by individual WRA. At the time of this writing, 2014 market data was not yet
available. However, using data released by the Hellenic War Risks Club (HWR) for 2013,43 it is possible to extrapolate and
estimate the total amount of added premiums (WRAPs) disbursed for War Risk insurance off West Africa in 2014.
Given the total amount of breach premiums paid by HWR members, the percentage of WRAP transits declared through
the Gulf of Guinea WRA, and the total market share controlled by the HWR, OBP calculated the total cost of insuring
passages through the GoG WRA for all vessels was approximately $32,687,000 in 2013. A full description of the process
for extrapolating this cost is found in Appendix I.
Early announcements from both the HWR and the UK Mutual War Risks Association indicated that annual war risk
premiums decreased in 2014.44 While annual premiums are different from the WRAPs discussed above, the continued
decrease in the number of pirate attacks in West Africa and increased competition in the marine insurance market45
indicate the WRAPs associated with War Risk insurance declined as well. However, the continued high level of criminal
activity in the Gulf of Guinea has led to lower estimated cost reductions in this location as compared to the Gulf of
Aden and Indian Ocean regions. Based on these factors, OBP estimates a 10% percent reduction in the cost of War
Risk insurance attributable to piracy and armed robbery in the Gulf of Guinea, resulting in an estimated total cost of
$29,418,000 in 2014.

Table 11: Cost of War Risk Insurance
Estimated 2013 Total War Risk Added
Premiums in GoG

Estimated Decrease in 2014 GoG
War Risk Added Premiums

Estimated Total 2014 War Risk
Added Premiums in GoG (USD)

$32,687,000

10%

$29,418,000

Cost of K&R Insurance
In addition to the War Risk insurance premiums, a significant number of vessel operators take out Kidnap and Ransom
insurance as additional protection for the vessel’s crew. As with War Risk insurance, there is little publicly available data
to facilitate estimation of K&R insurance policy costs related to piracy in the GoG. To overcome this information deficit,
OBP used data from interviews with maritime insurance experts to gauge the rate of use of these policies and the cost
per transit. The total cost was then measured against an assessment of the global K&R market to check for accuracy. A
full explanation of how the size of the global K&R market was assessed is found in Appendix I.
Given that West Africa remains a significant global hot spot for kidnapping, and that it represents the largest number
of kidnappings for ransom in global piracy for 2014, we anticipated that the GoG marine K&R market share would be
42

Discounts for these policies include no-claims bonuses, repeat voyages, adherence to BMP4, embarked security teams (armed or unarmed),
and whether or not complementary insurance policies have been purchased. Total discounts can be up to 90% of the initially quoted price,
according to Lloyd’s Market Association.

43

War Risk Clubs are mutual clubs where, traditionally, membership was based on affiliation with the country in question. For example, the
HWR is centered on the Greek shipping community, and the Norwegian Association is open to companies within the Norwegian Shipping
Community. Other clubs, such as the UK Club, were initially open only for nationally-flagged vessels, but now allow a fully international
membership.

44

The UK Mutual War Risks Association announced a 20% reduction in 2014 annual rates for its members, while the HWR reduced annual
premiums to 45%. In late 2014, both clubs announced further reductions for the 2015 year. See, e.g., Jim Mulrenan, “UK Mutual Slashes War
Rates for 2015 Renewal,” Tradewinds, 23 January 2015; Jim Mulrenan, “Hellenic War Risks Club Slashes Annual Premiums,” Tradewinds, 5
December 2014.

45

Judy Greenwald, “Marine Insurance Market Remains Competitive Due to Ample Capacity,” Business Insurance, 14 September 2014, http://
www.businessinsurance.com/article/20140914/NEWS07/309149992.
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around 5% of the global total.46 Based on interviews with experts from the marine insurance sector, we estimate that in
2014 approximately 25% of all vessels transiting through the WRA bought K&R insurance at an average cost of $2,400
per transit, which totals an estimated $11,760,000 ; a figure roughly consistent with a 4%–5% market share of the global
K&R market.

Table 12: Cost of K&R Insurance in 2014
Number of Transits

Estimated Percentage of Transits
Buying K&R Insurance

Average Cost Per
Transit

Total Cost of K&R Insurance in
the WIOR

19,600

25%

$2,400

$11,760,000

Total Cost of Labor

$81.6 Million
Key Findings:
•

A lack of seafarer advocacy resources for local seafarers and a lack of information surrounding the length of
captivity for hostages in the GoG make it impossible to track the provision of payments owed to West African
seafarers.

•

OBP estimates that at least $81,644,000 was owed to seafarers for piracy hazards faced while conducting their
jobs in the Gulf of Guinea.

Table 13: Cost of Labor
Total Hazard Pay Estimate

$81,548,000

Total Captivity Pay Estimate

$96,000

Total Labor Costs

$81,644,000

The total estimated cost of additional labor payments directly attributable to piracy and maritime crime off West Africa
in 2014 totaled $81,644,000. Additional labor costs are paid to seafarers in recognition of the dangers they face in piracy
risk areas. These additional payments are generally classified into two types: hazard pay and captivity pay.
Hazard pay is the additional salary bonus seafarers should be paid—regardless of whether or not their
vessel is attacked by pirates—while transiting areas such as the International Bargaining Forum High Risk
Area (IBF HRA) in the Gulf of Guinea, as designated by the International Transport Workers’ Federation
(ITF) and the International Bargaining Forum.47 While transiting the Gulf of Guinea IBF HRA, seafarers are
entitled to a bonus of 100% of their base wage for the duration of time they are in the area (in transit or
for the duration of their stay in the area), doubled compensation for death and disability, and the right to
refuse to sail and to return to their country of origin at no cost to themselves.  
46 Note that this number is for merchant vessel traffic only and does not cover K&R policies taken out for shore-based employees or those
working on offshore oil and gas installations.
47 The International Bargaining Forum (IBF) is the forum that brings together the seafarers represented by the ITF and the international maritime
employers that make up the Joint Negotiating Group (JNG). For more information, see “About the IBF,” ITF Seafarers, http://www.itfseafarers.
org/about-IBF.cfm (accessed May 6, 2015).
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Captivity pay is the amount in addition to base pay that seafarers (or their families) are entitled to for
the duration of their captivity in the event they are taken hostage.
Off of West Africa, the IBF HRA covers the territorial waters of Nigeria and Benin, or 12 nautical miles off each coast,
as well as ports and inland waterways.48 Unlike in the WIOR, in this area there is no IBF Warlike Operations Area, nor is
there an IBF Extended Risk Zone.49

Hazard Pay
For our calculations, we have used an average daily hazard pay per vessel of $2,812, based on inflation-adjusted 2010
average daily salary numbers provided by the U.S. Department of Transportation Maritime Administration, to calculate
the total pay per transit through the area. The average total transit time of five days was calculated using an estimate of
average time spent in the Secure Anchorage Areas and the total transits were based on port call information provided
to us by Vesseltracker. This results in a total additional cost equal to $14,060 per transit. Consistent with previous years’
calculations, we assumed 40% of vessels disbursed hazard pay for time in the area.50 This percentage takes into account
that the majority of vessels transiting the area are smaller, regional vessels that are not party to international bargaining
agreements, and thus are unlikely to agree to a hazard pay clause as a part of employment agreements.

Table 14: Hazard Pay in 2014 Due to the Gulf of Guinea HRA51
Total Pay per Transit Through the HRA51

$14,060

Transits per Year Through the HRA

14,500

Percentage of Vessels Disbursing Hazard Pay

40%

Hazard Pay in 2014 Due to the Gulf of Guinea HRA

$81,548,000

Captivity Pay
Captivity pay is the amount of money seafarers are entitled to in the event that they are held hostage, for the duration
of the captivity. The total captivity pay calculated here includes base wages per seafarer while held captive. This is
calculated as an opportunity cost, given that seafarers are not engaging in productive work to generate earnings for their
employer while in captivity. This is different from our hazard pay methodology calculations, which exclude base wages
while crew members engage in productive work during a HRA transit. Consistent with past reports, we have assumed
40% of vessels actually disburse captivity pay when their crew is held captive, and that an additional 35% of base wages
are paid to seafarers on those vessels. We used information from the U.S. Department of Transportation Maritime
Administration to identify an average daily base wage, adjusted for inflation, of $124 per seafarer.52
The $96,000 of captivity pay costs we have estimated should represent the amount of funds disbursed to seafarers
kidnapped by pirates in Gulf of Guinea. However, it is difficult to ascertain whether, in fact, seafarers captured off West
Africa actually received these payments. The complexities surrounding West African piracy and a lack of consistent,
48

“IBF List of Warlike and High Risk Designations, with Main Applicable Benefits (as of 1st July 2014), Addendum 2,” IBF, http://www.itfseafarers.
org/files/seealsodocs/33553/IBF%20LIST%20OF%20WARLIKE%20AND%20HIGH%20RISK%20DEFINITIONS%20JULY%202014.pdf.

49 See the Cost of Labor section in the East African Economic Cost of Piracy portion of this report for a description of what these zones mean for
seafarers transiting that region.
50 This information is consistent with the calculations made in both the Economic Cost of Piracy 2012 report and the State of Maritime Piracy
2013 report, and was based on estimates given to us by Anglo-Eastern Ship Management.
51 The HRA is defined as the ITF/IBF High Risk Area, which is the territorial waters (12mn), ports, and inland waterways of Nigeria and Benin.
52 “Comparison of U.S. and Foreign-Flag Operating Costs,” U.S. Department of Transportation Maritime Administration (2011), 5–6, 13–14, http://
www.marad.dot.gov/documents/Comparison_of_US_and_Foreign_Flag_Operating_Costs.pdf. OBP has confirmed that these estimates are
consistent with those of Moore Stephens. See generally “Moore Stephens Crew Benefits,” Moore Stephens, http://www.mscb.im/ (accessed
May 27, 2015).
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thorough reporting make it difficult to assess how much captivity pay is owed, much less actually disbursed. In the case
that not all captive seafarers received captivity pay, this would add significantly to the economic and psychological strain
suffered by seafarers attacked off West Africa.

Table 15: Captivity Pay
Total Base Wages

$84,000

40% of Vessels Disbursing and Additional 35% Captivity Pay

14,500

Total

$96,000

GOVERNMENT AND CIVIL SOCIETY COSTS

(Military Operations, Prosecutions & Imprisonment, Counter-piracy Operations)

$380,021,000 - $529,902,000

The international community—including regional governments, international organizations, regional countries, and civil
society organizations—has dedicated significant assets, personnel, and financial resources to combating piracy in the
Gulf of Guinea. In 2014 their efforts totaled over half a billion dollars.

Total Cost of Military Operations

$372 - 522 Million
Key Findings:
•

Counter-Piracy Naval Operations cost between $371,958,000 and $521,839,000 .

•

Regional navies have invested in significant acquisitions to bolster organic capacity.

•

Multiple information-sharing and situational awareness centers have been established throughout the GoG
region in 2014.

OBP analysis indicates that between $372 million and $522 million was spent on naval operations and informationsharing to combat piracy in 2014. In addition to these expenditures, the region invested in significant naval acquisitions
to improve naval capacity and further develop maritime security infrastructure. However, due to a lack of information
regarding the total value of the assets, timeframes for the acquisitions, or intended missions, they have not been
included in the overall cost.

Table 16: Estimated Cost of Military Operations
Low Cost

High Cost

Regional Naval Operations

$165,832,000

$236,903,000

NIMASA

$78,150,000

$156,300,000

International Naval Capacity-Building

$78,573,000

$78,573,000

Information-Sharing

$49,403,000

$50,063,000

Total

$371,958,000

$521,839,000
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Regional Naval Operations
Due to informational constraints, OBP has estimated the cost of deploying individual vessels in counter-piracy operations
rather than attempting to identify a percentage of regional naval budgets dedicated to counter-piracy operations. AIS
analysis and anecdotal evidence indicate that seven to ten naval vessels, from various regional navies, are patrolling at
any given time, resulting in an operating cost of between $165,832,000 and $236,903,000 over the course of the year.53
This sum does not take into account the cost of the naval activities of Togo, Benin, the Republic of the Congo, and others
who engage in irregular patrols or specific incident response rather than a continuous platform presence.

Table 17: Regional Naval Operations
Daily Operating Cost

Annual Operating Cost

Individual Ship Operating Costs

$65,000

$23,690,000

Operating Cost for 7 Ships

$454,000

$165,832,000

Operating Cost for 10 Ships

$649,000

$236,903,000

NIMASA
In most Gulf of Guinea countries, the navy is the primary agency tasked with combating piracy. However, Nigeria
has several agencies whose mandates include combating piracy, which primarily includes the Nigerian Maritime
Administration and Safety Agency (NIMASA) and the Nigerian Navy (NN).

Table 18: Nigeria - NIMASA and Naval Mandates
NIMASA

Navy

Collaborates closely with other government
security agencies, namely the Marine Police and
the Nigerian Navy, to regularly patrol and provide
air surveillance for water fronts and river channels.

The Nigerian Navy claims jurisdiction over the territorial
waters of Nigeria and its EEZ. the navy may also
act within the Niger Delta and riverine areas when
authorized by inter-agency agreements.

NIMASA’s 2014 budget was $521 million.54 NIMASA is engaged in many maritime activities, from International Ship
and Port Facility Security Code compliance to the training of seafarers. In total, NIMASA is responsible for ten distinct
services, of which three–maritime safety and security, maritime legislation, and maritime capacity-building–have a
counter-piracy aspect. Therefore, it is estimated that NIMASA spends between 15% and 30% of its annual budget on
counter-piracy efforts. Based on these estimates, OBP approximates that NIMASA spends between $78.2 million and
$156.3 million combating piracy.

International Naval Capacity-Building
Unlike off the Horn of Africa, foreign naval activities in West African waters generally comprise capacity-building exercises
and training, rather than law enforcement action. We estimate that cost for 2014 to be $78,573,000. Please see the
sections below for information about the individual operations or Appendix F for details on the cost calculations. Other
deployers from other European countries and Brazil occasionally patrol the Gulf of Guinea. Their presence is irregular
and less piracy-focused and, therefore, their cost is not included in this report.
53 For a more detailed explanation on the methodology of calculating this figure please see Appendix F. This estimate only includes Ghana,
Nigeria, Cameroon, and Angola, as these are the only countries for which we had numbers for continuous naval presence. This number will be
higher for periods when other regional navies are deployed and is designed to provide a baseline average.
54 Tokunbo Oloke, “NPA, NIMASA to Spend N231bn in 2014,” Nigerian Tribune, 26 May 2014, http://www.tribune.com.ng/news/news-headlines/
item/6177-npa-nimasa-to-spend-n231bn-in-2014/6177-npa-nimasa-to-spend-n231bn-in-2014; “About NIMASA,” Nigerian Maritime
Administration and Safety Agency, http://www.nimasa.gov.ng/about.php (accessed May 8, 2015). The ten services of NIMASA are as
follows: Cabotage services, maritime safety and security, maritime capacity-building, marine environment management, ships and shipping
development, ship registration, seafarers standard and certification, and SERVICOM. “Services,” Nigerian Maritime Administration and Safety
Agency, http://www.nimasa.gov.ng/service.php (accessed May 8, 2015).
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Table 19: International Naval Assets in the Gulf of Guinea
Naval Mission

Surface Vessels

Helicopters

Operation Corymbe

1.25

1

African Partnership Station

0.25

0

Other

1

1

Total

2.5

2

Table 20: Cost of International Naval Assets in the Gulf of Guinea
Category

Cost ($)

Ships

$77,796,900

Aircraft

$775,800

UAVs

N/A

Total

$78,573,000

Operation Corymbe
Operation Corymbe is a permanent French Navy operation that has been in the Gulf of Guinea since 1990. It is
characterized by the constant presence of a French naval force that is able to detect and prevent crises and, if necessary,
intervene in the area at short notice. The mission also organizes exercises with regional naval forces to develop counterpiracy capacity.
Africa Partnership Station
Africa Partnership Station is a U.S. Naval Forces maritime security cooperation program focused on Africa. They build
maritime safety and security by organizing bilateral and regional exercises with countries in the Gulf of Guinea.
One of the primary exercises organized under Africa Partnership Station is Obangame Express, which brings together
numerous nations to improve maritime cooperation in the Gulf of Guinea. In 2014 twenty nations participated in the
exercise: Angola, Belgium, Benin, Brazil, Cameroon, Côte d’Ivoire, Equatorial Guinea, France, Gabon, Germany, Ghana,
the Netherlands, Nigeria, Portugal, Republic of Congo, São Tomé & Principe, Spain, Togo, Turkey, and the United States.55
Atlantic Patrol Tasking
According to the Royal Navy, “Ships and units on Atlantic Patrol Tasking provide ongoing protection and reassurance
to British interests in the Atlantic.”56 While in the Gulf of Guinea, patrolling British assets participate in joint training
exercises alongside their French and American counterparts.57 As these patrols extend as far as the Falkland Islands and
the Caribbean Sea, our cost calculations only include the fraction of deployment spent in West African waters.

Information-Sharing/Maritime Situational Awareness
A number of new regional and national information-sharing centers were created in 2014. These are listed in the table
below, and are estimated to have cost a total of $50 million.
55 Weston Jones, “Obangame Express 2014 Concludes,” United States Navy, 23 April 2014, http://www.navy.mil/submit/display.asp?story_
id=80539.
56 “Atlantic Patrol Tasking,” Royal Navy, http://www.royalnavy.mod.uk/news-and-latest-activity/operations/south-atlantic/atlantic-patrol-tasking
(accessed May 24, 2014).
57 See, e.g., “British and US Navies Carry Out Counter Piracy Training,” Royal Navy, http://www.royalnavy.mod.uk/news-and-latest-activity/
news/2014/november/18/141118-counter-piracy-training (accessed May 8, 2015); “British Frigate Trains with Ghana Navy,” Ghana Armed
Forces, 18–20 February 2014, http://www.gaf.mil.gh/index.php?option=com_content&view=article&id=934:british-frigate-trains-with-ghananavy&catid=13:news&Itemid=34.
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Table 21: Cost of Regional and National Information-Sharing Centers in 201458 59 60 61 62 63 64 65 66
Regional Initiatives

National Initiatives

Industry Initiative

Initiative

Description

Cost

Regional Coordination Centre for
Maritime Security in Central Africa

Implemented through the Economic Community
of Central African States

$487,40058

Inter-regional Coordination Centre
(ICC)

The ICC was developed out of the Summit of
Heads of State and Government on Maritime
Safety and Security in the Gulf of Guinea held in
Yaoundé Cameroon in June 201359

$1,300,00060

Regional Maritime Rescue
Coordination Centers (RMRCC)

RMRCCs are operational in Monrovia and Lagos

$330,00061 Each

The NIMASA Satellite Surveillance
Center

Allows NIMASA officials to track all vessels
entering their territorial waters62

$12,115,60063*

Ghana Maritime Authority

Vessel Traffic Monitoring and Information
Management System that ensures 24/7
surveillance of Ghana’s territorial waters64

$35,000,000*

Maritime Trade and Information
Sharing Centre for the Gulf of
Guinea

Shipping Industry initiative created by the Oil
$500,00066
Companies International Marine Forum (OCIMF);
was at initial operating capacity as of April 2014.
The Centre operates 24/7 and assists ships in the
Gulf of Guinea, and helps to “maintain and share
a detailed and accurate maritime domain picture
of the waters off Africa’s Western seaboard65

Total

$50,063,000

*Indicates one-time acquisition cost

Regional Naval Acquisitions
Beyond the above-mentioned initiatives, Gulf of Guinea countries made significant strides to increase their naval capacity
through taking delivery of numerous vessels in 2014, as well as placing orders for more vessels with later delivery dates.
These acquisitions, donated and purchased, will be used for missions beyond counter-piracy. However, piracy is generally
understood to be one of the primary motivations behind these acquisitions. The Director General of NIMASA, Patrick
58 “United Nations Standing Advisory Committee on Security Questions in Central Africa,” United Nations, http://www.un.org/Depts/ddar/stadcom/stadcom.htm (accessed May 27, 2015).
59 OBP discusses these centers in more depth in the Cost of Counter-Piracy Organizations & Maritime Capacity-Building Efforts section of this
year’s West African Economic Cost of Piracy report.
60 This number includes initial set-up and acquisition costs.
61 RMRCCs are estimated at two-thirds the cost of the MTISC-GoG.
62 Godwin Oritse, “NIMASA Builds Satellite Surveillance Centre to Tackle Pirates,” Vanguard, 25 July 2014, http://www.vanguardngr.
com/2014/07/nimasa-builds-satellite-surveillance-centre-tackle-pirates-2/.
63 Oluwakemi Dauda, “NIMASA Acquires Equipment to Fight Oil Theft, Piracy,” The Nation, 26 August 2014, http://thenationonlineng.net/new/
nimasa-acquires-equipment-to-fight-oil-theft-piracy/.
64 “Ghana’s Maritime Hub Concept Gets US$35m Boost,” GhanaWeb, 26 March 2014, http://www.ghanaweb.com/GhanaHomePage/NewsArchive/artikel.php?ID=304346.
65 “MSG-GoG,” MTISC-GoG, http://www.mtisc-gog.org/msg/ (accessed May 8, 2015).
66 The approximate costs for these vessels have been identified through discussions with various stakeholders.

62

©2015

THE STATE OF MARITIME PIRACY 2014

THE ECONOMIC COST OF MARITIME PIRACY IN THE GULF OF GUINEA

Akpobolokemi, indicated that five new warships had been acquired for the use of the Nigerian Navy, and other related
agencies, to combat piracy and other maritime crimes.67 A full list of regional naval acquisitions identified by OBP can be
found in Appendix F.

Total Cost of Prosecutions & Imprisonment

$0

Calculating the costs associated with West African prosecutions and imprisonments of pirates is difficult due to the fact
that West African countries’ prosecution activities are not observed by any international agency which could report on
the number of prosecutions, incarcerations, and the specific legislation in place that gives the countries the authority
to prosecute acts of piracy. Moreover, neither regional piracy courts nor prisons have been established where records
are kept regarding this information. Finally, West African countries do not publish prosecution or imprisonment data
publicly. Accordingly, for West Africa, it is difficult generally to ascertain the number of piracy-related prosecutions and
imprisonments which have occurred.
Another issue arises when calculating prosecutions and imprisonments for West Africa as it is unclear whether these
activities are occurring. Under the Yaoundé Code of Conduct, Articles 4 and 6, West African State parties have committed
to cooperate in the arrest and investigation of piracy, as well as prosecute suspected pirates in their domestic courts.
Despite this agreement and many countries’ efforts, most countries in the region still lack either sufficient institutional
capacity or the necessary legal framework to prosecute acts of piracy.68
Numerous arrests of suspected pirates by Nigerian law enforcement agencies were reported in 2014,69 suggesting there
may have been associated prosecutions. For example, the tanker San Miguel was captured on January 3, 2014 by pirates
and three crew members were kidnapped. The Joint Military Task Force (JTF) said the squad tracked the pirates to their
hideout in Abissa and arrested five suspects.70 In another incident, JTF patrol boats were attacked by approximately
30 pirates on June 24, 2014, resulting in the deaths of one soldier and three pirates. Five suspects were arrested in
connection with the attack.71 Additionally, Torm Republican, a Danish-flagged tanker, was boarded on November 27,
2014, and shortly afterwards a NIMASA patrol craft intercepted and arrested four men in a small vessel.72 Finally, it was
reported that the Nigerian Navy arrested six of the pirates that hijacked SP Brussels on April 29, 2014.73
67 Godfrey Bivbere, “Tompolo Purchased War Ships on Behalf of NIMASA – DG,” Vanguard, 17 December 2014, http://www.vanguardngr.
com/2014/12/tompolo-purchased-war-ships-behalf-nimasa-dg/.
68 For a chart analyzing the legislation of West African countries related to ability to prosecute acts of piracy, see Appendix J.
69 Notably there were also arrests made for a riverine-related incident and an attack on a tanker berthed in port, neither which are counted in
OBP’s primary dataset due to the fact that they occurred outside of international waters.
70 Segun James, “JTF Rescues Indians, Arrests 17 Oil Theft Suspects in Niger Delta,” This Day Live, 5 February 2014, http://www.thisdaylive.com/
articles/jtf-rescues-indians-arrests-17-oil-theft-suspects-in-niger-delta/170613/.
71 “Sea Piracy: Three Shot Dead, Soldiers Injured as JTF Fights off Attack,” Nigerian Times, 24 June 2014, http://nigeriantimes.ng/news/sea-piracythree-shot-dead-soldiers-injured-as-jtf-fights-off-attack/.
72 “Weekly Maritime Situational Report,” OceanusLive.org, 29 November–5 December 2014, v. 3, No. 49/14.
73 Des Dim, “2 Pirates Killed, 6 Arrested in Gun Duel with Nigerian Navy,” Vessel Finder, http://www.vesselfinder.com/news/2089-2-pirates-killed6-arrested-in-gun-duel-with-Nigerian-Navy.
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Despite these reported arrests, OBP was not able to find any evidence of prosecutions in 2014 in any West African
country, a finding which has been supported by various experts. In Nigeria particularly, NIMASA officials have regularly
lamented the dearth of prosecutions following successful arrests of piracy suspects.74 Specifically, Director General
of NIMASA Patrick Akpobolokemi “expressed his frustration at the lack of effective legal sanctions against pirates
and maritime criminals in the Gulf of Guinea” and explained that NIMASA will “arrest someone for piracy with guns,
arms, and the rest, [but] the next day you see them on the street.”75 Nigeria’s domestic legislation does not allow it to
prosecute acts of piracy that take place outside its territorial waters, which may contribute to the lack of prosecutions.
Nigeria has drafted a bill to implement international norms related to universal jurisdiction and UNCLOS’s definition of
piracy domestically, which was proposed by NIMASA.76 The bill has not yet been finalized or passed .77 However, there
may be some unreported piracy prosecutions occurring in Nigeria, as indicated by the fact that at least one government
official noted that a “trial for many suspects of oil theft and piracy comes several months after [an] arrest due to
insufficient availability of judicial officers.”78
Ultimately, because most West African countries do not currently possess legislation allowing them to prosecute acts of
piracy occurring outside of their territorial waters, there continues to be a lack of prosecutions in the region. Additionally,
while most countries’ criminal laws do give them jurisdiction to prosecute piratical acts within their territorial waters, it
is unclear whether these laws are being used as a way to prosecute acts of piracy or armed robbery at sea. It is possible
that trials of suspected pirates and subsequent incarcerations did occur in 2014, but were not reported. Nonetheless,
in the absence of any concrete data indicating the prosecution or incarceration of individuals for acts of piracy, OBP is
unable to make an estimate for this cost category for 2014 due to a lack of sufficient data.

Total Cost of Counter-Piracy Organizations

$8 Million
Key Findings:
•

The international community contributed $8 million directly to capacity-building programs in the GoG in 2014.

74 E.g., Andrew Airahuobhor, “NIMASA Seeks Judicial Support in Speedy Dispensation of Justice,” Daily Independent, 28 November 2014, http://
dailyindependentnig.com/2014/11/nimasa-seeks-judicial-support-speedy-dispensation-justice/; Stephen Spark, “Nigeria Seeks a Legal Finish to
Counter-Piracy Actions,” IHS Maritime 360, 22 November 2014, http://www.ihsmaritime360.com/article/15543/nigeria-seeks-a-legal-finish-tocounter-piracy-actions.
75 Ibid.
76 John Iwori, “Nigeria: Bill to Domesticate Treaties on Piracy, Waterways Robbery Underway,” This Day Live, 21 October 2011, http://www.
thisdaylive.com/articles/bill-to-domesticate-treaties-on-piracy-waterways-robbery-underway/100993/; Mojisola Jaiye-Gbenle, “Tackling the
Perils of Piracy,” International Law Office, 28 November 2012, http://www.internationallawoffice.com/newsletters/Detail.aspx?g=f1e2890feac5-4703-ad34-c78b4349547c; Rasheed Bisiriyu, “NIMASA Proposes Anti-Piracy Bill,” Punch, 23 May 2012, http://www.punchng.com/
business/transport/nimasa-proposes-anti-piracy-bill/.
77 The Nigerian National Assembly did resume discussion of this bill in 2013 but, to date, the bill has not been passed. See “FG Set to
Forward Bill Against Maritime Piracy to NASS,” World Stage, 24 October 2013, http://www.worldstagegroup.com/worldstagenew/index.
php?active=news&newscid=11585&catid=35.
78 Adeniyi Adejimi Osinowo, “Combating Piracy in the Gulf of Guinea,” Africa Security Brief No. 30 (February 2015), available at http://
africacenter.org/wp-content/uploads/2015/02/ASB-30-Feb-2015-Combating-Piracy-in-GoG.pdf (citing author’s interview with Mr. Desmond
Agu, Commandant, Nigerian Security and Civil Defence Corps, Bayela State, Nigeria, December 19, 2013).
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Maritime insecurity continued to be a priority in 2014 in West Africa, and regional and international capacity-building
efforts reflected this; at least $8,063,000 was spent on capacity-building efforts. 79 As maritime piracy is a regional
problem that encompasses many transnational organized crimes, OBP’s cost analysis includes assessment of programs
directly related to counter-piracy as well as those designed to combat maritime crime in general. While it is difficult to
identify specific costs related to these efforts, we have listed some of the relevant initiatives.

Regional Capacity-Building

(No economic cost estimates available)

West African countries have taken the lead in developing capacity-building programs to combat maritime crime in
the region. These efforts are highlighted by the Yaoundé Code of Conduct, as well as other national initiatives.
Yaoundé Code of Conduct
Signed in Yaoundé, Cameroon, in 2013, the “Code of Conduct Concerning the Repression of Piracy, Armed
Robbery against Ships, and Illicit Maritime Activity in West and Central Africa” provides the framework for West
Africa’s efforts to address maritime insecurity in the region. In 2014, additional steps were taken to advance
implementation of the Code of Conduct through the establishment of the Inter-Regional Coordination Center (ICC)
in Yaoundé, and through the associated ICC organizing and functioning documents being signed by the Economic
Community of Central African States (ECCAS), the Economic Community of West African States (ECOWAS), and the
Gulf of Guinea Commission. Another important step in advancing the framework was the September 2014 opening
of the Regional Coordination Centre for Maritime Security in Central Africa by ECCAS in Pointe-Noire, Congo.
Operation Pulo Shield (Nigeria)
Operation Pulo Shield is led by the Joint Military Task Force in Nigeria. The ongoing operation commenced in 2012,
and is focused on eliminating oil bunkering, piracy, and illegal arms trafficking from the Niger Delta.
Tenth Annual Maritime Law Seminar for Judges of the Superior Courts (Ghana)
The Ghana Shippers’ Authority (GSA), in collaboration with the Ministry of Transport and the Judicial Training
Institute, conducted a two-day seminar for high-level Ghanaian judges in Accra. It is the hope of the GSA that these
seminars boost judges’ knowledge of maritime issues and decrease their reticence to prosecute maritime criminals.
GSA believes these seminars will bolster Ghana’s reputation in the shipping industry and increase its standing in
international trade.80
High Council of the Sea (Togo)
Togo developed the High Council with the objective of creating an institution that focuses exclusively on issues
of the sea in the arenas of governance, economics, environment, and maritime security. For the High Council,
the number one priority is combating piracy and making their waters safer for the shipping industry. Increasing
Togolese surveillance capabilities will help the High Council fight against environmental degradation and increase
pressure on pirates operating within Togolese waters.81

International Capacity-Building
In recent years the international community has also created a number of initiatives designed to support regional efforts
to combat maritime crime.
79 This total includes only those programs for which we have been able to identify a dollar amount. The actual total is likely higher.
80 “GSA to Hold 10th Maritime Law Seminar for Judges,” SpyGhana, 13 October 2014, http://www.spyghana.com/gsa-to-hold-10th-maritime-lawseminar-for-judges/.
81 “Les Nouveaux Défis Du Secteur Maritime,” République Togolaise, 18 September 2014, http://www.republicoftogo.com/Toutes-les-rubriques/
Politique/Les-nouveaux-defis-du-secteur-maritime.
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IMO Efforts
The International Maritime Organization (IMO) continues to play an important role in developing greater capacity to
combat maritime crime in West and Central Africa. The IMO is engaged in a number of important capacity-building
initiatives, which include conducting tabletop exercises in Gulf of Guinea countries in order to further develop maritime
strategies. The tabletops are designed to facilitate discussion and demonstrate the need for cooperation between
government departments and other agencies and stakeholders; the IMO pushes for an integrated approach to maritime
law enforcement.82 The tabletop exercises have been conducted in 17 West and Central African countries since the
beginning of 2012. OBP does not possess clear estimates of the costs related to these exercises.
The IMO also maintains the West and Central Africa Maritime Security Trust Fund, established in December of 2013. To
date, the trust fund has received contributions totaling $1.6 million. In 2014 there was a contribution from Japan of $1
million,83 with Angola, China, Nigeria, the United Kingdom, Norway, and Brazil donating other amounts. 84 After deducting
donations made in 2013, the trust fund raised $1,333,905 in 2014.
EU Maritime Transport Support
In July of 2014, the European Union began three projects with budgets totaling $6.6 million. These projects focus on
maritime safety, port efficiency and port state control, and data upgrading and data exchange. The projects are set to run
through 2016 and are funded by the European Development Fund. Assuming these funds are evenly distributed over the
three years of operation, $2.2 million was spent in 2014. All Maritime Organization for West and Central Africa countries
are eligible to participate.85
CRIMGO
CRIMGO is a project under the European Union’s Critical Maritime Routes initiative. It was launched in 2012 and has a
three-year mandate with a $6 million total budget.86 Aiming to complement and reinforce regional and international
initiatives, CRIMGO seeks to establish a regional maritime security and safety training system, initiate a regional maritime
information-sharing function, create an improved coast guard function in key states, and work to develop joint operational
coordination capacity through common exercises or pilot operations.87 In 2014, CRIMGO was allocated $2 million.
INTERPOL-WAPIS Program
The European Union and Interpol partnered to create the West African Police Information System (WAPIS). This platform
will allow ECOWAS countries and Mauritania to collect, centralize, manage, share, and analyze police information. With
82 “Strengthening Maritime Security in West and Central Africa,” IMO (2013), http://www.imo.org/OurWork/Security/WestAfrica/
Documents/23605%20African%20Maritime%20Security%20%28Web%20Version%29.pdf.
83 IMO, “Japan Gives One Million Dollar Boost to Gulf of Guinea Fund,” IMO.org, 17 March 2014, http://www.imo.org/MediaCentre/
PressBriefings/Pages/06-japanfund.aspx#.VSP-CPnF-yo.
84 “Angola Reaffirms Support for Fight against Maritime Piracy,” Angola Press News Agency, 28 November 2014, http://www.portalangop.
co.ao/angola/en_us/noticias/politica/2014/10/48/Angola-reaffirms-support-for-fight-against-maritime-piracy,425fdbcb-7688-4c80-85c93ff21ff8257c.html.
    
85 Council of the European Union, General Secretariat, “Council Conclusions on the Gulf of Guinea Action Plan 2015-2020,” 16 March 2015,
para. 37, available at http://www.consilium.europa.eu/en/press/press-releases/2015/03/16-council-conclusions-gulf-guinea-actionplan-2015-2020/.
86 European Commission, “New EU Initiative to Combat Piracy in the Gulf of Guinea,” Press Release, 10 January 2013, available at http://europa.
eu/rapid/press-release_IP-13-14_en.htm?locale=en.
87 “CMR Gulf of Guinea (CRIMGO),” EU CMR Critical Maritime Routes Information Portal, http://www.crimson.eu.com/projects/cmr-gulf-ofguinea-crimgo-3/ (accessed May 8, 2015).
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these goals, the WAPIS program hopes to foster an environment of increased data-sharing regionally and globally.88 This
project endeavors to make criminal investigations more efficient and, hopefully, will increase the ability to prosecute
members of the ECOWAS community. The EU has pledged $6.9 million to WAPIS, with $2.9 million going towards Phase
1, which ran from September 2012 to October 2013. Currently, WAPIS is in its pilot phase, with the system operational in
some countries (though it does not specify which ones), and operating on the remaining $4 million.89 Therefore, in 2014
WAPIS operated with a budget of $1.7 million. This pilot phase is set to end in 2015, when WAPIS will hopefully transition
to full functionality.
OBP West Africa
Oceans Beyond Piracy, a project of One Earth Future, bases its operations in Broomfield, Colorado, USA. OBP seeks
sustainable solutions to maritime piracy through research and analysis, facilitating and attending meetings, and encouraging
cross-sector partnerships among stakeholders. OBP directed $430,874 towards its West Africa program in 2014.
ASECMAR
Set up by the French government, ASECMAR90 looks to fight piracy through three components: providing tools and
procedures for administration, implementing training, and supporting regional coordination. The program is scheduled to
end in December 2015.91 ASECMAR targets six countries (Benin, Ghana, Togo, Guinea, Ivory Coast, and Nigeria) and has a
four-year budget of $1.6 million. Therefore, 2014 saw an allocation of $400,000.
The UNODC’s Maritime Crime Program (MCP) for West Africa
At MCP’s initial workshop, the UNODC discovered the general lack of prosecution capacity among Gulf of Guinea states.
Therefore, the UNODC decided to rectify the problem by starting a legal reform program for Togo, Benin, Nigeria, and
Gabon. According to the UNODC, “These countries will be provided with assistance in drafting the necessary legislation
and their prosecutors and judges will be trained in how to apply this legal framework in order to better prosecute and
adjudicate piracy and armed robbery at sea.”92 Due to the fact that this program started at the end of year, OBP has not
allocated costs for this program for 2014.

Table 22: Counter-Piracy Organization and their Associated Costs93
Counter-Piracy Mechanism

Total Cost93

IMO West and Central Africa Maritime Trust Fund

$1,333,900

EU Maritime Transport Support

$2,200,000

CRIMGO

$2,000,000

OBP

$430,900

INTERPOL WAPIS

$1,700,000

ASECMAR

$398,000

Total

$8,063,000

88 INTERPOL Office of the Special Representative to the European Union, “WAPIS Programme,” INTERPOL.int (2013).
89 “Millions of Euros for New Police Databases in West Africa,” Statewatch Journal, 3 July 2013, http://www.statewatch.org/news/2013/
mar/02eu-wapis.htm.
90 ASCEMAR stands for Association Pour La Sécurité Maritime. See “ASECMAR: Session De Formation Sur L’Action De L’Etat En Mer (AEM),” La
France Au Bénin Ambassade De France à Cotonou, 10 April 2013, http://www.ambafrance-bj.org/ASECMAR-session-de-formation-sur-l.
91 Ibid.
92 United Nations Office on Drugs and Crime, Maritime Crime Programme Annual Report 2014 (Nairobi : UNODC, 2014), 21, available at http://
www.unodc.org/documents/easternafrica//MCP_Brochure_December_2014_wv_6_1.pdf.
  
93 The table includes only projects for which we have established a cost
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West African piracy operates under a different model than piracy off of Somalia. While kidnap for ransom is a common
tactic off of Nigeria, the pirates tend to kidnap only a few crew members, usually the highest-ranking, and leave the
rest, as opposed to taking the vessel and the whole crew hostage. For the most part, pirates in the Gulf of Guinea focus
on robbery or cargo theft. In either case, the crew tends to be ancillary to the object of the attack, making their safety
less of a concern to the pirates and, ultimately, resulting in a greater level of violence towards the seafarers during the
attack itself. Most violence towards the crew tends to occur while the pirates are conducting the actual robbery or oil
siphoning, with pirates often abusing the crew or tying them up during the attack.
As with 2013, the level of violence associated with each individual attack is notably higher than in attacks off the coast of
Somalia: a significantly higher number of seafarers were injured by West African pirates than by Somali pirates. In part
this is due to the increased number of successful boardings in West African waters as compared to the WIOR. It may also
reflect differing attitudes on the part of the pirates and a greater willingness to use violence or engage in pitched battles.
For example, while there were no cases in 2013 of a sustained exchange of gunfire between pirates and armed guards,
in 2014 one seafarer and two pirates were killed in an exchange of gunfire with armed security aboard the tanker MT
SP Brussels off West Africa. The attack on SP Brussels is representative of the levels of severe
The pirates violence and unpredictability of West African pirates. Eight heavily armed pirates on two
became
speedboats attacked SP Brussels on April 29, 2014, and six of those pirates boarded the
vessel.94 Four of those pirates allegedly engaged the two Nigerian military security guards on
violent after
in a shootout, leading to the death of one crewmember and the injury of another when
taking drugs. They board
two stray bullets hit them after they failed to reach the citadel in time.95 Two of the pirates
pointed guns near were also killed in the gunfight. 96

our heads and
ears and fired
bullets.

Further, it is reported that the pirates are often intoxicated upon boarding a vessel, either
from alcohol or narcotics, which may contribute to the level of violence perpetrated against
the crew. “The pirates became violent after taking drugs. They pointed guns near our heads
and ears, and fired bullets,” said Captain Suresh Biradar about his experience with pirates who

94 “SP Brussels Attack: Ship Owner Says No Crew was Killed by Pirates,” Shipping Position Online, 25 May 2014, http://shippingposition.com.ng/
article/sp-brussels-attack-ship-owner-says-no-crew-was-killed-pirates.
  
95 Evelyn Usman, “Nigeria: Oil Tanker Hijack – Navy Kills Two Suspected Pirates During Shoot-Out,” Vanguard, 18 May 2014, http://allafrica.com/
stories/201405191147.html.
96 “SP Brussels Attack: Ship Owner Says No Crew was Killed by Pirates.”
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captured him off the coast of Nigeria.97 It is likely that the unpredictability and violence of West African pirates may be
attributed, at least in part, to the pirates being intoxicated during attacks.

I knew I was
going to die.
We knew it every day,
every night.

“They were smoking pot and crack and drinking a lot….It made them real erratic. You
know drugs, alcohol, weapons and anger don’t mix,”98 explained Captain Wren Thomas
after he was taken hostage by Nigerian pirates and transferred to various holding camps,
where he was malnourished, tortured, and held captive for 18 days.99 “I knew I was going
to die. We knew it every day, every night.”100

Reporting Issues
Anecdotal stories from locals have turned up troubling accounts of deaths caused by pirates and violent attacks
that appear to have no associated public record; perhaps a reflection of chronic underreporting. This is likely to
be particularly acute in cases of local traffic and fishing vessels, where institutional reporting systems may be
patchy or incomplete. Underreporting in the region is thought to be endemic: Cyrus Mody, Assistant Director of
the International Maritime Bureau, posited that incidents in the region are likely hugely underreported due to fear
of further attacks, concerns over insurance costs, or a belief that information on vessels is potentially proprietary.
Michael Frodl of C-Level Global Risks indicates similar reasons for underreporting:
It is not unreasonable to estimate 70% underreporting for the Gulf of Guinea; that would bring it up
from 1 in 10 being reported two or three years ago. Nigeria is a destination for shipping, not a transit
area. So these shippers—and most importantly their crews—know that they will have to return, and so
they rightfully worry about reprisals if they report an attack. This is even more true for a lot of the local
seafarers; they who often won’t report because they don’t want to be found out. They fear not just for
their own safety, but that of loved ones back ashore. (OBP phone interview, April 24, 2015).
Reporters and researchers who have looked into West African piracy generally accept that there is significant
underreporting, and some reasons for this that have been put forward include jurisdictional confusion, a general
tendency for low-level crime to go unreported, the costs for shipping companies due to delays associated with the
investigation being a disincentive, fear of reprisals among locals, or a bias against reporting attacks that primarily
impact locals. Other underreporting reasons may stem from a ship owner’s concern that resulting investigations
will cause delays and loss in profit, or a general, known lack of prosecutions of suspected pirates leading to a
perceived futility in reporting. OBP’s data on attacks in West Africa reflects fewer reported attacks overall, as
well as fewer injuries and deaths for 2014 as compared to 2013. However, given continued challenges related to
reporting, it is difficult to conclude a definitive downward trend exists in relation to both attacks and violence.
Sources: Reuters, Guardian Global Resources, and the Associated Press.101
97 Mary Harper, “Danger Zone: Chasing West Africa’s Pirates,” BBC News, 13 November 2014, http://www.bbc.com/news/world-africa-30024009.
98 Rob Almeida, “Kidnapped Off Nigeria – An American Ship Captain Unveils the Truth,” gCaptain, 4 April 2014, http://gcaptain.com/captainwren-thomas-kidnapped-off-nigeria-c-retriever/?utm_source=OCEANUSLive+Weekly+Report&utm_campaign=b319372ed7-NL+2014&utm_
medium=email&utm_term=0_8a5b805281-b319372ed7-75994065.
99 Complaint, Thomas v. Chevron USA, Inc. et al., Cause No. 2014-60458, D.C. Harris Co., Texas (October 16, 2014).
100 Kyung Lah & Kathleen Johnston, “Kidnapped Ship’s Captain Told Ransoms May be Funneled to Boko Haram,” CNN, 25 June 2014, http://www.
cnn.com/2014/06/24/world/africa/nigeria-kidnapped-captain/.
101 Libby George, “Oil Tankers Run Gauntlet in Nigeria’s ‘Pirate Alley’,” Reuters, 5 February 2015, http://www.reuters.com/article/2015/02/05/
nigeria-crude-pirates-idUSL1N0VF10820150205; “A Brief Look at West African Piracy,” Guardian Global Resources, 9 February 2015, http://
ggrwestafrica.com/2015/02/09/a-brief-look-at-west-african-piracy/; Anita Powell, “Experts: Nigerian Pirates May be Extending Reach,”
Associated Press, 27 November 2009, available at http://www.timesfreepress.com/news/local/story/2009/nov/27/experts-nigerian-piratesmay-be-extending-reach/244390/.
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Seafarers Attacked in 2014
The OBP data indicate a total of 67 attacks in 2014, including
39 successful boardings. There were also 22 failed boarding
attempts and 6 suspicious approaches, in which the crews
felt threatened by other vessels. Specifically, these 67
attacks impacted an estimated 1,168 seafarers. Of these
seafarers, nationalities were reported for 500, with
more than one-third being Filipino (173, 34.6%). After
the Philippines, the next most frequently impacted
nationalities were Indian (92, 18.4%), Nigerian (53,
10.6%), and Ghanaian (46, 9.2%). Overall, West
African locals comprised over one-fifth of the
affected seafarers.
When considering only those seafarers on vessels
boarded by pirates, the nationality distribution
changes slightly. OBP estimates that 597 seafarers
were likely on these boarded vessels. Of these
seafarers, we know the nationality of 256 who were
exposed to boarding and potential abuse by pirates: 29.3%
were Indian, 20% were Filipino, 14.8% were Ghanaian, and
10.1% were Nigerian.
In each of these categories of violence, more than half of the reported
seafarers were from the Philippines and India. In other words, the majority of reports of
violence against seafarers were from internationally crewed vessels and not local ones. Nonetheless, local news reports
and anecdotal accounts indicate there was violence against local seafarers that occurred during unreported attacks.102
Our analysis of a partial dataset finds that at least one-fifth to one-quarter of the seafarers impacted were from the
region. The fact that there are a large number of West African seafarers operating in
the region, combined with accounts indicating that locals are being affected, strongly
suggests that these attacks are being underreported to international piracy reporting
centers. It is possible that attacks on locals are systematically underreported
compared to attacks on international vessels.

Injuries and Deaths
There was one seafarer reported as being killed as well as two pirate deaths
associated with West African piracy against merchant vessels in the 2014 OBP
dataset. These deaths occurred during the same incident: an attack on MT SP
Brussels which resulted in a gun fight between armed guards and the pirates. The
seafarer who was killed appears to have attempted to retreat to the citadel, along
with another who was injured, but they did not make it in time to avoid the pirates.103
The crew member who died in the gunfight, Vijay Singh Rajput, was a retired naval
engineer from India who had just signed a four-month contract with the
shipping company.104
102 See, e.g., George, “Oil Tankers Run Gauntlet”; Harper, “Danger Zone: Chasing West Africa’s Pirates.”
103 “Weekly Maritime Situational Report,” OceanusLive.org, 30 August–5 September, 2014, v. 3, No. 36/14; “Live Piracy & Armed Robbery Report
2014,” IMB, https://www.icc-ccs.org/piracy-reporting-centre/live-piracy-report (accessed December 15, 2014).
104 “Retired Naval Engineer Killed in Attack on the ‘SP Brussels’,” Mariners Planet India Pvt. Ltd, 6 May 2014, available at https://www.linkedin.
com/pulse/20140506114806-180247266-retired-naval-engineer-killed-in-the-pirate-attack-on-the-sp-brussels; P. Naveen, “Padhya Pradesh’s
Naval Engineer Killed by Pirates off Nigeria’s Coast,” Times of India, 4 May 2014, http://timesofindia.indiatimes.com/city/bhopal/Madhya-
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Overall, seven attacks had injuries reported, affecting an unknown number of seafarers. One major injury was reported
when pirates attacked the fourth engineer aboard MT Kerala, stabbing him in the back with a knife and then hitting him
in the head with the butt of a gun.105 At least one crew member of MT Hai Soon 6 was injured; Yeo Eu Loone of Singapore
reported that when his ship was hijacked in July he was beaten on numerous occasions, such that he still bears scars on
his knees and arms.106

Hostages Held Captive
One of the primary ways that the operations of pirate groups in West Africa differ from those of Somali pirates is in
their approach to kidnapping. Unlike Somali pirates, who primarily kidnap seafarers for ransom and hold them for an
extended time, West African pirates may hold seafarers hostage for a relatively short period while they loot the vessel
or use it for other criminal purposes. To reflect that, we have distinguished between hostage-taking in West Africa based
on the duration of the time that the seafarers were held. In each case, we define hostage-taking as a situation in which
seafarers were deprived of their liberty by armed pirates for at least some defined period of time. Using this definition,
170 seafarers were detained or held hostage in 2014.
Hostages held for one day or less: 59 seafarers aboard three vessels, MT Ungieshi, FV Marine 711,
and MT SP Boston, were captured by pirates and held briefly while the pirates looted the vessel,
siphoned oil, or briefly used the vessel as a mothership.

Hostages held for longer than one day and known to be released: 75 seafarers were held hostage
by pirates for an extended period of time, down from 95 last year. The duration of captivity in our
dataset ranged from two days to eight days, a significant decline from the average in 2013 of 22 days
for seafarers held for ransom and 17 for those held while their vessel was used as a mothership.

Reasons why hostages were detained: Of the 170 hostages, 26 appear to have been taken for kidnap
and ransom, 66 were held during extended robberies or oil siphoning incidences, and 78 were taken
hostage while the pirates used their vessel as a mothership.

Hostages Not Known To Be Released
There is significantly less information available about West African hostages than there is about Somali piracy. As a
result, it is difficult to state with certainty that we know how many hostages were taken, much less whether they have
been subsequently released or how long they were held for. Our data contains 23 seafarers whose release we have been
unable to obtain any information regarding. These 23 seafarers were kidnapped off 10 different vessels. The majority
are the captain or chief engineer of the vessel. In at least one case, a ransom of $5 million was demanded for the return
of the Turkish crew members of Malta-flagged MT Basat, but it is unknown whether the seafarers of this vessel were
released. The size of this demand is unusual for the region, and may reflect pirates setting an unreasonably high opening
demand rather than a realistic cost for the seafarers’ release. However, given that the kidnap and ransom “business
model” is well established in Nigeria, it reasonable to assume, as OBP does in the Economic Costs section, that at least
some ransom was paid for their release.
Pradeshs-naval-engineer-killed-by-pirates-off-Nigerias-coast/articleshow/34618848.cms.
105 “Tanker Hijacked off Angola in Jan Returned, Minus $8 Million of Diesel,” Reuters, 25 February 2014, http://www.reuters.com/
article/2014/02/25/us-angola-sonangol-piracy-idUSBREA1O1IW20140225.
106 Pei Shan Hoe, “Captured and Beaten by Pirates,” AsiaOne, 22 October 2014, http://news.asiaone.com/news/singapore/captured-beatenpirates.
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Physical Abuse
Violence in West African piracy appears to be common and significant. At least 55% of incidents involved weapons in
2014, of which 70% were firearms. Based on the cases of piracy in which abuse was reported, at least 145 seafarers were
potentially abused by pirates in 2014 during eight attacks. This estimate was based on the number of crew known to be
aboard the eight vessels in which physical abuse by pirates was reported. The majority of injuries suffered by seafarers
occurred when pirates beat crew members as they robbed the vessel or siphoned oil. For instance, Navigation Officer
Rotimi George reported that when his vessel was attacked by Nigerian pirates, many crew members were beaten as the
pirates looted the vessel.107
Pirates also physically abused hostages during their captivities. In the case of the MT Kerala hijacking, the fourth
engineer was stabbed and other crew members were beaten while the vessel was controlled by pirates.108 Similarly, Yeo
Eu Loone of MT Hai Soon 6 described that the pirates smashed his head with a knife handle upon boarding the ship, and
that while he was a hostage they would regularly punch him in the abdomen, strike him with the butts of their rifles, or
kick him repeatedly.109 After nine days of captivity and countless beatings, he had nearly lost any hope of making it home
alive.110

Psychological Abuse
Seafarers in the Gulf of Guinea faced significant levels of psychological abuse,
both direct and indirect, of varying degrees. In at least eight incidents, pirates
directly threatened crew members with weapons. For example, when MT
Ungieshi was boarded, two crew members were taken hostage briefly and
their lives were threatened. Similarly, on MT SP Boston, the entire crew was
held hostage temporarily and threatened by pirates armed with guns during
the commission of the robbery.
The effects of the threats and other psychological abuse are apparent from
the reports made by the impacted seafarers. For instance, the master of MT
Kerala was “very shocked” after he was threatened by the pirates at gunpoint
while he was on the ground.111 Yeo Eu Loone of MT Hai Soon 6 was threatened
and forced at gunpoint to respond that all was well when a Nigerian Navy
convoy appeared and called out to the vessel.112 He says that he is seeking
psychiatric treatment to help him recover from the ordeal.113

I was scared. I was
thinking they might
sink the boat. That would
be the worst death for me
because you are hiding and
you die there. I wouldn’t
want such a death. I would
want to see what is killing
me [rather] than just hide
and die. It’s a saddening
experience because you
would expect
more from life.

Rotimi George described the fear he experienced hiding from the pirates,
explaining, “I was scared. I was thinking they might sink the boat. That would be the worst death for me because you are
hiding and you die there. I wouldn’t want such a death. I would want to see what is killing me [rather] than just hide and
107 Mary Harper, “Chasing West Africa’s Pirates, the Documentary” BBC (audio podcast), 16 November 2014, http://www.bbc.co.uk/programmes/
p02bbxb2.
108 “Liberian Registry Concludes Kerala Hijacking Investigation,” gCaptain, 29 May 2014, http://gcaptain.com/liberian-registry-concludes-keralahijacking-investigation/.
109 Hoe, “Captured and Beaten by Pirates.”
110 Ibid.
111 “Engineer Stabbed in Pirate Attack Near Luanda, Angola, 27 Crew Held,” SeaNews International Shipping Magazine, 29 January 2014, http://
www.seanews.com.tr/article/PIRACY/119861/Kerala/.
112 Hoe, “Captured and Beaten by Pirates.”
113 Ibid.
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die. It’s a saddening experience because you would expect more from life.”114
Pirates often shoot in the air or at the hatches, sometimes in an effort to intimidate the crew into unlocking strategic
doors on the vessel. When the pirates are unable to steal the cargo, either because it is not valuable or for logistical
reasons, they will often rob the crew of their possessions, potentially contributing to seafarers’ resulting emotional
distress.
At least 101 seafarers aboard seven vessels were subjected to attacks involving pirates using threats, violence, or other
forms of explicit psychological stress distinct from physical violence. It is not clear if this drop is the result of reporting
shortfalls or a change in behaviour, in addition to the lower number of successful attacks.

Other Human Costs
Long-Term Impact
As discussed in more detail in the section on the human costs of Somali piracy, there is both strong and increasing
evidence that the kinds of abuse and stress associated with piracy can lead to long-term distress in seafarers. As
discussed in the Long-Term Impact Study section of this report, OBP’s analysis of the long-term impact of piracy on
seafarers indicates that 16.67% of seafarers who were aboard vessels attacked by pirates showed long-term posttraumatic stress symptoms. This would mean that of the estimated 1,168 seafarers who were exposed to attack in 2014,
as many as 194 may be suffering from long-term distress in 2015.  
For instance, Yeo Eu Loone of MT Hai Soon 6 explained in reference to his hostage experience and being physically
abused by the pirates that “[i]t’ll take a while to get over this.”115 Many seafarers subjected to piracy have reported
contemplating suicide afterwards, including Captain Wren Thomas, who was held captive by pirates in Nigeria for 18
days. He discussed the lasting impacts after his captivity, explaining that:
It was difficult not being able to find help or talk to anyone about my experience except friends and family….
When I got home, I was on my own….Up until I got help and put on proper meds I wanted to end my life. Every
time I was alone in my house, I was trying to figure out which gun I was going to use. When I was driving, I was
trying to figure out how I could do it in my truck. I would get so engrossed in wanting to kill myself that I would
get dizzy.116
These estimated numbers of those distressed are in addition to the unknown number of seafarers and family members
suffering lasting distress from previous exposure. For example, when the mother and brother of Yeo Eu Loone, a seafarer
on MT Hai Soon 6, were informed of the vessel’s hijacking, they both experienced significant distress. His brother
explained, “My mum spent every day crying when she first found out about the hijacking from Hai Soon,” and he “was at
a loss; I treated it as if I had already lost my brother and was prepared for the worst.” Upon hearing that Mr. Loone was
released, they both broke down with emotion.117
Most importantly, as the majority of psychological services provided by international seafarer organizations are
focused on hostages captured by Somali pirates, in addition to the fact that piracy attacks appear to be significantly
underreported in the region, it is likely that most seafarers subjected to psychological abuse or stress are not receiving
any type of treatment necessary to address potential lasting distress.

114 Harper, “Chasing West Africa’s Pirates, the Documentary.”
115 Hoe, “Captured and Beaten by Pirates.”
116 Almeida, “Kidnapped Off Nigeria.”
117 Hoe, “Captured and Beaten by Pirates.”
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Impact on West African Citizens
In addition to its impact on international seafarers, piracy has had a significant human cost on local communities in
West Africa. Piracy has reportedly caused a decline in local fishing, a financial loss to West Africans due to substantially
reduced fishing ability and having goods stolen by pirates, and a general sense of fear and instability in many locals.
Fishermen from numerous regions claim they have been starving since their only means of livelihood has been affected
by pirates.118 For instance, a Nigerian shrimp trawler captain explained that he no longer ventures far from the coast
due to pirate attacks, which were “too many to count.”119 He has seen many fellow captains kidnapped and sometimes
killed.120 Similarly, in Bayelsa State, Nigerian locals have claimed that “[p]irates rampaging in the creeks of Bayelsa State
are denying fellow Ijaws of their lives and property.”121
Mr. Edet Amba, a fisherman who lost two of his outboard engines to pirates, explained that he withdrew three of his
children from their private schools because he could no longer go fishing for fear of being killed by the pirates.122 In
the Oron nation region, the beach market which has usually had full stalls has been deserted and boats are no longer
berthing at the beach.123 Local traders are especially vulnerable to pirates because there is no bank at the port; they
carry cash and often lose several million naira to pirates.124 Additionally, pirates sometimes steal their boats, throwing
occupants into the water.125 A local man, Obong Edet Okon Ekpong, explained
that, “In the past two years I have witnessed a lot of attacks by pirates
In the past two years
resulting in [lots of loss of] lives and property….In one incident, a woman, who
I have witnessed a lot
wanted to protect her money, put it inside her child’s napkin while traveling
of attacks by pirates resulting
and as the pirates met them, they found the money there, they took the
money and threw the child into the ocean and he drowned. A man in the
in [lots of loss of] lives and
boat, who hadn’t money, had his wrist down to the fingers severed by the
property.
pirates.”126  
The disparate impact on West Africans underscores the necessity of reporting
and prosecuting suspected pirates. However, reporting is difficult due to the locals being concerned about reprisals,
as well as limitations related to the very specific definitions of piracy required for reporting by most international
organizations and reporting centers. Moreover, although numerous suspected pirates have been arrested, it is unclear
whether any prosecution of those suspects has occurred. Ultimately, because reporting and prosecution of pirate attacks
are problematic within West Africa, the human costs related to piracy will likely remain for some time and will continue
to significantly impact locals.
118 Etim Ekpimah, “Fishermen Groan as Pirates Take Over the Seas,” Punch, 23 June 2014, http://www.punchng.com/metro-plus/fishermen-groanas-pirates-take-over-the-seas/.
119 “The Waters Around Somalia are Calmer, But Piracy in West Africa is Rising,” The Economist, 29 November 2014, http://www.economist.com/
news/middle-east-and-africa/21635049-waters-around-somalia-are-calmer-piracy-west-africa-rising?fsrc=scn/tw_ec/the_ungoverned_seas.
120 Ibid.
121 Samuel Oyadongha, “Piracy: Bayelsans Beg Government to Declare State of Emergency on Waterways,” Vanguard, 23 July 2014, http://www.
vanguardngr.com/2014/07/piracy-bayelsans-beg-government-declare-state-emergency-waterways/.
122 Ekpimah, “Fishermen Groan as Pirates Take Over the Seas.”
123 Udeme Utip-Uyo, “Piracy: The Many Agonies of Oron Nation,” Nigerian Tribune, 1 October 2014, available at http://www.
neptunemaritimesecurity.com/piracy-many-agonies-oron-nation/.
124 Ibid.
125 Ibid.
126 Ibid.
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Conclusion
Collectively, our analysis of the human cost of West African piracy in 2014 suggests that reporting challenges complicate
the ability of international observers to effectively identify long-term trends. With that caveat, there was a decline in
the reported numbers of attacks off West Africa in 2014. Rates of violence remain particularly high, and an increase in
reported attacks and associated violence in riverine areas suggests that the decline in numbers may be driven more by
underreporting than by an actual decrease in attacks.
Regardless of whether the decline is due to an actual decline in attacks or not, piracy in 2014 and the effects of pre2014 piracy had a significant human impact on seafarers. The lasting impact of abuse, injury, and stress related to pirate
activity for those seafarers directly attacked is likely to be significant, and the community-level impact on West Africa has
been severe. As noted by Captain Wren Thomas, “Something more has to be done to protect the men and women who
work off the coast of West Africa and then to provide for them when they return from an event like this.”127

127 Alastair Jamieson and Tracy Connor, “Kidnapped Captain: How I Survived Den of Crack-Smoking Pirates,” NBC News, 4 April 2014, http://www.
nbcnews.com/news/world/kidnapped-captain-how-i-survived-den-crack-smoking-pirates-n71851.
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THE STATE OF MARITIME PIRACY
IN SOUTHEAST ASIA
OVERVIEW

OBP has expanded its analysis into an assessment of the human cost of Southeast Asian piracy and maritime crime. The
recent increase in the number of incidents of piracy and armed robbery against ships in Southeast Asia as reported by
both the ReCAAP Information Sharing Centre (ISC) and the IMB Piracy Reporting Centre (PRC) raises significant concerns
about the threat faced by seafarers in the region. The ReCAAP ISC in its 2014 Annual Report notes that there has been
an increase in the number of Category 1 incidents, which are considered “Very Significant” based on the level of violence
and/or the economic loss incurred. This is up from 2 in 2013 to 13 in 2014.1 According to the IMB PRC, “There’s a risk
that the attacks and violence could increase if left unabated.”2

HUMAN COST KEY FINDINGS:

• OBP estimates that 40% of the seafarers affected by piracy were from countries within the SE Asia region.
• Physical abuse of seafarers was reported in 28% of incidents.
• The kidnapping for ransom model is absent in SE Asia, so pirates often show a callous disregard for seafarers.

PIRATE ACTIVITY KEY FINDINGS:

• The complex nature of maritime jurisdictions in the region presents many challenges for the reporting and
classification of events.
• SE Asia recorded the highest rate of successful attacks of the three regions OBP assessed in this year’s report.
• 93% boarding rate in SE Asia could be affected by reporting ambiguities and vulnerable shipping patterns.

1

The ReCAAP ISC classifies all incidents into one of four categories based on an assessment of the intensity of violence involved in the attack,
and the economic impact of the crime. ReCAAP ISC, Annual Report 1st January – 31st December 2014: Piracy and Armed Robbery Against
Ships in Asia (Singapore: ReCAAP ISC, 2014), 10, 47, available at http://www.recaap.org/Portals/0/docs/Reports/2014/ReCAAP%20ISC%20
Annual%20Report%202014.pdf.

2

“One Coastal Tanker Hijacked Every Two Weeks in Coastal Asia,” ICC Commercial Crime Services, 21 April 2015, https://icc-ccs.org/news/1096report-piracy-and-armed-robbery-against-ships-q1-2015.
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HUMAN COST BREAKDOWN:

PIRATE ACTIVITY BREAKDOWN:

Our analysis shows that 93% of all reported attacks result in successful boarding of the victim vessel by criminals,
significantly increasing the risk of direct, often violent, interaction between pirates and seafarers. Specifically, physical
abuse was reported in 49 incidents (28% of all successful incidents), which resulted in the death of five seafarers and in
136 seafarers being forcibly detained. The data compiled by OBP also indicate that Southeast Asian piracy and armed
robbery disproportionality impacts seafarers from non-OECD countries as well as seafarers from regional countries.
Alarmingly, Southeast Asian pirates also achieved a 60% (103 of 173 successful boardings) success rate in stealing cargo
or other property, including seafarers’ personal belongings. This represents the highest rates of boardings and successes
per incident of any of the three regions OBP assessed for this year’s report.
Though the risk of piracy varies from region to region based on the volume of vessel traffic, this data demonstrates
that in the event of a piracy or armed robbery attack, the chance of direct contact with pirates is significantly higher in
Southeast Asia than in the Gulf of Guinea or Western Indian Ocean Region. Although in 21 of the successful boardings
pirates escaped without any interaction with the crew, this was not the case for the remaining 164 incidents. Seafarers
who experience direct contact with pirates face a high risk of abuse. Of the successful boardings, nearly one-third
involved some form of violence, such as victims being assaulted, tied up, blindfolded, threatened, detained against their
will, or experiencing other forms of physical or psychological abuse.
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Summary of Attacks
Based on research from a number of sources, OBP catalogued 185 incidents within our area of interest.3 OBP’s dataset
excludes instances in which the target vessel is berthed in port, is in the riverine, or explicitly fails the “two boat rule”
mandated by UNCLOS Article 101’s definition of piracy. OBP’s dataset also excludes incidents listed as “suspicious
activity.” The full OBP dataset can be found in Appendix L. Of these 185 attacks, 173 incidents resulted in criminals
successfully boarding the target vessel, with 164 cases, or 89% of the total, involving direct confrontation between the
robbers and crews.

Figure 1: SoP 2014 SE Asia Area of Interest (AOI)

Southeast Asia is a very large region; the length of Indonesia
alone spans more than 2,800 nm. By comparison, the
coastline between the Horn of Africa and the Cape of Good
Hope is 3,300 nm long. A massive amount of vessel traffic
flows through the Southeast Asian region, as demonstrated
by AIS data indicating that over 4,000 ships can be in the
Malacca and Singapore Straits at any given time. As another
comparison, the size of the High Risk Area related to Somali
piracy is 4 million square nm, while the area of interest used
for Southeast Asia in this report is nearly as large: roughly 3.5
million square nm.4 Unlike Somali piracy, which occurs almost
entirely in international waters, attacks on vessels in the SE Asia
AOI primarily take place within the territorial seas, archipelagic
waters, and Exclusive Economic Zones of at least nine different
countries.5

Piracy and armed robbery against ships in the SE Asia AoI primarily follows three primary models, which, in addition to
varying economic impacts, usually involve differing levels of violence and abuse.

3 Primary Models of SE Asia Piracy
THEFT

Incidents where pirates sneak
aboard a vessel to steal effects
from the ship’s stores or from
the crew’s personal belongings
without direct confrontation
with the crew.

AGGRAVATED ROBBERY

Incidents where pirates, frequently armed
with firearms or knives, directly confront
the crew while stealing ship stores and
equipment and the crew’s personal
effects, which routinely involves forcibly
detaining and abusing the seafarers.

HOSTAGE-TAKING AND
CARGO THEFT

Incidents where armed pirates rob the
vessel of its cargo, particularly marine fuels
and palm oil for resale, while holding the
crew hostage for an extended period of
time by use or threat of violence.

3

Our sources include ReCAAP ISC, IMO, IMB, Oceanus, ONI, Suritech, and various open source news articles. For a full list of incidents, please
see Appendix L: Master List of Events.

4

For the purpose of this report, OBP’s Southeast Asia Area of Interest (SE Asia AoI) is bounded by 21°30’N, 94°15’E; 10°S, 94°15’E; 21°30’N,
141°E; 10°S 141°E, excluding the Exclusive Economic Zones of Myanmar and Taiwan, as shown in Figure 1.

5

As stated in the definitions section at the beginning of this report, the terms “pirate” and “piracy” are used in a colloquial manner as opposed
to a technically legal one. This is due to the fact that the definition of piracy, as traditionally defined by the United Nations Convention on the
Law of the Sea (UNCLOS), is a very narrow one. Many of the attacks counted and discussed within Southeast Asia are in fact “armed robbery”
at sea, or a related form of maritime crime, because they fall within 12 nautical miles of a coastal country.
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Though superficially similar to Gulf of Guinea piracy, the absence of a kidnap for ransom model among pirate gangs in
Southeast Asia means that criminals have no financial incentive to refrain from using violence against crews. 6 This is
particularly true in relation to cargo theft incidents where the robbers need prolonged time aboard the vessel while
transferring cargo. Consequently, the crew is often tied up, blindfolded, detained, or physically abused during this
process.7

6

Kidnap for ransom does occur in Southeast Asia. However, these incidents are generally related to insurgent and terrorist groups operating in
the region. Though these incidents frequently resemble piracy, primarily targeting Westerners on yachts, they fail to meet UNCLOS’s Article
101 definitional requirement that the act be committed for private ends. These incidents are more appropriately categorized as political
violence and are not covered in this report. For an example of ransoming by a political group, one can look to the incident where two German
nationals were kidnapped from their yacht by a terrorist organization; “Philippine Police Identify Militants Who Seized 2 German Tourists, to
File Criminal Complaints,” The Associated Press, 5 November 2014, http://www.foxnews.com/world/2014/11/05/philippine-police-identifymilitants-who-seized-2-german-tourists-to-file/; “Philippine Militants Free Two German Hostages,” Reuters, 17 October 2014, http://www.
reuters.com/article/2014/10/17/us-philippines-militants-idUSKCN0I607S20141017.

7

ReCAAP ISC, Annual Report, 3.
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Nationality of Seafarers Attacked in 2014
OBP identified 185 attacks in 2014 in the SE Asia AOI
defined in Figure 1, and in those, the nationality of
1,551 seafarers was reported to the IMB. The five
nations whose seafarers were most frequently on
vessels attacked by pirates were the Philippines (458
seafarers, 29.5%), India (423 seafarers, 27.7%), China
(167, 10.8%), Thailand (112, 7.2%), and Indonesia (105,
6.5%). In total, more than one-third were from the SE
Asia AoI and more than 90% were from Asia.8
Overall, by using the average number of crew
members per vessel-type for the attacks where the
exact number of crew members is unavailable, OBP
estimates that 3,654 seafarers were affected by piracy
in the SE Asia AoI in 2014.9 According to IMB data,
seafarers from 43 different countries were aboard
vessels attacked by pirates.10 The data shows that over
88.6% of all seafarers whose vessels were attacked hail
8

Countries within the OBP SE Asia AoI are Brunei, Cambodia, Indonesia, Malaysia, Myanmar, Palau, the Philippines, Singapore, Thailand, TimorLeste, and Vietnam.

9

The estimated number of seafarers is calculated using data obtained primarily from the IMB. Of the 185 incidents, only 136 vessels reported
their crew size. Of those, only 78 reported the exact composition of nationalities of their crew. There were 49 vessels which reported the
nationalities aboard, but did not indicate the numerical breakdown of those nationalities. The estimated number of crew members aboard all
vessels attacked in 2014 was arrived at by taking the known number of seafarers on each vessel type, creating an average amount of seafarers
aboard particular vessel types, and then using that average crew size for that vessel type when crew size was not reported. There were 2,802
seafarers known to be aboard the 185 vessels attacked in 2014.

10 Note that crew nationalities were not specified in each reported incident. This number, therefore, only includes incidents where nationalities
and number of seafarers are known. The 43 reported countries of nationality include: Bangladesh, Bulgaria, China, Croatia, Denmark, Egypt,
Estonia, Ethiopia, Georgia, Germany, Ghana, Greece, India, Indonesia, Italy, Japan, Kazakhstan, Latvia, Lithuania, Madagascar, Malaysia, Mexico,
Montenegro, Myanmar, Netherlands, Pakistan, the Philippines, Poland, Portugal, Romania, Russia, Serbia, Singapore, Slovenia, South Korea, Sri
Lanka, Sweden, Thailand, Turkey, Tuvalu, the United Kingdom, Ukraine, and Vietnam.
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from non-Organization for Economic Cooperation and Development (OECD) countries. Previous Human Cost of Piracy
reports have shown that post-attack resources available to seafarers from non-OECD countries have been consistently
fewer than those available in OECD nations. (As another indication of this trend, the vast majority of “High-Risk” hostages
held in Somalia have come from non-OECD countries). Additionally, as more than one-third of all incidents involved
seafarers living within the SE Asia AoI, these individuals may be citizens of the country within whose territorial waters
they were attacked. Due to the close proximity of attacker and victim, there is a significant increase in the possibility of
post-attack intimidation and additional anxiety for seafarers from the region.

Attacks in Bangladesh
OBP did not include the attacks off Bangladesh in its primary dataset for two reasons. First, Bangladeshi maritime
crime is geographically distinct from the rest of Southeast Asian piracy. It is also a separate issue with different
drivers, models, actors, and solutions. Bangladeshi piracy and maritime crime are important to acknowledge in
their own right due to the extremely violent and disturbing issues they represent. A substantial amount of violence
is directed at local fishermen who do not have the resources to defend themselves or advocate for meaningful
change to prevent such attacks. Mujibur Rahman, Chairman of Cox’s Bazar District Fishing Trawler Owners
Association, estimated that in the last five years, pirates have killed at least 411 fishermen and wounded at least
1,000 more.
In 2014, there were 28 reported attacks in Bangladesh against 10 bulk carriers, 9 tankers, 3 container vessel, 2
tugs, 1 car carrier, and 3 local fishing vessels. In each attack, the vessel was successfully boarded and robberies
occurred in 23 of the 26 incidents. These attacks impacted an estimated 529 seafarers from 15 nations. Of those,
we have nationality data for 311; the majority of the seafarers were from the Philippines (108, 37.2%), followed by
Bangladesh (50, 17.2%), India (46, 14.8%), Ukraine (29, 9.3%), and Romania (19, 6.1%).
The attacks in Bangladesh are particularly violent. For instance, pirates attacked 36 fishermen aboard three
trawlers and hacked two fishermen to death, then threw 10 others into the sea. They are presumed dead. Only a
few days before, 15–20 pirates had attacked local fishermen, who defended themselves by gouging out the eyes of
13 of the pirates.
While this report does not include a full examination of Bangladeshi piracy, we hope to be able to include one in
the future given the grave nature of this issue.
Sources: International Policy Digest, Financial Express, and the Dhaka Tribune.11

Injuries and Deaths
In 2014, five seafarers were killed by pirates in the SE Asia AoI. On FV Ronald, three
robbers in a speedboat ordered the two crewmen off the ship, and only one of the crew
members was later rescued. Similarly, on FV Glen Mar-B, the crew jumped into the water
when fired upon by pirates, resulting in the death of the vessel’s captain, and in another
crew member being reported as missing and presumed dead. The three deceased crew
members from each of these fishing vessels were from the Philippines. When the tug Ever
Alpha was boarded by robbers, one of the crew members, whose nationality is unknown,
was pushed overboard but his body was never found. Finally, during the robbery of MT VP
Asphalt 2 pirates shot one of the Vietnamese crew members, Third Engineer Tran Duc Dat,
in the head, and he subsequently died in a Singapore hospital.
Crew members reported receiving major injuries in six incidents and minor injuries in 20
incidents in which, overall, a minimum of 23 seafarers were injured. Of those injuries, the
11 Anurug Chakma, “Maritime Piracy in Bangladesh,” International Policy Digest, 24 June 2014, http://www.internationalpolicydigest.
org/2014/06/24/maritime-piracy-bangladesh/; “2 Fishermen Killed by Pirates, 15 Rescued,” Financial Express, 28 August 2014, http://www.
thefinancialexpress-bd.com/2014/08/28/52987; “Eyes of 6 Pirates Gouged out in Hatia,” Dhaka Tribune, 21 August 2014, http://www.
dhakatribune.com/bangladesh/2014/aug/21/eyes-6-pirates-gouged-out.
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majority occurred when pirates either assaulted the crew or tied them up during the robbery of the vessel. There are
indications that reports have underrepresented the extent of injuries and assaults on seafarers affected by these attacks.
On MT Ji Xiang, one Indonesian crew member was shot in the neck by the pirates, but was officially reported as having
received only “minor injuries.”12 Two Vietnamese seafarers aboard MT Sunrise 689 sustained injuries while being held
captive by pirates for a week, with one suffering from broken toes and a broken knee cap and the other from a sprained
ankle.13 While robbing MV Jules Point, the pirates tied up the duty officer, put a bag over his head, and beat him, which
reportedly resulted in minor injuries. Similarly, on Dews 3 the entire crew was tied up with their faces covered while the
pirates slapped and punched them, resulting in an unknown number of injuries.

Hostages Held Captive
Pirate groups in Southeast Asia differ from both Somali and West African pirates in their methods related to hostagetaking. Somali pirates typically kidnap seafarers to obtain a cash ransom, and West African pirates engage in a kidnapfor-ransom business model as well, primarily targeting the most senior crew members. Conversely, Southeast Asian
pirates almost exclusively hold crews hostage for the sole purpose of detaining them during the commission of the crime.
Southeast Asian pirates tend to tie up the crew and, in many cases, place bags over their heads, which increases the level
of anxiety during the attack.
We have separated the hostage-taking incidents in the SE Asia AoI based on the duration of time that the seafarers were
held. In each case, we define hostage-taking as a situation in which seafarers were deprived of their liberty by pirates. Using
this definition, we have calculated that 289 seafarers from 43 separate incidents were detained or held hostage in 2014:
Hostages held for a day or less: 165 seafarers aboard 32 vessels were captured by pirates and held
briefly while the pirates looted the vessel, stole the cargo, or siphoned oil. The ReCAAP ISC Annual
Report for 2014 indicates that during these incidents, pirates remained aboard for between four and
ten hours.14

Hostages held for longer than a day and known to be released: 109 seafarers were held hostage
by pirates for an extended period of time, ranging between 2–13 days, during nine separate attacks.
Among all of the incidents, the average amount of time the seafarers were held was five days and
pirates held the crews hostage while looting the vessel, stealing cargo, or siphoning oil.

Hostages not confirmed to be released: The fate of at least 15 hostages from two vessels remains
unknown. Three Indonesian hostages were taken from MT Naniwa Maru 1, including the captain and
chief engineer. No ransom was demanded for the crew and it has been speculated that it is possible
that some or all of the crew may have been colluding with the pirates.15 Additionally, 12 crew
members are presumed missing from MT Galuh Pusaka, which was found abandoned in the South
China Sea.
12 “Indonesian Crew Shot in Pirate Attack Off Pengerang,” Malay Mail Online, 26 July 2014, http://www.themalaymailonline.com/malaysia/
article/indonesian-crew-shot-in-pirate-attack-off-pengerang; “Anti-Shipping Activity Messages,” National Geospatial-Intelligence Agency, http://
msi.nga.mil/NGAPortal/MSI.portal?_nfpb=true&_pageLabel=msi_portal_page_65 (accessed November 10, 2014) (use date filter in query box,
narrowing date range to 2014).
13 “Vietnamese Tanker Captain Tells of Harrowing Pirate Ordeal,” OceanusLive.org, 10 October 2014, http://www.oceanuslive.org/Main/
ViewNews.aspx?uid=00000927.
14 ReCAAP ISC, Annual Report, 30.
15 “Pirates Kidnap 3 Indonesians From Tanker off Malaysia,” Khabar Southeast Asia, 24 April 2014, http://khabarsoutheastasia.com/en_GB/
articles/apwi/articles/newsbriefs/2014/04/24/newsbrief-03; Farik Zolkepli, Natasha Joibi, and Nadirah H. Rodzi, “Cops Suspect Captain and
Chiefs in RM8mil High-Sea Diesel Theft,” Star Online, 24 April 2014, http://www.thestar.com.my/News/Nation/2014/04/24/Cops-suspect-captand-chiefs-Skipper-first-mate-and-head-engineer-missing-after-pirates-flee/.
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Regardless of the amount of time or the reasons why hostages are held captive, the impact upon them can be significant.
For example, Captain Thiwa Saman of MT Orapin 4 recalled that when his fuel tanker was hijacked by pirates, he was
wrenched from his sleep by men with guns and swords banging on his cabin door.16 Captain Saman and his crew of
14 Thai seafarers were held for four days and he explained that afterwards, the crew was so shaken by the attack
that nobody was ready to return to work.17 Out of 173 successful boardings, 25% involved the detention of hostages,
demonstrating a significant impact upon seafarers.

Physical Abuse
Violence or the threat of violence against seafarers in the SE Asia AoI occurs frequently and in various forms. Of 185
incidents, 51% of attacks involved the use of weapons, at least 29% of which involved the use of firearms. Explicit
physical abuse was reported in 49 of 173 boardings, impacting an estimated 833 seafarers who were present when abuse
occurred. Abuse typically involved pirates assaulting, tying up, slapping, and punching the crew. At a minimum, pirates
are known to have tied up at least 136 seafarers during 24 separate attacks.
The pirates also frequently used bags and blindfolds to cover the crew members’ faces, and occasionally pushed sailors
overboard. For example, while attempting to siphon oil from tanker MT Dews 3, pirates slapped and punched the crew
before tying them up and covering their faces. Crew members were beaten by pirates during attacks on MT Nordic Anne,
MTS Many Plus 12, and MV Jules Point. During the initial attack by pirates on MT Sunrise 689, Thai crew member Luong
Dai Thanh was assaulted, resulting in several broken toes and a
[The pirates] were
broken kneecap.18 Captain Nguyen Quyet Thang recalled that the
pirates “were aggressive, brandishing guns and swinging knives”
aggressive, brandishing
and that they only fed the crew once a day.19

guns and swinging knives

Psychological Abuse
Seafarers in the SE Asia AoI experienced both direct and indirect psychological abuse. Unlike typical Somali piracy, where
psychological abuse is more explicit, most abuse in Southeast Asia appears to occur indirectly for crew members who
are threatened by pirates or when hostages are detained during robberies or oil siphoning. Approximately 965 seafarers
were onboard 55 vessels where psychological abuse occurred, with an estimated 3,241 seafarers aboard vessels
where the crew had some form of contact with pirates when they were attacked, whether visual contact or a direct
confrontation, as opposed to 413 seafarers who had no contact with pirates.20
As many as 405 seafarers were aboard 22 vessels during attacks where pirates directly threatened the crew with
weapons, and another 317 were exposed to psychological stress distinct from physical violence, such as being tied up or
being forced to help the pirates. At least 136 seafarers experienced situations where the pirates took the crew hostage,
tied them up, and, in the case of 29 seafarers, placed bags over their heads or blindfolded them. The 11 crew members
of MT Srikandi 515 were tied up and blindfolded after their vessel was captured by pirates. They were then locked in a
room for 13 days and, eventually, thrown into a life raft by the pirates and set adrift in the sea before being rescued by a
Malaysian fisherman.21
16 Andrew RC Marshall, “Piracy Attacks Surge in SE Asia’s Dreaded Malacca Straits,” Independent.ie, 11 June 2014, http://www.independent.ie/
business/world/piracy-attacks-surge-in-se-asias-dreaded-malacca-straits-30422796.html.
17 Ibid.
18 “Vietnamese Tanker Captain Tells of Harrowing Pirate Ordeal.”
19 Ibid.; “Captain of Hijacked Vietnam Oil Tanker Recalls Horror of Attack,” Tuoitrenews.vn, 9 October 2014, http://tuoitrenews.vn/society/23116/
captain-of-hijacked-vietnam-oil-tanker-recalls-horror-of-attack.
20 For purposes of this report, OBP considers that seafarers are exposed to psychological abuse when pirates directly threaten crew members,
tie up the crew, detain them against their will, cover their faces, force the crew to help them conduct the robbery or sail the ship to commit
piratical acts against other vessels, or physically abuse the crew. Seafarers were considered to have “no contact” with pirates when the incident
description identified that a robbery had occurred and the pirates had escaped “unnoticed.”
21

Milton Stuards, “Crew Held in Captivity for 13 Days Found, Tanker Srikandi 515 Missing,” Vessel Finder, 27 October 2014, http://www.
vesselfinder.com/news/2448-Crew-held-in-captivity-for-13-days-found-tanker-Srikandi-515-missing.
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Long-Term Impact
The high degree of violence associated with attacks in the SE Asia AOI underscores the likelihood of long-term impact on
affected seafarers: research has established that severe emotional distress during an attack is more likely than less severe
emotional distress to lead to long-term impacts. While the severity of the violence associated with an attack does not
necessarily line up with the level of emotional distress experienced, in general the higher rates of violence and threats in
Southeast Asian piracy would be likely to lead to higher rates of long-term impact.
As previously discussed, the existing research on the long-term impact of piracy is not well developed, and we have not
been able to identify any research specifically on the long-term impact of Southeast Asian piracy on seafarers. However,
our finding that seafarers attacked by pirates show long-term post-traumatic stress rates of 16.7% would suggest that
as many as 610 seafarers attacked by pirates in 2014 will experience symptoms of PTSD or depression.22 Concern about
pirate attacks in the SE Asia AOI may lead seafarers concerned about piracy in the region to decline jobs.23
The impact of piracy extends to the families of seafarers. Many seafarers are the primary providers for their families,
and have little training or experience that is transferable to other industries. If seafarers are unable to return to sea,
due either to psychological issues or pressure from their families, this may cause both financial hardship and feelings
of inadequacy because they are no longer able to adequately
My family don’t want me
support their families.24 As Captain Thiwa Saman, who was
to go back (to sea) [now]
attacked by pirates in 2012, explains: “My family don’t want me
to go back (to sea) [now] because it’s too risky,” explaining that
because it’s too risky
pirates now often carry guns instead of knives.25 An example of
the increased risk firearms place on seafarers’ lives is what happened on VP Asphalt 2 in December of 2014, where the
armed criminals who boarded the vessel injured one crew member, then shot and killed Third Engineer Tran Duc Dat, a
Vietnamese seafarer. When Mr. Dat’s body was repatriated to Vietnam his relatives greeted the plane, and his five-yearold daughter, holding a photograph of her father, repeatedly asked, “Where is my dad?”26

Conclusion
Piracy and armed robbery in Southeast Asia is characterized by the high likelihood that pirates will be successful in
boarding a vessel once they attack: 93.5% of attacks resulted in pirates making it onto the vessel. This dramatically
increases the risk of crews being subjected to physical and psychological violence. This is particularly true in incidents
where pirates attack a vessel with the goal of stealing its cargo and, therefore, need to stay on the vessel for a prolonged
period of time. A majority of the attacks in 2014 involved the use of weapons, further escalating the risk of injuries or
death. Seafarers were detained against their will by pirates in one-quarter of successful boardings, and pirates regularly
tied up, beat, and blindfolded crews. Overall, 28% of all successful boardings resulted in physical violence against
seafarers and at least five seafarers were killed by pirates in the SE Asia AoI in 2014.
The human cost of piracy remains impossible to truly quantify. However, the impacts of piracy beyond the actual attack
are long lasting. Based on preliminary numbers from an upcoming OEF study, it is estimated that more than 600 of the
seafarers whose vessels were attacked in 2014 could experience lasting depression or symptoms of PTSD, potentially
causing them to lose their primary source of income and their livelihoods as a direct result of being attacked by pirates in
Southeast Asia. As is the case with piracy off the east and west coasts of Africa, the seafarers who encounter pirates are
predominantly from non-OECD countries and often lack the resources needed after an attack. This also affects families
who often rely financially on the income of the seafarer in their family.
22 For more information on this topic, please see the study in the Long-Term Impact section of this report.
23 See the study in the Long-Term Impact section of this report for more information.
24 See Interview with Leonardo Hoy-Carrasco from the UNODC on April 15, 2015.
25 Andrew RC Marshall, “Petro-pirates Plague Busy Southeast Asia Shipping Lanes,” Reuters, 9 July 2014, http://www.reuters.com/
article/2014/07/09/us-indonesia-pirates-idUSKBN0FE19K20140709.
26 “Body of Sailor Killed by Pirates off Singapore Returned to Vietnam,” Tuoitrenews.vn, 11 December 2014, http://tuoitrenews.vn/society/24599/
body-of-sailor-killed-by-pirates-off-singapore-returned-to-vietnam.
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LONG-TERM IMPACT OF PIRACY
ON SEAFARERS
The cost of piracy may endure for quite a while after the attack itself: pirate attacks are extremely stressful events, and
they may have long-lasting impacts. As discussed in the human cost sections of this report, a developing body of research
exists demonstrating that some seafarers do experience lasting impacts from their piracy-related experiences that can
hamper their abilities to return to happy and healthy lives. This research has tended to focus on seafarers held hostage
by pirates, and the specific rates and lasting impact of piracy on seafarers in general is not yet known. To address this,
OBP has for several years been conducting a study of the long-term impact of piracy on seafarers. This project is being
conducted by OBP in partnership with the Maritime Piracy Humanitarian Response Programme and the Jaime C. Bulatao,
SJ Center for Psychology Services at Ateneo de Manila University, and previous OBP State of Piracy reports have included
information from interviews with seafarers about the impact of piracy and predictors of long-term distress.1 The data
reported this year extend this to examine the impact on seafarers who were not held hostage, but who were instead
exposed to piracy in other ways.
Our analysis of the data suggests that the long-term impact of piracy affects more than just seafarers directly exposed
to piracy, but also indicates that those seafarers who transited the Western Indian Ocean Region HRA or who otherwise
experienced some form of indirect exposure similarly demonstrate significant stress from these events. The threat of
piracy, and the associated fear, may be enough to cause lasting psychological issues in at least some seafarers.

Results from current survey
25

Long-Term Impact on Seafarers

Similar findings were visible for probable depression: the results show
that while seafarers held hostage by pirates were at greater risk of
developing long-term problems, people with a variety of kinds of
exposure demonstrated persistent psychological

Probable PTSD

20

Probable Depression

15
PERCENT

An analysis of our extended sample finds that the long-term impact
of piracy is not limited to those who have been held hostage. We
looked at two of the most common impacts of traumatic events:
post-traumatic stress disorder (PTSD) and serious depression. While
those seafarers in our sample who had the most extreme exposure
to violence were the most likely to have post-traumatic stress
symptomatology consistent with PTSD,2 less-direct forms of exposure
also resulted in at least some seafarers showing significant signs of
PTSD. Of the seafarers in our sample with survey scores consistent
with PTSD, only half had been attacked by pirates and even fewer had
actually been held hostage.

10

5

Transited a
Risk Area

Attacked,
not held

Attacked
and held
hostage

1

See Kaija Hurlburt et al., Human Cost of Maritime Piracy 2012 (Broomfield, CO: One Earth Future Foundation, 2013), available at http://
oceansbeyondpiracy.org/publications/human-cost-maritime-piracy-2012; Jens Vestergaard Madsen et al., The State of Maritime Piracy
(Broomfield, CO: One Earth Future Foundation, 2014), available at http://oceansbeyondpiracy.org/publications/state-maritime-piracy-2013.
These data were collected as a part of an ongoing research project on the long-term impact of piracy on seafarers that is funded by One Earth
Future and the TK Foundation.

2

See Appendix K for technical information about the survey including how probable PTSD and probable depression were coded.
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problems. For depression, it is important to acknowledge that it may be unrelated to pirate attacks – and indeed 17.65%
of the non-exposed sample showed probable depression.
Exposure

Number

Number
probable PTSD

Rate

Number probable
depression

Rate

No exposure

17

-

-

3

17.65%

Know a hostage, no other exposure

44

3

6.82%

0

0.00%

Transited, no other exposure

48

4

8.33%

3

6.25%

Viewed an attack but not attacked directly

4

0

0.00%

1

25.00%

Attacked directly, not held

6

1

16.67%

1

16.67%

Attacked and held hostage

31

6

19.35%

7

22.58%

The impact of indirect exposure reflects the significant stress and fear that some seafarers experience due to piracy.
Developing research on post-traumatic stress has suggested that indirect exposure to traumatic events can lead to
long-term impacts similar to those of direct exposure. For example, one study following Americans who had no direct
exposure to the September 11th attacks found that quite a few people experienced sufficient fear related to the attacks
that they showed symptoms of post-traumatic distress mirroring PTSD.3 There is evidence that for at least some
seafarers, transiting high-risk areas or knowing someone held hostage by pirates can induce fear and stress significant
enough to cause a similar impact.
An author aboard a vessel transiting the WIOR HRA noted that the “tension of
pirate watch is hard on the crew” such that “[s]ome are genuinely unnerved, and
being unnerved for a week out of every month is not nothing.”4 This may be due
to the extraordinary measures implemented during the journey across the HRA,
as demonstrated by one ship requiring the crew to perform “pirate watch” duty,
covering all cabin windows with blackout blinds, and the captain ordering that
they stay at least four miles away from small craft and “trust no one.”5 Beyond
actual measures, the BMP4 guide itself may cause apprehension among seafarers
in that it details that “there remains a serious and continuing threat from piracy,”
“pirates increasingly fire at the bridge of a vessel,” pirates are increasingly using
“small arms fire and rocket propelled grenades,” and that “pirates are likely to be
aggressive, highly agitated, and possibly under the influence of drugs (including
khat, an amphetamine-like stimulant).”6 According to a study by the Seamen’s
Church Institute, “when seafarers were asked if they felt they received adequate ‘mental preparation’ for traversing
known zones of piracy, almost all respondents said they did not.”7 OBP’s Human Cost of Maritime Piracy 2012 report
documented survey results from an International Maritime Bureau seafarer survey that showed high rates of fear among
seafarers transiting the WIOR HRA.

...when
seafarers were
asked if they felt they
received adequate
‘mental preparation’
for traversing known
zones of piracy, almost
all respondents
said they did not.

3

Michael Suvak et al., “Indirect Exposure to the September 11 Terrorist Attacks: Does Symptom Structure Resemble PTSD?, ” Journal of
Traumatic Stress 21 (2008), 30–39 http://dx.doi.org/10.1002/jts.20289.

4

Rose George, Ninety Percent of Everything (New York: Metropolitan Books, 2013), 114.

5

Ibid., 111–14.

6

MSCHOA, “BMP4: Best Management Practices for Protection Against Somalia Based Piracy,” Version 4, pp. 3, 5, 10, 45 (Aug. 2011), available at
http://www.mschoa.org/docs/public-documents/bmp4-low-res_sept_5_2011.pdf?sfvrsn=0.

7

Michael Stuart Garfinkle, Craig L. Katz, and Janaka Saratchandra, The Psychological Impact of Piracy on Seafarers, Seaman’s Church Institute,
2012, available at http://seamenschurch.org/sites/default/files/sci-piracy-study-report-web_0.pdf.
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Exposure and attitudes about piracy
In addition to tracking the long-term impact of piracy, this study also investigated seafarers’ attitudes toward piracy and
related topics. An analysis of these findings confirms that indirect exposure to piracy has significant impacts on attitudes
about piracy, and that the attitudes of seafarers directly exposed to piracy appear to be different from those who were
not. People who have had more direct and severe exposure to piracy appear to be more concerned about piracy than
those who have not: they rate their levels of concern about piracy as higher, and also appear to approve more of having
armed guards aboard ships.8
Despite this higher level of concern there is an inverse relationship between exposure and actual impact on job decisions.
Seafarers with indirect exposure, either through knowing hostages or having seen an attack, demonstrate the highest
levels of considering piracy as a potential risk when accepting employment, while seafarers who were actually held
hostage reported the lowest amount of concern about piracy when taking a job.9 However, seafarers who had been
directly attacked by pirates were slightly more likely to have declined a job due to the threat of piracy than were those
who had been indirectly exposed, although both categories did so at a rate lower than those with no exposure at all.

Exposure

No.

No. who say
they have
declined a job
b/c of piracy

Rate
declining
job

No exposure

17

3

18%

Know a hostage, no other
exposure

44

1

2%

Transited, no other exposure

48

2

4%

Viewed an attack but not
attacked directly

4

0

0%

Attacked directly, not held

6

1

17%

Attacked and held hostage

31

3

10%

Attitudes About Piracy
Exposure

Number

Concern about
piracy
(Scale of 1-5)

Approve of
Think about piracy
armed guards when taking a job
(Scale of 1-5) (Scale of 1-5)

No exposure

17

3.2

3.88

3

Know a hostage, no other exposure

44

3.53

4.41

3.89

Transited, no other exposure

48

3.69

4.22

3.21

Viewed an attack but not attacked directly

4

3.5

4.5

3.75

Attacked directly, not held

6

4

4.57

3.17

Attacked and held hostage

31

4.06

4.71

2.61

8

These differences are not statistically significant: an analysis of variance (ANOVA) comparing scores on concern across the different factors
finds no significant difference between groups on either attitude about armed guards or concern about piracy. However, this is likely due to a
ceiling effect in the data: while the means vary across groups, in each case the distribution was such that at least 25% of the sample rated their
concern about piracy and approval of guards at the maximum score possible.

9

An ANOVA comparison found significant differences on thinking about piracy when taking a job by exposure category (F(4, 165)=3.015, p<.05).
A Tukey HSD comparison found a significant difference between seafarers who were attacked and seafarers who were not exposed at all. Due
to the large variability of scores in the other categories, no other pairwise comparison was significant.
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Collectively, these data suggest that direct exposure to pirate activity leads to lasting concern about piracy, and may
increase seafarers’ support for the use of armed guards. It may actually lower the overall impact of this concern on
actual job decisions, possibly because these seafarers have a more realistic understanding of the scope and likelihood of
the threat than seafarers who are indirectly exposed or not exposed at all do.
These data underscore the finding about the long-term impact on seafarers: direct exposure to pirate attack is not
necessary in order for the impact of piracy to affect seafarers’ psychological well-being in the long term.

Limitations
It is important to acknowledge the limitations of these data. The sample does not represent a random sample of
seafarers with varying degrees of exposure to piracy, and in fact it is likely skewed by the fact that the seafarers most
interested in or concerned about piracy are the ones most likely to provide answers to the survey. For that reason, these
rates should not be considered as fully authoritative on estimates of the rates of long-term distress or disruption caused
by piracy attacks. However, these data do represent the largest sample on these topics that we have been able to find to
date and, at a minimum, they demonstrate that some seafarers experience psychological effects even if they have not
been directly attacked.

Conclusion
Seafarers who transit the high-risk areas are exposed to significant stress: interviews with seafarers discussing their
experiences suggest that they experienced an increase in overt concern about piracy due to anticipatory stress about
transiting high risk areas.10 This is a fairly extreme environment, and one that most people are not exposed to in their
day-to-day jobs. This survey indicates that such stress can cause a lasting impact: in at least some of the seafarers
interviewed for this survey, long-term distress was associated with no identifiable exposure to piracy, and in others
indirect exposure was sufficient to cause lasting distress.
Ultimately, this suggests that institutions interested in supporting seafarers affected by piracy should consider that it may
be valuable to expand their focus by offering some services to seafarers who were not necessarily attacked to help them
cope with piracy-related anxiety and stress.

10 Douglas B. Stevenson, Update on Seafarers’ Welfare: 2012 Report on Psychological Impact of Piracy on Seafarers, 3rd UAE Counter Piracy
Conference, Briefing Paper, available at http://www.counterpiracy.ae/upload/2013briefing/Stevenson%20Douglas%20Sec3Ch4%20-Final%20
Briefing%20Paper-En-Website.pdf; Andrew Guest, “Feature: Piracy Trauma Checks,” BIMCO, 24 October 2012, https://www.bimco.org/
News/2012/10/24_Feature_Week_43.aspx.
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ACRONYMS

Acronyms
AFRICOM 		
United States Africa Command
AIS 			
Automatic Identification System
AMISOM 		
African Union Mission in Somalia
AOI			
Area of Interest
APS			
Africa Partnership Station
BIMCO 			
Baltic and International Maritime Council
BMP4 			
Best Management Practices (version 4)
CBCG 			
Capacity Building Coordination Group
CGPCS 			
Contact Group on Piracy off the Cost of Somalia
CMF			
Combined Maritime Forces
CoC 			
Code of Conduct
COMESA 		
Common Market for Eastern and Southern Africa
COT 			
Crude Oil Theft
CMR			
Critical Maritime Routes
CRESMAC		
Regional Coordination Centre for Maritime Security in Central Africa
CRIMARIO		
Critical Maritime Routes in the Western Indian Ocean
CRIMLEA 		
Critical Maritime Routes Law Enforcement Capacity Building in East Africa
CRIMGO 		
Critical Maritime Routes in the Gulf of Guinea
CRIMSON		
Critical Maritime Routes Monitoring, Support and Evaluation Mechanism
CSDP			
Common Security and Defense Policy
CSO 			
Chief Security Officer
CTF-151		
Combined Task Force 151
DCoC			
Djibouti Code of Conduct
DWT 			
Dead Weight Tonnage
ECCAS 			
Economic Community of Central African States
ECOWAS 		
Economic Community of West African States
EEZ 			
Exclusive Economic Zone
EU 			
European Union
EU ISS 			
European Union Institute for Security Studies
EU NAVFOR 		
European Union Naval Force
FCI			
France Coopération Internationale
FV			Fishing Vessel
G8PK/PB 		
G8 Peace Keeping and Peace Building Experts Group
GCC 			
Gulf Cooperation Council
GGC 			
Gulf of Guinea Commission
GMA 			
Ghana Maritime Authority
GoA/IO			
Gulf of Aden/Indian Ocean
GoG 			
Gulf of Guinea
GSA			
Ghana Shippers’ Authority
HRA 			
High Risk Area
HWR			
Hellenic War Risks Club
IBF 			
International Bargaining Forum
ICC			
Inter-Regional Coordination Center
ICoC 			
International Code of Conduct for Private Security Providers
IGAD 			
Intergovernmental Authority on Development
ILO 			
International Labour Organization
IMB 			
International Maritime Bureau
IMO 			
International Maritime Organization
INTERPOL 		
International Criminal Police Organization
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IOC			
IRTC			
ISC 			
ISO/PAS 28007 		
IUU 			
JTF 			
JWC 			
K&R 			
LMA 			
LNG 			
LONO 			
LPG 			
LRAD			
lTF 			
MARSIC 		
MASE 			
MCP			
MEND 			
MLC 			
MMSI 			
MOU 			
MOWCA 		
MPHRP 		
MSCHOA 		
MT 			
MTISC-GoG 		
MV 			
NATO 			
NAVAF			
NIMASA 		
NIO 			
NM			
NN 			
NTOA 			
OBP 			
OCIMF 			
OECD 			
OEF 			
OMS			
OWWA 			
P&I 			
PAG 			
PCASP 			
PiraT 			
PIU 			
PMSC 			
POEA 			
PTS 			
PTSD 			
RAPPICC 		
ReCAAP			
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Indian Ocean Commission
Internationally Recognized Transit Corridor
Information Sharing Centre
International Organization for Standardization: 28007 “Guidelines for PMSCs”
Illegal, Unreported, Unregulated Fishing
Joint Task Force
Joint War Committee
Kidnap and Ransom
Lloyd’s Market Association
Liquefied Natural Gas
Letter of Non-Objection
Liquefied Petroleum Gas
Long-Range Acoustic Device
International Transport Workers’ Federation
Maritime Security and Safety through Information Sharing and Capacity Building
Maritime Security Programme
Maritime Crime Programme
Movement for the Emancipation of the Niger Delta
Maritime Labour Convention
Maritime Mobile Service Identity
Memorandum of Understanding
Maritime Organization for West and Central Africa
Maritime Piracy Humanitarian Response Programme
Maritime Security Center - Horn of Africa
Motor Tanker
Maritime Trade Information Sharing Centre for the Gulf of Guinea
Motor Vessel
North Atlantic Treaty Organization
U.S. Naval Forces
Nigerian Maritime Administration and Safety Agency
Northern Indian Ocean
Nautical Miles
Nigerian Navy
Nigerian Trawlers Owners Association
Oceans Beyond Piracy
Oil Companies International Marine Forum
Organization for Economic Cooperation and Development
One Earth Future Foundation
Ocean Marine Security
Overseas Workers Welfare Administration
Protection and Indemnity
Pirate Action Group
Privately Contracted Armed Security Personnel
Project Piracy and Maritime Terrorism as a Challenge for Maritime Trade Security
Project Implementation Unit
Private Maritime Security Company
Philippine Overseas Employment Agency
Post-Traumatic Stress
Post-Traumatic Stress Disorder
Regional Anti-Piracy Prosecution & Intelligence Coordination Centre
Regional Cooperation Agreement on Combatting Piracy and Armed Robbery Against Ships in
Asia Information Sharing Center
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REFLECS3 		
REMISC 		
RMCM 			
RMRCC 			
RO/RO 			
RPS 			
SAA			
SADC			
SAMI 			
SHADE 			
SMRSS 			
SPM			
TCC 			
TFG 			
UAE 			
UAV 			
UKAS 			
UKMTO			
UN 			
UNCLOS 		
UNCTAD 		
UNDP 			
UNODC 		
UNPOS 			
UNSCR 			
VLCC 			
VPD 			
VTMS			
WAPIS			
WCO			
WFP 			
WIOR			
WOA			
WRA			
WRAP			
XRZ			
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Regional Fusion and Law Enforcement Centre for Safety and Security at Sea
Regional Maritime Information Sharing Center
Regional Maritime Coordination Mechanism
Regional Maritime Rescue Coordination Centre
Roll-on/Roll-off
Risk Placement Services
Secure Anchorage Area
South African Development Community
Security Association for the Maritime Industry
Shared Awareness and Deconfliction
Somali Maritime Resource and Security Strategy
Ship Protection Measure
Total Crew Cost
Transitional Federal Government
United Arab Emirates
Unmanned Aerial Vehicle
United Kingdom Accreditation Service
United Kingdom Marine Trade Operations
United Nations
United Nations Convention on the Law of the Sea
United Nations Conference on Trade and Development
United Nations Development Programme
United Nations Office on Drugs and Crime
The United Nations Political Office for Somalia
United Nations Security Council Resolution
Very Large Crude Carrier
Vessel Protection Detachment
Vessel Traffic Management System
West African Police Information System
World Customs Organization
World Food Programme
West Indian Ocean Region
Warlike Operations Area
War Risk Area
War Risk Added Premium
Extended Risk Zone
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APPENDICES A-L
Appendix A – Areas of Interest
Various costs and considerations assessed by this report are applicable only in specific geographical areas. For example,
ship operators must pay an additional war risk premium to maintain coverage if they enter a designated War Risk Area,
while several distinct zones all factor into seafarer hazard pay. Consequently, these regions are essential to our analysis,
and for clarity this appendix provides the definition of each relevant zone, region, or area.

Figure A1: BMP4 HRA

Western Indian Ocean Region
Best Management Practices Revision 4 High Risk Area
The Best Management Practices Revision 4 (BMP4) High Risk Area
(HRA) “defines itself by where pirate activity and/or attacks have taken
place,” and consequently defines the area where it is recommended
that ship operators apply best management practices.
The BMP4 HRA comprises the Red Sea, Gulf of Aden, Arabian Sea, Gulf
of Oman, and the northern portion of the western Indian Ocean. Its
precise limits are Suez to the northwest, the Strait of Hormuz to the
north, 10°S, and 78°E.1
Internationally Recognized Transit Corridor

The Internationally Recognized Transit Corridor (IRTC), established
effective February 1, 2009, supports United Nations Security Council
resolutions 1814 (2008), 1816 (2008), 1838( 2008), and 1846 (2008).2
Though the IRTC is not a formal traffic-separation scheme, much like a freeway, two proximate, parallel lanes conduct
traffic along opposite headings: 72° (east-northeast, roughly) for eastbound vessels and 252° (west-southwest) for
westerly traffic. The eastbound lane begins at 45°E between 11°48′ N and 11°53’N and terminates at 53°E between
14°18’N and 14°23’N. The westbound
lane begins at 53°E between 14°25’N and
14°30’N and terminates at 45°E between
11°55’N and 12°00’N.3

Figure A2: IRTC

1

Witherby Seamanship Intl., BMP4: Best Management Practices for Protection against Somalia Based Piracy, Version 4 (Edinburgh: Witherby
Publishing Group Ltd., 2011), 7, http://www.mschoa.org/docs/public-documents/bmp4-low-res_sept_5_2011.pdf.

2

Lieutenant Dr. Ir. F. J. Sluiman et al., “Naval Vessel Traffic Services,” Naval War College Review, v. 63(3) (2010), https://www.usnwc.edu/
getattachment/a3175659-caf1-4f1c-a0c5-f19f51d44ff5/Naval-Vessel-Traffic-Services--Enhancing-the-Safet.aspx.

3

Ibid.; U.S. Navy, “Special Maritime Advisory for Vessels Transiting Gulf of Aden and Somali Basin,” 19 January 2009, http://www.cusnc.navy.mil/
marlo/Guidance/Corridor_files/JAN%2009%20MARAD%20UPDATE.txt.
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IBF Areas
The IBF-designated risk areas identify where transiting seafarers are exposed to the risk of piracy and are thus entitled to
additional compensation and other protections as a part of collective bargaining agreements. These areas are designated
by the International Bargaining Forum (IBF), which brings together the International Transport Workers’ Federation and
the international maritime employers that make up the Joint Negotiating Group. Depending on the risk assessed by the
IBF, seafarers transiting these areas are entitled to varying levels of additional hazard pay, compensation for injury or
death, and the option to elect to not transit the area at no expense to themselves.4
International Bargaining Forum List of Warlike and High Risk Designations5
These are defined as:
1. IBF WOA
The Warlike Operations Area (WOA) covers Somali territorial waters, which extend 12 nautical miles from the
coast. The western boundary runs due north from the Somali–Ethiopian coastal border; the eastern, due north
from Cape Guardafui in Puntland.
2. IBF HRA
The High Risk Area comprises the Gulf of Aden, excluding the IRTC, and the waters off the east coast of Somalia,
out to 400 nautical miles. The chevron-shaped western boundary runs from the Djiboutian–Somali coastal
border to 11°48’N, 45°E, and from 12°00’N, 45°E
to Mayyun Island in the Bab-El-Mandeb Strait. The
eastern border runs from Rhiy di-Irisal in Socotra to
14°18’N, 53°E; from 14°30’N, 53°E to the Yemeni–
Omani coastal border, and 400 miles off the Somali
coast from due east of Socotra to due east of the
Kenyan–Somali border.
3. IBF XRZ
The Extended Risk Zone (XRZ) encompasses the HRA
and more. The XRZ has the same western boundary
as the HRA—from the Djiboutian–Somali coastal
border to 11°48’N, 45°E, and from 12°00’N, 45°E to
Mayyun Island in the Bab-El-Mandeb Strait—but
includes the IRTC. The eastern border is the 78th
meridian east (78°E), the northern border is the 26th
parallel north (26°N), and the southern border is the
10th parallel south (10°S).

Figure A3: IBF List of Warlike and High
Risk Designations
4

“IBF List of Warlike and High Risk Designations, with Main Applicable Benefits (as of 1st July 2014), Addendum 2,” IBF, http://www.itfseafarers.
org/files/seealsodocs/33553/IBF%20LIST%20OF%20WARLIKE%20AND%20HIGH%20RISK%20DEFINITIONS%20JULY%202014.pdf.

5

Ibid.
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Joint War Committee Hull War, Piracy, Terrorism and Related Perils Listed Areas
JWC WRA:
The Joint War Committee (JWC) “comprises underwriting
representatives...representing the interests of those who write marine
hull war business in the London market.”6 This insurance industry
body meets quarterly to define and review hazardous “war risk areas”
(WRAs) around the globe—areas inside of which vessels must pay
additional premiums to compensate for the elevated risk; these WRAs
are then published as the “Hull War, Piracy, Terrorism and Related
Perils Listed Areas” and integrated into hull war risk policies around
the world.7
Territorial Waters:
•

Eritrea, but only south of 15° N

•

Somalia

Indian Ocean/Arabian Sea/Gulf of Aden/ Gulf of Oman/Southern
Red Sea:

Figure A4: JWC Listed Area for Indian Ocean (JWC WRA)

The waters enclosed by the following boundaries:
a) On the north-west, by the Red Sea, south of latitude 15° N;
b) On the west of the Gulf of Oman by longitude 58° E;
c) On the east, longitude 78° E; and
d) On the south, latitude 12° S.
This does not include the coastal waters of adjoining territories up to 12 nautical miles offshore unless otherwise
provided.8

Gulf of Guinea
IBF HRA
The International Bargaining Forum designates only one zone in the Gulf of Guinea: the High Risk Area. There are no
West African analogues to the WOA or XRZ near the Horn of Africa. The HRA is composed of the territorial waters of
Nigeria and Benin, which extend 12 miles from the coast, as well as their ports and inland waterways—excepting secure
berthages and guarded port areas.9
6

“Joint War Committee,” Lloyd’s Market Association, available at http://www.lmalloyds.com/Web/market_places/marine/JWC/Joint_War.aspx.

7

“Hull War, Piracy, Terrorism and Related Peril Listed Areas,” Joint War Committee, JWLA/021, 12 June 2013, available at http://www.lmalloyds.
com/IMIS15/CMDownload.aspx?ContentKey=dfa8eb7f-0832-4bf9-a18e-7bf7f7c87ceb&ContentItemKey=8a6b56bc-7b03-4370-8ad52f31e7f2f8de.

8

“Hull War, Piracy, Terrorism and Related Peril Listed Areas,” Joint War Committee, JWLA/021, 12 June 2013, available at http://www.lmalloyds.
com/IMIS15/CMDownload.aspx?ContentKey=dfa8eb7f-0832-4bf9-a18e-7bf7f7c87ceb&ContentItemKey=8a6b56bc-7b03-4370-8ad52f31e7f2f8de.

9

“IBF List of Warlike and High Risk Designations, with Main Applicable Benefits (as of 1st July 2014), Addendum 2,” IBF, http://www.itfseafarers.
org/files/seealsodocs/33553/IBF%20LIST%20OF%20WARLIKE%20AND%20HIGH%20RISK%20DEFINITIONS%20JULY%202014.pdf.
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JWC WRA
The Joint War Committee War Risk Area
in the Gulf of Guinea covers the territorial
waters of Nigeria, Benin, and Togo, as well
as their exclusive economic zones (EEZs)
north of the 3rd parallel north (3°N).

Figure A5: JWC WRA, Gulf of Guinea

Appendix B – Naval Costs, East Africa
Military Assets
The tables below detail the cost calculations described in the main text. First, for naval vessels, helicopters and patrol
aircraft, and unmanned aerial vehicles alike, the cost of operating a single unit for one year is estimated. Each such “unit
cost” is calculated for an archetypal vessel class or model, which then serves as the cost estimate for all assets of that
type. For example, all frigates are treated as Oliver Hazard Perry-class frigates, all helicopters as SA 341 Gazelles, and so
on. This approximation is necessary given the variety of assets deployed within multinational forces and by the myriad
individual countries. Then, for each archetype, the unit cost is multiplied by the average number of assets of that type
conducting counter-piracy operations in the Western Indian Ocean Region during 2014. Note that lower operating costs
for independent deployers are factored into the cost calculations. Finally, the costs of these different asset types are
summed, giving a grand total cost of operating military assets.

IV
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Table B1: Ships 1011121314151617
Frigate10 (Oliver
Destroyer (Arleigh
Hazard Perry class) Burke class)

Amphibious
(Galicia class)

Patrol (Sukanya
class)

Support

Daily Fuel Use (gal)

21,640.5511

4,909.90908 12

15,372.4 13

4,797.213509 14

16,911.8003 15

Annual Fuel Use (gal)

6,492,165

1,472,972.724

4,611,720

1,439,164.053

5,073,540.09

Annual Fuel Cost ($)

24,832,531.13

5,634,120.669

17,639,829

5,504,802.501

19,406,290.85

Personnel Aboard (#)

230

280

350

121

125

Adjustment Factor

1

1.217391304

1.52173913

0.526086957

0.543478261

2,111,043.431

2,638,804.289

912,272.34

942,430.1033

16

Monthly Op. Cost ($)

1,734,071.39

Annual Op. Cost ($)

20,808,856.68

25,332,521.18

31,665,651.47

10,947,268.08

11,309,161.24

Annual Unit Cost ($)

45,641,387.81

30,966,641.84

49,305,480.47

16,452,070.58

30,715,452.09

Coalition Units

7.547945205

3.624657534

0.260273973

1.257534247

1.17260274

Coal. Unit Cost ($)

45,641,387.81

30,966,641.84

49,305,480.47

16,452,070.58

30,715,452.09

Coal. Cost ($)

344,498,694.3

112,243,471.7

12,832,933.27

20,689,042.18

36,017,023.27

Independent Units

3.243835616

2.978082192

0.405479452

0

2.468493151

Ind. Unit Cost ($)

15,213,795.94

10,322,213.95

16,435,160.16

5,484,023.527

10,238,484.03

Ind. Cost ($)

49,351,053.12

30,740,401.54

6,664,119.735

0

25,273,627.7

Total Units

10.79178082

6.602739726

0.665753425

1.257534247

3.64109589

Total Cost ($)

393,849,747.4

142,983,873.2

19,497,053.01

20,689,042.18

61,290,650.96

Subtotal:

$638,310,366.70

17

10 In recognition of the fact that many navies have lower operating costs than, for example, the United States or the United Kingdom,
independent deployer assets are estimated to operate at one-third of the cost of coalition assets.
11 This cost was calculated using data from Navy Site. “The FFG 7 Oliver Hazard Perry-class,” Navy Site, http://navysite.de/ffg/ffg7class.htm
(accessed May 7, 2015).
12 Calculated using data from Global Security. “DDG-51 Arleigh Burke – Specifications,” GlobalSecurity.org, http://www.globalsecurity.org/
military/systems/ship/ddg-51-specs.htm (accessed May 7, 2015); Schuyler Null, “Defense Sustainability: Energy Efficiency and the Battlefield,”
Global Green USA (2010), http://www.globalgreen.org/docs/publication-112-1.pdf.
13 This cost was calculated using data from the Naval Institute. Eric Wertheim, The Naval Institute Guide to Combat Fleets of the World: Their
Ships, Aircraft, and Systems, 15th ed. (Naval Institute Press, 2007).
14 This cost was calculated using data from the Naval Institute. Ibid.
15 This cost was calculated using data from the Naval Institute. Ibid.
16 This report assumes that operating cost is roughly proportional to crew size. Using the complement and operating cost of a frigate as a
baseline, operating costs for other assets can be estimated, provided that the crew size is known. For example, a vessel with twice as many
personnel as a frigate would have double the operating cost. The Adjustment Factor is this ratio between asset crew size and frigate crew size.
The estimated monthly operating cost of a given asset is thus simply the operating cost of a frigate multiplied by this Adjustment Factor.
17 John Knott cites a frigate monthly operating cost of £1 million. Converting to U.S. dollars using the 2009 average exchange
rate, as reported by OANDA, generates a monthly cost of about $1,584,949. Adjusting for inflation using the U.S. Bureau of
Labor Statistics tool yields a final monthly operating cost of $1,734,071. John Knott, “Somalia: Clan Rivalry, Military Conflict,
And the Financial and Human Cost of Piracy,” Mondaq, 17 March 2009, http://www.mondaq.com/x/76272/Marine+Shipping/
Somalia+Clan+Rivalry+Military+Conflict+And+The+Financial+And+Human+Cost+Of+Piracy; “Average Exchange Rates,” OANDA, http://www.
oanda.com/currency/average (accessed May 7, 2015); “CPI Inflation Calculator,” U.S. Bureau of Labor Statistics, http://data.bls.gov/cgi-bin/
cpicalc.pl (accessed May 7, 2015).
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Table B2: Aircraft 1819
Patrol Aircraft

Destroyer (Arleigh
Burke class)

Amphibious
(Galicia class)

Patrol (Sukanya
class)

Daily Fuel Use (gal)

6,334.8 18

1,900.44

3,357.44

189.54 19

Annual Fuel Use (gal)

1,900,440

570,132

1,007,232

56,862

Annual Fuel Cost ($)

6,917,601.6

2,075,280.48

3,666,324.48

206,977.68

Personnel Aboard (#)

11

2

2

2

Adjustment Factor

0.047826087

0.008695652

0.008695652

0.008695652

Monthly Op. Cost ($)

82,933.84909

15,078.88165

15,078.88165

15,078.88165

Annual Op. Cost ($)

995,206.189

180,946.5798

180,946.5798

180,946.5798

Annual Unit Cost ($)

7,912,807.789

2,256,227.06

3,847,271.06

387,924.2598

Units

4

2

1

13

Annual Unit Cost ($)

7,912,807.789

2,256,227.06

3,847,271.06

387,924.2598

Annual Total Cost ($)

31,651,231.16

4,512,454.12

3,847,271.06

5,043,015.378

Subtotal:

45,053,971.71

Table B3: Unmanned Aerial Vehicles (UAVs) 2021
Land-based UAV (MQ-1B Predator)

Ship-based UAV (ScanEagle)

Hourly Op. Cost ($)

3,234

3,612.60 21

Mission Flight Hours

10

10

Missions Per Day

0.333333333

1

Daily Flight Hours

3.333333333

10

Daily Op. Cost ($)

10,780

36,126

Annual Unit Cost ($)

3,234,000

10,837,800

Units

0.5

3

Annual Unit Cost ($)

3,234,000

10,837,800

Annual Total Cost ($)

1,617,000

32,513,400

Subtotal:

34,130,400

20

Table B4: Total
Category

Cost ($)

Ships

$638,310,367

Aircraft

$45,053,972

UAVs

$34,130,400

Grand Total

$717,494,738

18 This cost was calculated using data from the United States’ Navy Fact File. “United States Navy: Fact File,” Department of the Navy, http://www.
navy.mil/navydata/fact_display.asp?cid=1100&tid=1400&ct=1; “P-3C Orion Maritime Patrol, United States of America,” Airforce-technology.
com, http://www.airforce-technology.com/projects/orion-maritime-patrol/ (accessed May 7, 2015).
19 This cost was calculated using data from Airforce Technology. “Helicopter Specifications,” Rotor Leasing, http://www.rotorleasing.com/
Specifications/SA341.html (accessed May 7, 2015); “Gazelle Multi-Role Helicopter, France,” Airforce-technology.com, http://www.airforcetechnology.com/projects/aerospatiale-gazelle/ (accessed May 7, 2015).
20 Lieutenant Colonel Brett M. Clark, “Small Unmanned Aerial Vehicles; DHS’s Answer to Border Surveillance Requirements,” Strategy Research
Project, United States Army War College, March 2013, http://www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA589119.
21 “Questions in Writing (Question No. 1217),” Parliament of Australia, 9 October 2012, http://parlinfo.aph.gov.au/parlInfo/search/display/
display.w3p;query=Id%3A%22chamber%2Fhansardr%2F5a0ebb6b-c6c8-4a92-ac13-219423c2048d%2F0224%22.
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SHADE
The calculation for SHADE conference costs was straightforward: we estimated the number of delegates traveling to the
conferences—excluding those attendees already in the area—and the costs associated with that travel, as well as the
cost of accommodations once in Bahrain. The sum of these travel and accommodation costs for a given conference was
then multiplied by the number of conferences in 2014, yielding a total cost for the year.

Table B5: Attendance 22
Conference

Month

Delegates

Countries

31st

March

90

33

32nd

June

140

32

33rd

September

103

32

34th

December

108

34

110.25

32.75

Average, Total:
Average, International:

82.6875

22

Table B6: Travel 23 24
Region

Fraction 23

Count

Flight Cost 24 ($)

Flight Expenditure ($)

Europe

0.47

39

793

30,927

N. America

0.22

18

1,238

22,284

Asia

0.12

10

415

4,150

Africa

0.19

16

633

10,128

TOTALS

1

83

Travelers

Daily Cost ($)

Days

Accommodation Expenditure ($)

83

272

3

67,728

67,489

Table B7: Accommodation
International

Table B8: Total 25
Cost Per Conference 25 ($)

135,217

Number of Conferences

4

Total Cost ($)

540,868

22 This number assumes that 75% of participants are international, i.e., must travel to the conference and pay for accommodations.
23 As this information was not available for the conferences in 2014, we used the continental proportions of attendance from the 2012
conferences.
24 This number is based on ticket prices for flights to Bahrain from a representative airport in each region, using the dates of the June conference.
Prices represent the cheapest fare returned by a kayak.com search conducted in April 2014, although many attendees in fact fly business class
and/or get governmental or corporate fares.
25 This is the sum of travel costs and accommodation costs for all international attendees.
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Appendix C – Increased Speed, East Africa
Table C1: Speeds and Costs26 (all speeds in knots)
Vessel Length (m)

120–200

200–300

300+

Observed Global Average Speed

12.94

13.21

14.88

Observed Average Speed in WIOR

13.14

14.04

17.4

Increased Speed Margin

0.5

0.75

1.0

Increased Speed Threshold

13.44

13.96

15.88

Observed Global Average Speed

12.77

13.09

12.41

Observed Average Speed in WIOR

13.15

13.19

14.06

Increased Speed Margin

0.5

0.75

1.0

Increased Speed Threshold

13.27

13.84

13.41

Cargo

Tanker

380cst bunker, Rotterdam ($/Tonne)

$532.14

380cst bunker, Singapore ($/Tonne)

$559.68

WIOR traffic 380cst bunker, equal-weight average ($/Tonne)

$545.91

The essence of our increased speed cost calculations was a comparison between ships’ behavior inside the BMP4 HRA,
where piracy is a threat, and the rest of the world, where for the most part it is not.
Utilizing the global set of AIS data for a single day in June 2014, we compiled the average reported speed for each vessel
of interest not transiting the HRA.27 To do so, we broke our AIS data into six vessel categories based upon the designated
vessel type and length. In the absence of data relating to specific vessel type and dead weight tonnage, we used length
as a proxy. This allows us to account for the variation in average steaming speeds between the various vessel types and
increases the accuracy of our calculations. Table C2 demonstrates the variation in specific vessel type within the cargo
category by length.

Table C2: Cargo Vessel Types By Length28
120–200m

Bulk Carrier Handymax/Handysize
PCC Vehicle Carrier
General Cargo
Small Feeder/Feeder/Feedermax Container

200–300m

Panamax Bulk Carrier
Panamax Container
PCTC/LCTC/ULVC Vehicle Carrier

300m +

Capemax Bulk Carrier
Post Panamax/New Panamax/ULCV Container

In previous reports we did not use vessel length categories, but these divisions provide a more accurate representation
26 All speed data in table was calculated using a global AIS sample containing all AIS reports from June 5, 2014.
27 “Vessels of interest” excludes, as usual, all ships less than 120 meters in length. Here, we also omitted all vessels moving at a speed below
8 knots, in order to eliminate any vessels entering or exiting port, in keeping with the attempt to characterize the behavior of vessels fully
underway. Last, we excluded any reported speeds above 25.9 knots as unrealistic for commercial traffic.
28 “Our Fleet,” Wallenius Lines, http://www.walleniuslines.com/Fleet/Fleet-List1/ (accessed May 7, 2015); “GC0491 – General Cargo,” Vessel for
Sale, http://www.vesselforsale.net/homepage/dry-cargo/general-cargo/gc0491-general-cargo.html (accessed May 7, 2015); “General Cargo,”
Marin, http://www.marin.nl/web/Ships-Structures/Merchant-vessels-Work-boats/General-Cargo.htm (accessed May 7, 2015); “Feeder Vessel
Data Sheet: Size Comparison,” Containership-info.net, http://www.containership-info.com/misc_publ_feedergrowth.pdf (accessed May 7, 2015).
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0.6898
12.6934
-0.0766
0.1542

Fraction Speeding

Average Speed of Speeder

Average Excess Speed of Speeder

Average Excess Fuel Usage Rate of
Speeder (tons/hour)

Bunker Fuel Prices

318

0.4639

Average Excess Fuel Usage Rate of
Speeder (tons/hour)

Speeding Vessels

0.2196

461

15.5416

13.1596

Average Speed of Speeder

Average Excess Speed of Speeder

Total Vessels

0.63725

19.875

28.8125
7254.375

10516.5625

22.9375

43.625

32.5

51

Daily

200–300m

2014 Averages

0.8132

0.6502

13.7402

0.52579

367

698

1.6824

2.3316

520

0.49128

14782.5

Fraction Speeding

40.5

816

In-sample

648

30089.6875

Annualized

Speeding Vessels

82.4375

Daily

1319

In-sample

Total Vessels

Description

120–200m

8372.1875

15923.125

11862.5

18615

Annualized

1.4492

1.2314

13.6414

0.34748

41

118

2.2966

1.9363

16.8163

0.37037

150

405

In-sample

2.5625

7.375

9.375

25.3125

Daily

300m +

935.3125

2691.875

3421.875

9239.0625

Annualized

31 That is, the difference between the amount of fuel expended to maintain the higher speed and the lesser amount of fuel which would be needed to travel at the optimum speed—only the cost
of the excess fuel expenditure.

30 For example, a small (120–200m) cargo vessel has an expected optimum speed of 12.94 knots, and a 0.5-knot threshold. A 120m cargo ship traveling 13.0 knots would not be included in our
set of ships modifying their behavior explicitly due to piracy, and as such the excess fuel it expended traveling above the optimum speed would not be tabulated as a “cost of piracy.” That
hypothetical cargo ship would need to be traveling at or above 13.44 knots (12.94 + 0.5) in order for its fuel costs to be considered a “cost of piracy.”

29 While AIS data includes some ship type information, most salient here identifying a ship as “cargo” or “tanker”—the categories are very broad. For example, a bulk carrier and an ultralarge vehicle carrier will both be classified merely as “cargo” despite their enormous physical differences. In an attempt to mitigate this problem, we used length as a proxy for type, further
differentiating within the “cargo” population. Although this is an inherently imprecise approach, observable discrepancies in behavior between these length groups suggest that it is not entirely
misguided. See Table C2 (Cargo Vessel Types by Length) for more.

Tanker

Cargo

2014

Table C3: Speed & Fuel Calculations, 2014 Data

After grouping the observed vessels by type and by length,29 we calculated an average speed for each group, which we identified as the speed ships travel
when not threatened by pirates. Ships in the HRA observed traveling above that speed, then, could be considered to be modifying their behavior specifically in
response to the risk of piracy. However, in order to ensure that we excluded to the greatest degree possible any ships traveling slightly above the optimum for
other purely commercial reasons, we also introduced “threshold” values. Only ships traveling above the empirical optimum by a certain minimum amount—the
thresholds— were considered to be definitively increasing speed due to piracy.30 Only ships meeting this criterion were included in our final cost of increased
speeds, which was simply the value of the extra fuel these ships burned in order to maintain speeds above the optimum.31

of increased speeds as a proxy for vessel type. This is an attempt to account for the variation in “optimal” steaming speeds between, for example, an archetypal
bulk carrier and an archetypal container vessel, two very different types of ships lumped together within the same AIS categorization.
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559.68
545.91

380cst bunker, $/Tonne, Singapore

WIOR traffic equal-weight average

Tanker

Cargo

2013

X

Annualized

Daily

38.563

58.625

68.375

120.5

605

0.4886

-0.5565

12.8083

0.6578

617

938

1.1091

1.5711

14.1711

0.5674

1094

1928

In-sample

WIOR traffic 380cst bunker, $/
Tonne equal-weight average

14850.9375

22014.0625

40765.9375

63578.4375

200–300m

2013 Average

-0.0366

Average Excess Fuel Usage Rate
(tons/hour)

40.6875

60.3125

111.6875

174.1875

Daily

120–200m

Bunker Fuel Prices,

-0.3699

Average Excess Speed of Vessels
steaming at increased speed

0.6746

Fraction Vessels steaming at increased speed
11.89356

651

Vessels steaming at increased
speed

Average Speed of Vessels steaming
at increased speed

965

Total Vessels

0.2565

12.4713

Average Speed of Vessels steaming
at increased speed

Average Excess Fuel Usage Rate
(tons/hour)

0.6412

Fraction Vessels steaming at increased speed

-0.1087

1787

Vessels steaming at increased
speed

Average Excess Speed of Vessels
steaming at increased speed

2787

In-sample

Total Vessels

Description

Table C4: Speed & Fuel Calculations, 2013 Data

14075.3125

21398.125

24956.875

43982.5

Annualized

0.7113

0.2101

13.1301

0.64

240

375

3.2263

3.5237

17.7437

0.7107

253

356

In-sample

15

23.438

15.813

22.25

Daily

300m +

5475

8554.6875

5771.5625

8121.25

Annualized

To provide a baseline for comparison with the 2013 cost of increased speeds, we have included the tables below. In these tables, we ran the calculations for 2013
increased speed costs in accordance with the vessel length granularity added in the 2014 report, in addition to using the observed global speed as an empirically
derived optimum. Using these numbers, we estimate that the cost of rerouting decreased by 40% from 2013.

532.14

380cst bunker, $/Tonne, Rotterdam
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Table C5: Excess Fuel Cost, 2013
120-200m

200-300m

300+m

Cargo

Tanker

Cargo

Tanker

Cargo

Tanker

Average daily number
of vessels

174.1875

60.3125

120.5

58.625

22.25

23.4375

Fraction of vessels
speeding

0.6412

0.6746

0.5674

0.6578

0.7107

0.64

Estimated daily number
111.6875
of speeders

40.6875

68.375

38.5625

15.8125

15

Average daily excess
fuel use (tons)

687.54825

-35.7399

1820.0331

452.1993

1224.38085

256.068

Average daily excess
fuel cost

$415,967

-$21,623

$1,101,120

$273,581

$740,750

$154,921

Estimated annual
excess fuel cost

$151,827,842

-$7,892,263

$401,908,809

$99,856,910

$270,373,901

$56,546,216

Estimated total annual excess fuel costs, cargo and tankers

$972,621,416

Appendix D – Rerouting
Western Indian Ocean Region
Gulf of Aden–Southern India Route
The methodology for calculating the cost of rerouting for traffic between the Gulf of Aden and the southern tip of India
remained consistent with previous reports. However, we extended our analysis to include the Persian Gulf–South India
route, addressed later in this appendix. Our baseline traffic patterns were based on 2004–2005 commercial shipping data
from “A Global Map of Human Impact on Marine Ecosystems” by Benjamin S. Halpern et al.32 The 2014 traffic patterns
were calculated using AIS data samples purchased from exactEarth. To analyze the Gulf of Aden route, we defined a
number of cartographic zones, each a square three degrees of arc in length, along the direct route between the southern
tip of India and the Gulf of Aden, and along the indirect route hugging the Indian and Pakistani coastline of the Indian
Ocean. We then calculated what percentage of ships in our sample enters each zone, and used those figures to assess
relative traffic flows.

Table D1: Zone Definitions
Vertices (latitude °N, longitude °E)

Direct Route

Zone

NW

NE

SE

SW

D1

15, 56

15, 59

12, 59

12, 56

D2

13.5, 60.5

13.5, 63.5

10.5, 63.5

10.5, 60.5

D3

12, 65

12, 68

9, 68

9, 65

D4

11, 69

11, 72

8, 72

8, 69

32 Benjamin S. Halpern et al., “A Global Map of Human Impact on Marine Ecosystems,” Science, v. 319 (15 February 2008) 948–952, http://www.
sciencemag.org/content/319/5865/948.full (login required). The data is freely available at “Data: Impacts,” National Center for Ecological
Analysis and Synthesis, https://www.nceas.ucsb.edu/globalmarine/impacts (accessed May 7, 2015).
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I1

13, 72.5

13, 75.5

10, 75.5

10, 72.5

I2

16.5, 71

16.5, 74

13.5, 74

13.5, 71

I3

20, 70

20, 73

17, 73

17, 70

I4

21.5, 66.5

21.5, 69.5

18.5, 69.5

18.5, 66.5

I5

25, 63.5

25, 66.5

22, 66.5

22, 63.5

I6

25, 60

25, 63

22, 63

22, 60

Table D2: Zone Traffic Percentages33
Percentage of total traffic within the sample by zone

Direct Route

Indirect Route

Zone

Baseline (2004-05)

2012

2013

2014

D1

1.67%

1.46%

3.18%

8.96%

D2

1.78%

1.19%

2.79%

7.58%

D3

3.42%

1.05%

2.6%

7.42%

D4

2.62%

1.08%

3.48%

7.5%

I1

1.93%

1.71%

0.61%

1.91%

I2

1.16%

1.41%

0.44%

1.44%

I3

0.62%

1.01%

0.38%

1.12%

I4

0.71%

0.59%

0.2%

0.69%

I5

0.47%

0.36%

0.14%

0.43%

I6

1.03%

0.42%

0.14%

0.52%

Persian Gulf–Southern India Route
To analyze rerouting trends we divided our AIS data into three groups based on
vessel speed: 8–13 knots, 13–17 knots, and 17–25 knots. These were further
subdivided into tankers and cargo vessels. We expected to see some difference
in behavior between fully laden tankers and those in ballast. To test this we split
the tanker data into vessels with northwest and southeast headings, under the
assumption that vessels with a southeast heading would be full of petro-product,
while those with a northwest heading would be in ballast. This data was then
processed by a geospatial analysis program, which was used to generate heat maps
of the vessel traffic.
We used the
Figure D1: Persian Gulf to Southern
average speeds for
India route
vessels traveling
the direct 1405nm route and that of vessels along the
more circuitous 1517nm route to calculate the indirect
cost incurred by traveling the shorter distance at higher
speeds, rather than steaming at the more fuel-efficient
speed over the shorter distance.34

Figure D2: Traffic patterns for both NW- and SE-heading transits demonstrate
that slower vessels hug the coastline, avoiding the more direct route.
33

The percentage represents the percentage of traffic that falls within each zone as a fraction of the total traffic in our data sample.

34

Jeppesen Integrated Maritime Suite V1.2.0.146.
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Table D3: Fuel Calculations
Cargo (120–200m length)

Tanker (120–200m length)

Direct Route

Circuitous Route

Direct Route,
Optimal
Speed

Direct Route

Circuitous Route

Direct Route,
Optimal Speed

Vessel Speed
(knots)

15

13

13

14.5

13

13

Hourly Fuel
Consumption
(tons)

1.497942

0.791518

0.791518

1.673144

1.125888

1.125888

Transit Time
(Hours)

93.67

116.69

108.08

96.90

116.69

108.08

Total Fuel
Consumption
(tons)

140.31

92.36

85.55

162.13

131.38

121.69

Fuel Cost

$76,598

$50,421

$46,701

$88,507

$71,722

$66,430

Per-Vessel Cost

$3,700

$5,300

We calculated a conservative estimate of these rerouting costs using these sums. AIS data was used to calculate the
number of transits conducted by vessels within the 8–13 knot vessel speed group. The mean vessel length for these
vessels is within the 120–200m group, and this speed group was most evidently engaged in rerouting based on our
analysis.
The new analysis of the Persian Gulf to South India route used vessel speeds based upon observed mean speed over
ground, as reported in AIS data captured on March 25, 2015,35 for vessels whose transit fell along one of the routes we
were examining. From there we utilized maritime navigation software to measure the length of both of these routes.36
The same equations used to calculate the costs associated with increased speeds were used to calculate the fuel costs
incurred by small cargo and tanker vessels steaming at the designated speeds along the designated routes. We estimated
the cost vessels incur utilizing these behaviors as the difference between the cost of their current practices and the cost
of traveling at optimal speeds along the shortest route.

Table D4: Persian Gulf–Southern India Rerouting Calculations
Persian Gulf to Southern India Rerouting Calculations
Total Number of WIOR Transits
Number of AIS hits in WIOR

72,600

Selected AIS hits in Area of Interest
(AoI)

209,930

1,123,311

% of AIS hits in the AoI

18.69%

Number of transits in the AoI

13,568

% of slow vessels in the AoI

40.9%

Number of slow tanker transits in AoI

2,672

Number of slow vessel transits in the AoI

5,550

Number of slow cargo transits in AoI

2,060

% of transits along direct route in AoI

0.30%

Number of slow tankers rerouting

1,870

Cost for Slow Tankers

$9,898,521

Number of slow cargo rerouting

1,442

Cost for Slow Cargo

$5,364,092

Total Estimated Cost of Rerouting

$15,263,000

35 OBP acquired new software tools for observing ship behavior in 2015. Although the central analysis throughout the report relies on AIS data
from 2014, in select places observations made in 2015 were used to inform vessel behavior and facilitate analysis of traffic patterns.
36 Jeppesen Integrated Maritime Suite V. 1.2.0.146.
©2015

XIII

APPENDICES

THE STATE OF MARITIME PIRACY 2014

Area of Interest					Direct Route		

Appendix E – Labor
East Africa
Table D5: Per-Transit Hazard Pay 3738
Average daily crew cost 2010 37

Average daily crew cost, accounting for inflation, 2014 38

$2,590

$2,812

Average daily crew cost 2014

Average daily hazard pay per vessel

$2,812

$2,812

Average daily hazard pay

$2,812

Average transit time through IBF HRA

2.6

Hazard Pay per IBF HRA Transit

$7,311

Grand Total

$717,494,738

Table D6: Total Hazard Pay39
Hazard Pay per IBF HRA Transit 39

$7,311

Annual IBF HRA Transits

20,000

Percentage of Vessels Disbursing Hazard Pay

70%

Percentage of Vessels Transiting the IBF HRA
through the IRTC

45–55%

Weighted Estimate to Include Non-IBF ITF
Agreements

30%

Hazard Pay in 2014 Due to E. Africa HRA

$71,650,000

37 Comparison of U.S. and Foreign-Flag Operating Costs, U.S. Department of Transportation Maritime Administration (2011), 5–6, 13–14, http://
www.marad.dot.gov/documents/Comparison_of_US_and_Foreign_Flag_Operating_Costs.pdf.
38 “Inflation Calculator,” InflationData.com, http://inflationdata.com/Inflation/Inflation_Calculators/Inflation_Calculator.asp (accessed May 7,
2015).
39

This amount is less the IRTC. The HRA is defined as the ITF/IBF High Risk Area which follows a line of 400nm off the Somali coast along East
Africa.
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Table D7: Captivity Pay
Vessel Name

Number of
Hostages

Days in Captivity in Base Wage per Base Wages
2014
Person
Accrued in
Captivity

Additional Captivity
Pay

Total

Albedo

11

157

$124

$214,148

$74,952

$289,100

Asphalt Venture

7

303

$124

$263,004

$92,051

$355,055

Prantalay

4

365

$124

$181,040

$63,364

$244,404

Naham 3

26

365

$124

$1,176,760

$411,866

$1,588,626

$1,834,952

$642,233

$2,477,185

Total Captivity Pay Owed

Gulf of Guinea
Table D8: Daily Hazard Pay4041
Average daily crew cost, 2010 40

$2,590

Average daily crew cost, 2014 (inflation-adjusted)
Average daily hazard pay per vessel, 2014

41

$2,812
$2,812

Table D9: Per-Transit Hazard Pay42
Average Daily Hazard Pay

$2,812

Average Transit Time through HRA

5 days 42

Total Pay per Vessel per Transit through the HRA

$14,060

Table D10: Total Hazard Pay
Hazard Pay per IBF HRA Transit

$14,060

Annual IBF HRA Transits

14,500

Percentage of Vessels Disbursing Hazard Pay

40%

Total Hazard Pay, 2014

$81,548,000

Table D11: Captivity Pay
Vessel Name

Number of
Hostages

Days in captivity
in 2014

Average Daily Base Wage
per person

Total Base Wages Accrued
in Captivity

MT Fair Artemis

24

7

$124

$20,832

MT Hai Soon 6

21

8

$124

$20,832

MT Kerala

27

8

$124

$26,784

OSV Prince Joseph 1

3

4

$124

$1,488

MDPL Asha Deep

3

4

$124

$1,488

Unknown MT

2

4

$124

$992

Unknown OSV

5

4

$124

$2,480

40

Comparison of U.S. and Foreign-Flag Operating Costs, U.S. Department of Transportation Maritime Administration (2011), 5–6, 13–14,

41

Inflation calculated using CPI Inflation Calculator from the U.S. Bureau of Labor Statistics. “Inflation Calculator,” InflationData.com (Feb. 28,
2014), http://inflationdata.com/Inflation/Inflation_Calculators/Inflation_Calculator.asp.

42 Mary Harper, “Danger Zone: Chasing West Africa’s Pirates,” BBC News, 13 November 2014, http://www.bbc.com/news/world-africa-30024009.
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OSV Prime Lady

13

1

$124

$1,612

OSV Prime Lady

2

4

$124

$992

San Miguel

3

2

$124

$744

Unknown Tug

2

4

$124

$992

OSV Cee Jay

2

4

$124

$992

OSV Mariner Sea

2

4

$124

$992

MT Basat

2

4

$124

$992

MT Ungieshi

2

1

$124

$248

SP Boston

16

1

$124

$1,984

Total

$84,400

*For captives held for an unknown amount of time, we’ve applied the average of those incidents we do know the amount of time of (4).

Appendix F – Naval Costs, West Africa
Naval Acquisitions
Below are naval acquisitions made by Gulf of Guinea states in 2014. Acquisitions are neither generally made in one lump
sum nor are vessels delivered the same year that they are ordered. Therefore, it is impossible to determine how much of
a payment was made for each purchase in 2014.

Table F1: Delivered Vessels
Buyer Country

Seller Country

Vessel Type

Delivery Year

Benin

United States

1 Metal Shark boat

2014

Cameroon

China

2 32-meter patrol boats

2014

Cote d'Ivoire

France

2 RPB33 patrol boats

2014

30 inflatable speed boats

2014-2015

Netherlands

5 K-47 boats

2014

Nigeria

1 Seaward Defence Boat

2014

Ireland

1 P22 patrol vessel

2014

South Africa

2 17-meter Sentinel Fast Patrol Vessels

2014

China

1 P-18N OPV

2014

France

1 58-meter 190 Mk II patrol boat

2014

1 45-meter patrol boat

2014

France

1 RPB33 patrol boat

2014

United States

1 Defender

2014

Angola

Brazil

7 Macae-class patrol boats

Unknown

Benin

France

2 LH-10 Ellipse

after 2015

Cote d'Ivoire

France

1 RPB33 patrol boat

2015

4 12-meter RPB 12 boats

2015

6 9.3-meter speedboats

2015

1 P400 patrol boat

2015

Nigeria

Senegal
Togo
Pending Vessels

Gabon

France

XVI
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1 OPV50 patrol boat

2016

Nigeria

China

1 P-18N OPV

2015

Togo

France

2 RPB33 patrol boats

2015

United States

1 Hamilton class cutter

2014

1 Survey Ship

2014

Donated Vessels
Nigeria

Naval Operating Costs
Our analysis of operating costs for navies in West Africa draws from two reports. The first is from a UN report on Benin
and Nigeria’s joint operation called “Operation Prosperity.” It explains, “Benin’s contribution to the operation is estimated
at CFA 234,347,490 per month (about $466,000) which is equivalent to 5% of the total cost of the operation.”43 The UN
report also noted that Nigeria’s contribution was two maritime vessels, two interceptor boats, and two helicopters.

Table F2: Operation Prosperity Contributions
Country

Amount

Share

Benin

$466,000.00

5%

Nigeria

$8,854,000.00

95%

Total

$9,320,000.00

100%

The second source comes from an article where Nigeria’s Chief of Naval Staff, Vice Admiral Dele Ezeoba, offers a rare
glimpse at operating costs. He noted that “putting eight ships at sea for the exercise for seven days, they were looking at
about N600 million, which includes personnel costs, fuel, spare parts and other auxiliary requirements.”44

Table F3: Daily Operating Cost Calculations
7 days, 8 ships

$3,634,684.80

1 day, 8 ships

$519,240.69

1 day, 1 ship

$64,905.09

30 days, 8 ships

$15,577,220.57

30 days, 4 ships

$7,788,610.29

Hazard Pay in 2014 Due to E. Africa HRA

$71,650,000

These two sources seem to confirm each other, as they are within the same range for four ships in one month. We
can extrapolate from this data that it costs $1,065,389.71 to operate two helicopters. Using the one day, one ship
cost of $64,905.09, OBP built out the cost of deployed naval vessels in West Africa. Our estimation is that Nigeria has
between four to seven vessels on patrol a day while Ghana, Cameroon, and Angola all operate one vessel per day on
average. Therefore, there are seven to ten vessels operating within the Gulf of Guinea at an annual cost of between
$165,832,504.95 and $236,903,578.50.

43

Ban Ki Moon, Report of the United Nations Assessment Mission on Piracy in the Gulf of Guinea, U.N. Security Council, S/2012/45, 19 January
2012, http://www.securitycouncilreport.org/atf/cf/%7B65BFCF9B-6D27-4E9C-8CD3-CF6E4FF96FF9%7D/AUUN%20S%202012%2045.pdf.

44

“Navy Can Secure Nigerian Waters – Ezeoba,” Online Nigeria, 17 November 2012, http://news.onlinenigeria.com/nigeria-news/5734-navy-cansecure-nigerian-waters-%E2%80%93-ezeoba.html.
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Table F4: Total Operating Cost Calculations
# of Ships

Per Day

Per Month

Per Year

1

$64,905.09

$1,947,152.70

$23,690,357.85

7

$454,335.63

$13,630,068.90

$165,832,504.95

10

$649,050.90

$19,471,527.00

$236,903,578.50

Naval Capacity-Building Deployments
The tables below detail the cost calculations used for foreign naval assets operating in the Gulf of Guinea (GoG). First, for
naval vessels and helicopters—there were no patrol aircraft or unmanned aerial vehicles involved in these operations—
the cost of operating a single unit for one year is estimated. Each such “unit cost” is calculated for an archetypal vessel
class or model, which then serves as the cost estimate for all assets of that type. For example, all frigates are treated as
Oliver Hazard Perry-class frigates, all helicopters as SA 341 Gazelles, and so on. This approximation is necessary given the
variety of assets deployed by myriad individual states. Then, for each archetype, the unit cost is multiplied by the average
number of assets of that type conducting capacity-building operations in the GoG across 2014. Finally, the costs of these
different asset types are summed, giving a grand total cost of operating military assets.

Table F5: Ships45
Frigate (Oliver
Hazard Perry
class)

Destroyer (Arleigh
Burke class)

Amphibious (Galicia Patrol (Sukanya
class)
class)

Support (Fusu class)

Daily Fuel Use (gal)

21,640.55

4,909.91

15,372.40

4,797.21

16,911.80

Annual Fuel Use (gal)

6,492,165.00

1,472,972.72

4,611,720.00

1,439,164.05

5,073,540.09

Annual Fuel Cost ($)

24,832,531.13

5,634,120.67

17,639,829.00

5,504,802.50

19,406,290.85

Personnel Aboard (#)

230

280

350

121

125

Adjustment Factor

1.0000

1.2174

1.5217

0.5261

0.5435

Monthly Op. Cost ($)

1,734,071.39

2,111,043.43

2,638,804.29

912,272.34

942,430.10

Annual Op. Cost ($)

20,808,856.68

25,332,521.18

31,665,651.47

10,947,268.08

11,309,161.24

Annual Unit Cost ($)

45,641,387.81

30,966,641.84

49,305,480.47

16,452,070.58

30,715,452.09

Units

0.2795

0.5397

0.4932

0.6719

0.4219

Unit Cost ($)

45,641,387.81

30,966,641.84

49,305,480.47

16,452,070.58

30,715,452.09

Total Cost ($)

12,754,579.61

16,713,502.58

24,315,031.46

11,054,439.21

12,959,396.22

SUBTOTAL ($)

77,796,949.08

Table F6: Aircraft
Patrol Aircraft (P-3C
Orion)

Patrol Aircraft (Fairchild SW3 Merlin)

Patrol Aircraft (Casa CN- Helicopter (SA 341
235 Vigma)
Gazelle)

Daily Fuel Use (gal)

6334.8

1900.44

3357.44

189.54

Annual Fuel Use (gal)

1900440

570132

1007232

56862

Annual Fuel Cost ($)

6917601.6

2075280.48

3666324.48

206977.68

Personnel Aboard (#)

11

2

2

2

Adjustment Factor

0.047826087

0.008695652

0.008695652

0.008695652

Monthly Op. Cost ($)

82,933.84909

15,078.88165

15,078.88165

15,078.88165

Annual Op. Cost ($)

995206.189

180,946.5798

180,946.5798

180,946.5798

45

The tables in this appendix are dependent upon on a number of statistics and other figures which were also utilized in calculating the cost of
military operations in East Africa. For the analysis of these data, please see Appendix B related to the East Africa portion of this report.
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Annual Unit Cost ($)

7,912,807.789

2,256,227.06

3,847,271.06

387,924.2598

Units

0

0

0

2

Annual Unit Cost ($)

7,912,807.79

2,256,227.06

3,847,271.06

387,924.26

Annual Total Cost ($)

0.00

0.00

0.00

775,848.52

SUBTOTAL ($)

775,848.52

Table F7: Total
Category

Cost ($)

Ships

77,796,949

Aircraft

775,849

UAVs

0

GRAND TOTAL

78,572,798

Appendix G – Hostage-Taking Incidents, Gulf of Guinea
Table G1: Incidents46
Vessel Name (Type)

Attack Date

Hostages (Nationality)

Outcome46

Source

San Miguel (General
Cargo)

03-Jan-14

3 - Captain, Mechanic,
Welder (all Indian)

Rescued

http://gcaptain.com/nigerian-authoritiesfree-indian-hostages-in-rare-victory-againstpirates/; http://equatorialguineaonline.
com/martinez-hermanos-communicatesrelease-three-held-employees

Kerala (Tanker)

18-Jan-14

27 - Entire Crew
(various)

Released

http://www.maritime-executive.com/
article/Liberia-Concludes-Kerala-HijackingInvestigation-2014-05-29

Unknown (Tug)

26-Jan-14

2 - Captain, Engineer
(both Nigerian)

Ransomed

MARLO PATS Weekly 29-Jan-14; http://
saharareporters.com/2014/01/26/piratesattack-oil-tugboat-bayelsa-2-abducted

Cee Jay (Offshore Supply
Vessel)

29-Jan-14

2 - Captain, Chief
Engineer (both
unknown)

Ransomed

MARLO PATS Weekly 14-Feb-14

Mariner Sea (Offshore
Supply Vessel)

06-Feb-14

2 - Captain, Chief
Engineer (both
unknown)

Ransomed

MARLO PATS Weekly 14-Feb-14

Prince Joseph 1
(Offshore Supply Vessel)

04-Mar-14

3 -Captain (unknown),
Chief Engineer
(Panamanian), Chief
Officer (Nigerian)

Ransomed

OceanusLive Newsletter Vol. 3, No. 10

Asha Deep (Offshore
Supply Vessel)

05-Mar-14

3 - Captain, Chief
Officer, Chief
Engineer(all Indian)

Rescued

https://maritimesecuritynews.wordpress.
com/2014/03/08/nigeria-navy-rescues-3kidnapped-indians/#more-369

Prime Lady (Offshore
Supply Vessel)

06-Mar-14

3 - Captain, Crewman,
Ransomed
Crewman (all unknown)

OceanusLive Newsletter Vol. 3, No. 11

46 “Rescued,” as a term, indicates hostages were liberated via military intervention, without payment of ransom. “Released” means the hostages
were let go after the pirates finished robbing the ship or stealing its cargo. “Ransomed” means hostages were returned after a payment was
made to the pirates.
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Unknown (Tanker)

12-Apr-14

2 - Captain, Chief
Engineer (both
unknown)

Ransomed

OceanusLive Newsletter Vol. 3, No. 16

Ungieshi (Tanker)

13-May-14

2 - Crewmen (both
unknown)

Released

http://www.suritec.co.za/Suritec_Piracy_
Report_May_2014.pdf

Fair Artemis (Tanker)

04-Jun-14

24 - Entire Crew
(various)

Released

http://www.spyghana.com/ghana-navyrescues-3-missing-vessels/

Marine 711 (Fishing
Vessel)

05-Jun-14

41 - Entire Crew
(various)

Rescued

OceanusLive Newsletter Vol. 3, No. 24

Hai Soon 6 (Tanker)

25-Jul-14

21 - Entire Crew
(various)

Released

http://gcaptain.com/pirates-release-tankerhai-soon-6-hijacked-off-ghana/

SP Boston (Tanker)

27-Aug-14

16 - Entire Crew
(various)

Released

OceanusLive Newsletter Vol. 3, No. 36

Unknown (Offshore
Supply Vessel)

18-Sep-14

5 - Captain, Trainee
Captain, Chief Engineer,
Electrician, Crewman
(all unknown)

Ransomed

OceanusLive Newsletter Vol. 3, No. 39

Basat (Tanker)

05-Nov-14

2 - Crewmen (both
Turkish)

Ransomed

http://dnc.nga.mil/MSISiteContent/
StaticFiles/MISC/wwtts/
wwtts_20141113100000.txt

Appendix H – Transits
A transit, generally speaking, is a passage through a particular, demarcated area, or an entry into the area, and an exit
from it. The concept of a “transit” is used as a very specific term throughout this report, because it is not just important
for our ex post facto analysis, but this term is additionally utilized by maritime stakeholders in the conduct of their
business. For example, hull war risk breach premiums are paid on a per-transit basis, just as a PCASP team may be
contracted for a single transit. Some labor costs are also tied to transits. Accordingly, determining numbers of transits
through various regions is an integral part of our analysis. Because of differences in both shipping patterns and available
information, we were required to employ different approaches for calculating transit figures in both East and West Africa.

Automated Identification System (AIS) Data
Statistical analysis of AIS data was the primary method used to calculate transits for the WIOR, and one of three methods
used in West Africa. AIS data uses a network of transceivers and geopositioning devices to track and identify vessels,
particularly in the interest of avoiding collisions or other maritime accidents. AIS capability is mandatory for vessels over
a certain tonnage, but its use is not, and a vessel master can turn the system on or off at will. Each AIS report, or “ping,”
typically contains a vessel’s identification information—name, IMO number, vessel type, etc.—along with its position,
speed, course, destination, physical dimensions, and hazardous cargo information.
OBP purchased four datasets from exactEarth, each spanning four days in a different quarter of 2014.47 These datasets
comprise all AIS pings transmitted during those timespans from within our areas of interest off West Africa and in the
WIOR.48 Additionally, we received a global sample containing all pings from all relevant vessels for one full day in 2014.49
These data were supplemented by exactEarth’s ShipView vessel tracking software, which enabled us to observe ship
behavior, as reported via AIS, in real time.
47

The four data sets from 2014 covered the following (inclusive) ranges: January 28–31, April 29–May 2, July 14–17, and October 14–17.

48

For a detailed description of these areas, please see Appendix A.

49

Here “relevant vessels” means all ships 120 meters or more in length, as usual, which additionally are traveling no slower than 8 knots, in
order to exclude stationary, berthed, and in-port vessels. The sample came from June 15, but that date has no particular significance.
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Cleaning the Data
AIS data are inherently “dirty.” The absence of reporting requirements or standards, along with manual entry of
information, admits both accidental errors and intentional falsifications. Despite this, AIS remains one of the most
reliable avenues for developing a picture of maritime traffic, and is used by industry and governments alike; nonetheless,
inconsistencies and inaccuracies within the data do pose hurdles to analysis.
As such, our preliminary task was to clean the data by removing spurious, erroneous, or irrelevant reports. First, we
eliminated all pings listing a common “dummy” value for the ship’s Maritime Mobile Service Identity (MMSI): 123456789,
111111111, 222222222, and so on.50 Second, any incomplete AIS reports lacking an entry for vessel name, IMO number,
or length were excluded. We also removed all pings claiming a vessel length that was either ineligible or implausible,
such as below 120 meters or above 400 meters. Last, in keeping with our focus on commercial shipping, we removed all
reports listing a vessel type other than “cargo” or “tanker.”51 The remaining pings constituted our dataset for analysis.

Transits: East Africa
Commercial passages52 through the WIOR are for the most part true “transits”: journeys that both originate and
terminate elsewhere. Only a small fraction of vessels make port calls or other stops within the area of interest; roughly
speaking, the Gulf of Aden and the western Indian Ocean north of
Madagascar.53 As the heat map below shows, most traffic in the region
flows to or from the Suez Canal, with by far the greatest density of ships
occurring in the Internationally Recommended Transit Corridor, a shipping
highway of sorts running the length of the Gulf of Aden, which was created
in response to the rise of Somali piracy.54 Some traffic rounds the Cape
of Good Hope while other ships skirt the southern tip of India, but the
essential feature of nearly all traffic in the region is that it is merely “passing
through” the area.55 This holds true for the tanker-dominated traffic into
and out of the Persian Gulf, which contains many active, major ports but
lies beyond the BMP4 HRA.
This has important implications for our analysis. In the absence of calls on
ports, stays in berthing zones, or other behaviors that would leave a paper
trail, our East Africa assessment relies heavily on AIS data. However, we
utilized built-to-purpose algorithms, applied via R, for counting both individual vessels and overall numbers of transits,
and later consulted with industry experts to confirm the results. For simplicity we have rounded the WIOR transit
estimate to 72,600.
50 For more information about MMSIs, please see “Navigation Center Points of Interest,” U.S. Coast Guard Navigation Center, http://www.navcen.
uscg.gov/?pageName=mtMmsi (accessed May 11, 2015).
51 The cargo and tanker categories correspond to values 70–79 and 80–89, respectively, for the “Ship Type” field in an AIS report. Other, excluded
values cover everything from tugboats, yachts, wingships, naval vessels, etc. For more information, please see “Table 11. Codes for Ship Type”
at: Eric S. Raymond, “AIVDM/AIVDO Protocol Decoding, Version 1.50,” April 2015, http://catb.org/gpsd/AIVDM.html.
52 As is generally the case throughout this report, our focus on commercial, international shipping means that our analysis excludes all vessels
less than 120 meters in length.
53 See Appendix A for a detailed discussion of the various regions considered within this report.
54 “Update to Internationally Recommended Transit Corridor (IRTC),” MARLO, 3 February 2009, http://www.cusnc.navy.mil/marlo/Guidance/
Corridor.htm.
55 For example, 2014 saw 16,000–17,000 passages through the Suez Canal, yet the Port of Djibouti, one of the largest in the area, recorded
only 1,694 calls, of which 17% were naval vessels. Mombasa, another major regional port, had only 1,768 calls in 2013, according to the
Kenya National Bureau of Statistics Statistical Abstract. “Monthly Number & Net Ton by Ship Type, Direction & Ship Status,” Suez Canal
Traffic Statistics, http://www.suezcanal.gov.eg/TRstat.aspx?reportId=1 (accessed May 11, 2015); “Vessel Calls Per Category (2010-2014),”
Port de Djibouti, http://www.portdedjibouti.com/PDF/2014%20VESSEL%20CALL%20PER%20CATEGORY.pdf (accessed May 11, 2015); Kenya
National Bureau of Statistics, Statistical Abstract 2014 (Nairobi: Kenya National Bureau of Statistics, 2014), 174, http://www.knbs.or.ke/index.
php?option=com_phocadownload&view=category&download=609:statistical-abstract-2014&id=106:statistical-abstract&Itemid=1177.
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Table H1: AIS-Based Transit Estimates
72,600
WIOR Transits

81,300
89,800
17,900

IBF HRA Transits

20,000
22,000

Transits: West Africa
Calculating West African transits is a complex endeavor given
the diversity of traffic and the difficulty of defining what exactly
constitutes a “transit” in the Gulf of Guinea. Traffic in the area
frequently both originates and terminates within the region. Vessels
also commonly make multiple port calls within the gulf, traveling
relatively short distances in between. Ships calling on port may also
be required to spend extended periods of time drifting or at anchor
while waiting for a berth.
Figure H2 illustrates several different types of transits in the GoG,
which can be roughly grouped into a few basic categories: vessels
transiting between the GoG and Europe or southern Africa; those
Figure 1: Examples of Vessel Behavior in the GoG.
Figure H2: AIS-Based Transit Estimates
traveling to and from South America; ships bypassing the region almost
entirely as they transit between Europe and the Cape of Good Hope;
and, finally, Gulf of Guinea intra-regional traffic, which makes up a significant portion of total traffic volume.
The variety of behavior, long wait times, and multiple port visits make the algorithms used to calculate WIOR transit
numbers less viable in West Africa. As a result, we employed several different methods of assessing transit numbers,
then cross-checked results against each other. Specifically, we utilize AIS pings, port calls, and estimated secure-area
visits.
AIS-Based Estimation
We calculated transit numbers for several
precisely-defined zones designated to
represent our specific West African areas
of interest. These areas are depicted in
Figure H3.

Figure H3: Areas of Interest. The red “New Box” demarcates the Gulf of Guinea, as defined
for this report

Figure 1 – Areas of interest. The red "New Box" demarcates the Gulf of Guinea, as defined for this report.
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The 2013 report utilized, as its primary area of interest, the zone labeled in Figure H3 as the blue “Big Box.” We replicated
the “Big Box” transit calculations for this year, but ultimately elected to shrink our area of interest to the red “New Box”
zone. We determined that the 2013 “Big Box” captured too much traffic going to and from areas unaffected by piracy
and far from the piracy risk areas. We also tested the zone bounded by the black, 2014 “GoG Traffic” box, but rejected
it as also capturing an excess of unrelated traffic. The other area for which we calculated transit numbers is the Lloyd’s
Joint War Committee WRA, identified by the smaller green rectangle in Figure H3.
ExactEarth reporting standards dictate that a three-day period without AIS reporting indicates that a vessel has made
a port call or otherwise concluded its trip. OBP similarly considered a transit to be terminated after 72 hours without
an AIS report. Herein lies a methodological limitation for the Gulf of Guinea, as vessels calling on ports in the region
frequently experience berth waiting times in excess of four days. This wait period can result in unintentional doublecounting, as a single transit may register twice: once when traveling from origin to berth waiting area, and again several
days later going from waiting area into port. This in turn can inflate transit numbers, particularly for AIS pings sent from
within the WRA and near ports. We also note that AIS data has limited accuracy due to the propensity of vessels, in
accordance with the “Guidelines for Owners, Operators, and Masters for Protection against Piracy in the Gulf of Guinea
Region,” to turn off their AIS transmitters when in piracy-prone waters. These limitations underline the importance of
employing multiple means of calculation.
Our AIS-based estimates of transits are 27,900 for the WRA and 45,800 for the refined GoG “New Box”, for which we
allow a 10% margin of error above and below this value. The IBF HRA is simply too small to practically attempt a transit
calculation on the basis of AIS reports. In the interest of a conservative estimate, we use the lower bound as our final
estimate.

Table H2: AIS Transit Estimates
41,000
Gulf of Guinea Transits

45,800
50,500
25,000

WRA Transits

27,900
30,800
N/A

IBF HRA Transits

N/A
N/A

Port-Visit-Based Estimation
The second method we used to calculate transits in the Gulf of Guinea was analysis of port visits. OBP bought 2014
port-call data from Genscape’s Vesseltracker service for 16 major West African ports. The data included individual vessel
counts, as well as total port visits, broken
down by vessel type and length. Given
the nature of vessel traffic in the Gulf of
Guinea, a single call on port should be a
serviceable proxy for a single transit. The
data were cleaned to exclude all vessels
not categorized as cargo, tanker, unknown,
or other. We then summed the number of
visits to the ports enclosed in each zone to
estimate the number of transits in the Gulf
of Guinea, the JWC WRA, and the IBF HRA.
Port visit numbers are mapped in Figure H4.

Figure H4 – Ports and Visits
©2015

XXIII

XXIV

Buchanan

Bissau

Bata

Abidjan

Port

201to300

0to99

Cargo ship

Cargo ship

301+

Tanker
100to200

100to200

Tanker

Cargo ship

0to99

Other type of ship

0to99

Tanker

201to300

201to300

Cargo ship

Cargo ship

100to200

Cargo ship

100to200

0to99

Cargo ship

Cargo ship

201to300

Unknown type of ship

0to99

100to200

Unknown type of ship

Cargo ship

0to99

Unknown type of ship

???

201to300

Tanker

100to200

100to200

Tanker

Unknown type of ship

0to99

Tanker

Unknown type of ship

201to300

Other type of ship

0to99

100to200

Other type of ship

Unknown type of ship

0to99

Other type of ship

301+

201to300

Cargo ship

Tanker

100to200

Cargo ship

100to200

0to99

Cargo ship

Tanker

Vessel Length
(meters)

Vessel Type

Table H3: Port Visit Data

78

173

19

6

11

1

12

144

13

830

201

3315

1

80

381

4

129

1777

11

57

463

4

781

21

1

46

664

1723

2827

530

Vessel
Count

270

187

6718

7128

Total Port
Visits

251

173

1245
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Including
Unknown

251

173

214

5335

100+
Excluding
Unknown

WRA 100+
Including
Unknown

IBF HRA 100+
Including
Unknown

WRA 100+
Excluding
Unknown

IBF HRA 100+
Excluding
Unknown
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Douala

Cotonou

Conakry

301+
0to99
100to200
201to300
0to99
100to200
301+
0to99
100to200
201to300
???

Other type of ship

Other type of ship

Other type of ship

Tanker

Tanker

Tanker

Unknown type of ship

Unknown type of ship

Unknown type of ship

Unknown type of ship

100to200

Tanker

Cargo ship

0to99

Tanker

201to300

201to300

Other type of ship

Cargo ship

100to200

Other type of ship

100to200

0to99

Other type of ship

0to99

201to300

Cargo ship

Cargo ship

100to200

Cargo ship

Cargo ship

0to99

Cargo ship

201to300

???

Unknown type of ship

Unknown type of ship

100to200

Unknown type of ship

100to200

0to99

Unknown type of ship

Unknown type of ship

100to200

Tanker

0to99

0to99

Tanker

Unknown type of ship

201to300

Cargo ship

301+

100to200

Cargo ship

Tanker

0to99

Cargo ship

XXV
1809

28

322

4957

101

469

19

10

151

1876

19

511

1675

803

1

22

33

8

147

26

12

7

237

616

1178

73

4

9

66

115

1

207

1085

148

12750

2360

1635

5095

1991

1420

2775

1949

1407

1991

1991

1949

1949
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Lomé

Lagos

Freetown

100to200
201to300
???
0to99
100to200
201to300
0to99
100to200
201to300
0to99
100to200
201to300
???

Unknown type of ship

Unknown type of ship

Cargo ship

Cargo ship

Cargo ship

Tanker

Tanker

Tanker

Unknown type of ship

Unknown type of ship

Unknown type of ship

Unknown type of ship

0to99

Tanker

Unknown type of ship

301+

Cargo ship

0to99

201to300

Cargo ship

Unknown type of ship

100to200

Cargo ship

201to300

0to99

Cargo ship

Tanker

100to200

Unknown type of ship

100to200

0to99

Unknown type of ship

Tanker

100to200

Tanker

201to300

Cargo ship
0to99

100to200

Cargo ship

Other type of ship

0to99

Cargo ship

XXVI
2

18

10

35

1

227

2

893

1191

209

361

40

273

1987

56

2580

145

2

3118

4336

248

12

98

5

61

64

490

14

2588

13146

744

2342

10766

571

2312

10092

559

2342

10766

10766

2312

10092

10092
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Onne

Monrovia

Malabo

XXVII
100to200
201to300
???
0to99
100to200
???
0to99
100to200
201to300
301+
???

Other type of ship

Other type of ship

Tanker

Tanker

Tanker

Unknown type of ship

Unknown type of ship

Unknown type of ship

Unknown type of ship

Unknown type of ship

100to200

Unknown type of ship

Other type of ship

0to99

Unknown type of ship

0to99

100to200

Tanker

Other type of ship

0to99

Tanker

???

0to99

Other type of ship

Cargo ship

201to300

Cargo ship

201to300

100to200

Cargo ship

Cargo ship

0to99

Cargo ship

0to99

???

Unknown type of ship

100to200

100to200

Unknown type of ship

Cargo ship

0to99

Unknown type of ship

Cargo ship

301+

0to99

Tanker

Tanker

201to300

Cargo ship
100to200

100to200

Cargo ship

Tanker

0to99

Cargo ship

104

142

2

359

3579

22

174

264

10

5

114

4263

5

1057

454

2127

16

7

78

1

118

9

324

53

1128

804

2678

10

73

70

1

606

910

12681

606

6280

2448

427

2622

1712

411

690

2448

2448

1712

1712
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XXVIII

Tema

Takoradi

Port Harcourt

301+
0to99
100to200
201to300
0to99
100to200
201to300

Other type of ship

Other type of ship

Other type of ship

Tanker

Tanker

Tanker

0to99

Tanker

Cargo ship

201to300

Cargo ship

201to300

100to200

Cargo ship

Cargo ship

0to99

Cargo ship

100to200

???

Unknown type of ship

Cargo ship

100to200

Unknown type of ship

0to99

0to99

Unknown type of ship

Cargo ship

201to300

Tanker

201to300

100to200

Tanker

Unknown type of ship

0to99

Tanker

100to200

???

Other type of ship

0to99

201to300

Other type of ship

Unknown type of ship

100to200

Other type of ship

Unknown type of ship

0to99

Other type of ship

201to300

???

Cargo ship

Tanker

201to300

Cargo ship

100to200

100to200

Cargo ship

Tanker

0to99

Cargo ship

8

4765

2539

4455

Totals 78852

345

22

22

27

64

1

1456

2696

124

3

29

869

2

142

3

106

895

490

525

248

1512

1

419

42

4

1

41

604

1

1

653

403

78852

4555

1177

3402

43935

4506

1145

1075

34606

3402

20949

3402

18607

1075

17140

1075
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Analysis of port data yielded an estimated number of transits between 34,606 and 43,935 for the Gulf of Guinea as a
whole. For the WRA, the range is 17,140–20,949 while the IBF HRA totals 14,842–18,607 transits. It is worth noting
that some of the listed ports fall outside the geographic area employed in the AIS-based transit calculations. It is
equally important to note that the 16 ports for which we have data are not the only ports within our area of interest.
Consequently, the estimate for transits within the entire Gulf of Guinea may be inflated, while those for the WRA and IBF
HRA may understate traffic levels.

Table H4: Port Visit Transit Estimates
Gulf of Guinea Transits
WRA Transits
IBF HRA Transits

43,900
34,600
20,900
17,100
18,600
14,800

The dataset also included the number of individual vessels that called at each port. This data was cleaned and organized
in a manner identical to the port visit data. The total number of individual vessels relevant to our report is between 5,797
and 6,058. The average number of port visits per vessel for 2014 is estimated at 7.5.
Secure-Area-Based Estimation:
The final method used to estimate transit numbers utilized AIS observation of vessels within secure areas in the Gulf of
Guinea. OBP used ShipView to download data for stationary and drifting commercial vessels56 in the Gulf of Guinea on
ten days within the first quarter of 2015.57 In this specific context we utilized data from 2015, as the 2014 equivalent was
not available, and we presume that vessel behavior did not shift dramatically in the first quarter of 2015 as compared to
2014.
Using geospatial analysis software, we identified how many vessels appeared within each secure area; we averaged
and then annualized these figures, as displayed in Table 5. This method estimates 19,400–16,600 transits for the Gulf
of Guinea, 18,800–16,000 in the WRA, and 11,400–13,000 in the IBF HRA. Note that in these calculations, the only
difference between the WRA and the GoG is the inclusion of Ghanaian secure areas, as all others examined fall within
the WRA.

Table H5: Secure Area Transit Estimates
Gulf of Guinea Transits
WRA Transits
IBF HRA Transits

19,400
16,600
18,800
16,000
13,000
11,400

Analyzing this data requires recognizing that the number of vessels that exit and enter these areas each day is some
function of the total number of vessels in the area each day. This function is assumed to be related to the average
number of days that vessels spend in each area. We estimate the average stay in the Nigerian Secure Anchorage Area
(SAA) to be five days, and the average stay in the other secure areas to be between four and five days. STS zone visits
are likely to last only a single day, as that is sufficient time to conduct a ship-to-ship transfer. Variation 1 and Variation
56 “Drifting commercial vessels” refers to those vessels at least 120 meters in length reporting a speed no greater than 4 knots.
57 This data was captured on the following dates: 12/30/2014, 1/1/2015, 1/8/2015, 1/16/2015, 2/2/2015, 2/12/2015, 2/25/2014, 3/3/2015,
3/11/2015, and 4/6/2015.
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2 represent the most reasonable assumptions, based on our research. It is important to note that these estimates
represent the lower bound of transit numbers, since a significant percentage of vessels do not utilize the secure areas
despite the security advantages they provide.

Table H6: Secure Area Observations and Calculations
Variation 1: All 5; Exceptions:
STS 1, Zone 4, STS Ops Area
Region

((VPD
avg(365))/4)

((VPD
avg(365))/5)

Variation 2: All 4; Exceptions:
SAA 5, STS 1, Zone 4, STS Ops
Area
((VPD
avg(365))/3)

((VPD
avg(365))/2)

((VPD
avg(365))/1)

Variation 1

Variation 2

Nigeria
SAA

Total in Sample: 84

Per/Day Avg

8

Vessels per Year

767

STS Zone

Total in Sample: 114

Per/Day Avg

11

Vessels per Year

1040

NPA Anchorage

Total in Sample: 68

Per/Day Avg

7

Vessels per Year

621

No Anchorage
Area

Total in Sample: 765

Per/Day Avg

77

Vessels per Year

6981

613

1022

1533

3066

613

613

832

1387

2081

4161

4161

4161

496

827

1241

2482

496

621

5585

9308

13961

27923

5585

6981

Benin
Zone 1

Total in Sample: 0

Per/Day Avg

0

Vessels per Year

0

Zone 2

Total in Sample: 2

Per/Day Avg

0

Vessels per Year

18

Zone 3

Total in Sample: 71

Per/Day Avg

7

Vessels per Year

648

Zone 4 (STS)

Total in Sample: 1

Per/Day Avg

0

Vessels per Year

9

0

0

0

0

0

0

15

24

37

73

15

18

518

864

1296

2592

518

648

7

12

18

37

37

37

Togo
Togo Waiting Zone

Total in Sample: 0

Per/Day Avg

0

Vessels per Year

0

Lomé Berthing
Zone

Total in Sample: 624

Per/Day Avg

62

Vessels per Year

5694

0

4555

0

0

7592

11388

XXX

0

22776

0

0

4555

5694
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Ghana
Tema Anchorage

Total in Sample: 11

Per/Day Avg

1

Vessels per Year

100

80

134

201

402

80

100

STS Operation Area Total in Sample: 15
Per/Day Avg

2

Vessels per Year

137

110

183

274

548

183

183

Total SAA Visits

16014

12812

21353

32029

64058

16243

19055

WRA

15777

12622

21036

31554

63109

15980

18772

IBF HRA

10083

8067

13444

20166

40333

11425

13078

Final Transit Estimatation:
To reach the final figures for Gulf of Guinea transits we averaged the estimates from each of the three methods. We used
the high and low bounds for all but the AIS transit estimate, for which we used the lower bound. The final estimate for
the number of transits in each area is listed in Table H7.

Table H7: Transit Estimation Summary
AIS Estimate

Port Visit Estimate

Secure Areas Estimate

Final Estimate

Gulf of Guinea Transits

41,000

43,900

34,600

19,400

16,600

30,900

WRA Transits

25,000

20,900

17,100

18,800

16,000

19,600

IBF HRA Transits

N/A

18,600

14,800

13,000

11,400

14,500
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Appendix I – Insurance
The methodology used in this year’s report represents a slight departure from last year’s, which was based on transits
rather than a share of the insurance market. The method used this year is simpler, but produces a comparable final
total. This year’s assessment of 2013 War Risk insurance costs estimated the cost to within $4-$7 million of last year’s
methodology for the WIOR and GoG respectively.

Cost of War Risk Insurance
WIOR
The first step in extrapolating the cost of War Risk insurance in the WIOR was to calculate the total amount of premiums
paid by Hellenic War Risk Club (HWR) members in the WIOR WRA. In 2013, the HWR covered 2,259 member vessels.
The breach premiums paid for vessels that transited a designated WRA totaled $17.69 million, constituting 88.5% of all
premiums.58 According to the HWR, of the 6,000 total WRA transits declared by its members worldwide in 2013, about
50% were through the WIOR WRA.59 Thus, assuming that all breach premiums are similar, the total cost of transiting the
WIOR WRA for HWR members was approximately $8.845 million.
The second step was to estimate the HRW’s share of all breach premiums in the WIOR WRA. For this section’s purposes,
only vessels with a volume of least 5,000 gross tons are considered. The Baltic and International Maritime Council
(BIMCO) estimates that there were approximately 27,827 such vessels globally in 2014, giving the HWR members’ 2,259
vessels a global market share of 8.1%. Based on this number, and the estimated value of $8.845 million collected from
HWR members in the WIOR, the total amount of war risk premiums in the WIOR WRA was approximately $109 million in
2013.
GoG
The first step in extrapolating the cost of War Risk insurance in the Gulf of Guinea was to calculate the total amount
of premiums paid by HWR members in the GoG WRA. In 2013, the HWR covered 2,259 member vessels. The breach
premiums paid for vessels transiting a designated WRA totaled $17.69 million, constituting 88.5% of all premiums. 60
According to the HWR, of the 6,000 total WRA transits declared by its members worldwide in 2013, about 900, or 15%,
passed through the Gulf of Guinea WRA.61 Thus, assuming that all breach premiums are similar, the total cost of insuring
passages through the GoG WRA for HWR members was approximately $2.65 million.
The second step is to determine the HWR’s share of the total market for breach premiums in the Gulf of Guinea. For
this section’s purposes, vessels transiting the Gulf of Guinea and needing War Risk Insurance are defined as vessels
5,000 gross tons and above. BIMCO estimates that there were approximately 27,827 such vessels globally in 2014,
giving the HWR members’ 2,259 vessels a global market share of 8.1 percent. Based on this number and the estimated
$2.65 million collected from HWR members, the total amount of breach premiums in the Gulf of Guinea would be
approximately $32,687,000 million in 2013.

58 Hellenic War Risks, Building on Success – Review of the Year for the year ended 31 December 2013 (Bermuda: Thomas Miller (Bermuda) Ltd.,
2013), http://www.hellenicwarrisks.com/fileadmin/uploads/hellenic/Docs/PDFs/2014-HWR_Review__8pp_VW.pdf; Hellenic War Risks, Focused on the Future (Bermuda: Thomas Miller (Bermuda) Ltd., 2013), http://www.hellenicwarrisks.com/fileadmin/uploads/hellenic/Docs/
PDFs/2014-HWR-R-A-web.pdf.
59 Ibid.
60 Hellenic War Risks, Building on Success – Review of the Year; Hellenic War Risks, Focused on the Future.
61

Hellenic War Risks, Building on Success – Review of the Year.
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Cost of K&R Insurance
According to K&R market leader Hiscox, the company commands a 60–70% global market share by premium income.62
Based on their 2014 annual report, out of a total income in 2013 of $3.28 billion, a total of 6%, equal to $196.3 million,
came from their specialty business, which includes kidnap and ransom, contingency, and personal accident insurance.63
This equates to a global market of between $280.4 million and $327 million in this segment. Another estimate from
August 2014 claims that global K&R premiums, including non-piracy threats, totaled “at least” $250 million.64 Because
the Hiscox specialty business includes more than K&R products, it would appear realistic to assess the global K&R market
as being between approximately $250 million and $292 million.

Appendix J – West African Laws Related to Prosecuting
Piracy
OBP has begun to research West African laws related to each regional country’s ability to prosecute acts of piracy,
whether they occur in their territorial waters or on the high seas. Initially, OBP has reviewed the domestic legislation
of 11 countries within the region. Our conclusions related to each country’s ability to prosecute acts of piracy and the
limitations of jurisdiction are briefly assessed in the table below. OBP intends to review the remaining countries’ laws
within the region. However, for purposes of this report, an analysis of the 11 countries’ laws demonstrates that only
Liberia and Angola possess legislation that would allow them to prosecute acts of piracy regardless of where those acts
occur. Conversely, the remaining nine countries do not currently have the ability to prosecute acts of piracy outside their
territorial waters, save a few exceptions (usually if the piratical acts occur onboard a vessel with that country’s flag or are
against that country’s nationals). The table below provides a cursory analysis of each country’s ability to prosecute acts
of piracy.

62 “Kidnap and Ransom Insurance: Syndicate 33,” HISCOX, http://www.assicuro.nl/media/94.pdf (accessed May 6, 2015).
63 HISCOX, Hiscox Ltd Report and Accounts 2014 (Bermuda: Hiscox Ltd., 2014), 1, http://www.hiscoxgroup.com/~/media/Files/H/Hiscox/content-pdf/annual-report-2014.pdf.
64 David Kravitz & Colm O’Molloy, “The Murky World of Hostage Negotiations: Is the Price Ever Right?,” The Guardian, 25 August 2014, http://
www.theguardian.com/world/2014/aug/25/murky-world-hostage-negotiations-price-ever-right-insurance.
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Allows jurisdiction to prosecute any person who, by violent means, takes over the command of a ship to commit theft or violent acts, or
plunders a ship for personal gain, regardless of where the act occurs.69
Criminalizes attempts, manslaughter, murder, assault, using firearms against another person, threatening others with violence,
kidnapping, hostage-taking, hijacking ships, theft, robbery, and damaging others’ property. 70
Limits Angola’s jurisdiction over criminal acts to those committed in Angola’s territory or on an Angola-flagged vessel (with a few other
exceptions if perpetrator is arrested in Angola’s territory).71
None
Angola can prosecute:- Acts of piracy in territorial waters or on the high seas involving a vessel hijacking or robbery of a vessel.
- Acts of piracy falling under the criminal law occurring within 12 nm or on Angola-flagged ships.
Angola cannot prosecute:- Acts of piracy on the high seas where there was not an actual hijacking of a vessel or robbery (or attempted
robbery), such as an attack simply for purposes of kidnapping the crew.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

Limits prosecution of piracy to acts of “violence” committed by or against Benin-flagged ships.73 The law states that “convicted” pirates
shall be prosecuted and punished under Benin’s criminal law, potentially limiting any applicability of this law. 74
Criminalizes murder, assault, theft, kidnapping, and destruction of property.75 Does not criminalize robbery, conspiracies, or acts by
accomplices or accessories. 76

Criminal Law:

XXXIV

“Maritime Claims,” The CIA World Factbook, https://www.cia.gov/library/publications/the-world-factbook/fields/2106.html (accessed May 15, 2015).

Ibid.

67

68

Ibid., Article 4–5.

Benin: Decree No. 76-92 extending the territorial waters of the People’s Republic of Benin to 200 nautical miles, 1976, available at http://www.un.org/depts/los/LEGISLATIONANDTREATIES/
PDFFILES/BEN_1976_Decree.pdf.

71

72

70 Angola: Penal Code, Articles 20, 140, 147–48, 149, 154, 159, 162, 164, 288, 378–80, 384, 387–89, 396, available at http://www.saflii.org/ao/legis/num_act/cp76.pdf. An English version, and
preliminary draft of this law, can be found at http://www.sme.ao/attachments/article/249/ANTEPROJECTO%20DE%20C%C3%93DIGO%20PENAL.EN.pdf.

69 Angola: LAW 7/78 of 26 May 1978, Law on Crimes Against State Security, Article 15, available at http://www.issafrica.org/cdct/mainpages/pdf/Terrorism/Legislation/Angola/Angola%20
Laws%20on%20Crime%20Against%20State%20Security.pdf.

“Status of Conventions,” International Maritime Organization, http://www.imo.org/About/Conventions/StatusOfConventions/Pages/Default.aspx (accessed May 11, 2015).

66

65 U.N. Convention on the Law of the Sea, Dec. 10, 1982, 1833 U.N.T.S. 397, art. 100, available at https://treaties.un.org/Pages/ViewDetailsIII.aspx?src=TREATY&mtdsg_no=XXI-6&chapter=21&Temp=mtdsg3&lang=en (accessed May 11, 2015).

None

Piracy Legislation:

200 nm 72

Yes

EEZ Claim

Yes

Territorial Sea Claim

Ratified SUA

Ratified UNCLOS

Benin

200 nm68

Piracy Legislation:

12 nm67

Yes

EEZ Claim

Yes

Territorial Sea Claim

Ratified SUA66

Angola

Ratified UNCLOS65

656667686970717273
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73 National Assembly, Republic of Benin: Loi N. 2010-11, Portant Code Maritime en Republique du Benin, Articles 643–44, 22 September 2011, available at http://www.ilo.org/dyn/natlex/docs/
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Ability to Prosecute:

Limits prosecution of piracy to situations where: 1) Act committed by Cameroon citizen; 2) Act occurred in Cameroon’s territorial sea;
or, 3) The individual who committed the act is arrested in Cameroon. 79
Criminalizes conspiracies, criminal attempts, torture, use of explosive substances, murder, manslaughter, negligent or reckless
homicide, assault, battery, kidnapping/false imprisonment, destruction of property, theft, and robbery. 80
Terrorism law which discusses “piracy,” but actually only applies to civil aviation and aircraft and, thus, is not applicable. 81
Cameroon can prosecute:- Acts of piracy on the high seas if committed by a Cameroon citizen, or if a pirate is arrested in Cameroon.Acts of piracy falling under the criminal law occurring on or against any vessel within 12 nm.
Cameroon cannot prosecute:- Acts of piracy on the high seas where the pirates are non-Cameroonians, or if the pirates are arrested on
the high seas or anywhere outside Cameroon’s territory.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

XXXV

Limits prosecution of piracy to acts of “violence” committed by or against Congolese flagged ships.84
Criminalizes attempts, murder, manslaughter, kidnapping, theft, robbery, and threatening others. 85
None
Congo can prosecute:- Acts of piracy occurring on the high seas committed by or against Congo-flagged ships.- Acts of piracy occurring
on the high seas against any vessel, as long as the accused is in Congo, unless there is an obligation to extradite.- Acts of piracy falling
under the criminal law occurring on or against any vessel within 12 nm.
Congo cannot prosecute:- Acts of piracy committed outside of 12 nm against non-Congo-flagged vessels where the accused is not found
in Congo.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

Limits prosecution of piracy to acts of “violence” committed by or against flagged Côte d’Ivoire ships.88
Criminalizes murder, assault, kidnapping, false imprisonment, theft, and destruction of property.89 Prohibits exercise of prosecutorial
jurisdiction for acts occurring on ships, even in territorial waters, unless Côte d’Ivoire authorities responded to the crime, the offense
was considered a “disturbance of public order,” or the perpetrator or victim was Ivorian.90

Criminal Law:

200 nm87

Piracy Legislation:

12 nm

Yes

EEZ Claim

Yes

86

Territorial Sea Claim

Ratified SUA

Ratified UNCLOS

Côte d’Ivoire

200 nm 83

Piracy Legislation:

12 nm

No

EEZ Claim

Yes
82

Territorial Sea Claim

Ratified SUA

Ratified UNCLOS

Congo

200 nm78

Piracy Legislation:

12 nm

No

EEZ Claim

Yes
77

Ratified SUA

Ratified UNCLOS

Territorial Sea Claim

Benin can prosecute:- Acts of piracy occurring on the high seas committed by or against Benin-flagged ships.- Acts of piracy falling
under the criminal law occurring on or against any vessel within 200 nm.
Benin cannot prosecute:- Acts of piracy committed outside of 200 nm against non-Benin-flagged vessels.- Acts by pirates occurring
within 200 nm against non-Benin-flagged vessels that were not direct acts, but instead were merely in support of the criminal
enterprise.
Cameroon

None

Miscellaneous Laws:
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Ability to Prosecute:

None
Criminalizes attempts, murder, assault and battery, manslaughter, kidnapping, theft, robbery, and use of explosives. 93
None
Gabon can prosecute:- Acts of piracy falling under the criminal law occurring on or against any vessel within 12 nm.
Gabon cannot prosecute:- Acts of piracy which occurred outside of 12 nm.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

Ghana’s Criminal Code permits Ghana to prosecute acts committed on a crew member’s own ship, to acts by a ship owner or master,
or where a crew member throws goods overboard of another vessel after forcibly boarding. It is likely Ghana has jurisdiction over these
very limited types of acts on the high seas beyond its territorial waters. 96
Criminalizes criminal attempts, abetting, conspiracy, threatening others, murder, manslaughter, “causing harm” to others, “use of an
offensive weapon,” assault and battery, kidnapping, and robbery. 97
None
Ghana can prosecute:- Acts committed on a crew member’s own ship, to acts by a ship owner or master, or where a crew member
throws goods overboard of another vessel after forcibly boarding, wherever these acts occur.- Acts of piracy occurring within 12 nm.
Ghana cannot prosecute:- Acts of piracy occurring outside of 12 nm, other than those 3 limited acts described above.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

XXXVI

Liberia’s Penal Law fully allows Liberia to prosecute acts of piracy with a definition nearly identical to that of UNCLOS, and also
authorizes universal jurisdiction over acts of piracy. 100
Criminalizes murder, negligent homicide, manslaughter, kidnapping, false imprisonment, assault, robbery, burglary, theft, accomplice
acts, criminal attempts, acts of conspiracy, terrorism, armed robbery, and hijacking.101
None

Criminal Law:

Miscellaneous Laws:

None99

Piracy Legislation:

200 nm

Yes

EEZ Claim

Yes
98

Territorial Sea Claim

Ratified SUA

Ratified UNCLOS

Liberia

200 nm95

Piracy Legislation:

12 nm94

Yes

EEZ Claim

Yes

Territorial Sea Claim

Ratified SUA

Ratified UNCLOS

Ghana

200 nm92

Piracy Legislation:

12 nm

No

EEZ Claim

Yes
91

Ratified SUA

Ratified UNCLOS

Territorial Sea Claim

Côte d’Ivoire can prosecute:- Acts of piracy occurring on the high seas committed by or against Ivorian flagged ships.- Acts of piracy
falling under the criminal law occurring on or against any vessel within 12 nm if, and only if, Côte d’Ivoire authorities responded to the
crime, the offense was considered a “disturbance of public order,” or the perpetrator or victim was Ivorian.
Côte d’Ivoire cannot prosecute:- Acts of piracy committed outside of 12 nm against non-Côte d’Ivoire-flagged vessels.- Acts of piracy
committed within 12 nm if Côte d’Ivoire authorities failed to respond to the crime, the offense was not considered a “disturbance of
public order,” or none of the perpetrators or victims were Ivorian.
Gabon

None

Miscellaneous Laws:
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None104
Criminalizes murder, manslaughter, theft, false imprisonment, kidnapping individuals and taking them outside of Nigeria, conspiracy,
assault, and molesting crews of ships.105
House Bill 21:- Criminalizes requesting, negotiating, or collecting ransoms on kidnapped or abducted people.106 Prevention of Terrorism
Bill:- Any act which can be considered to force a government or international organization to carry out any act of terrorism. 107
Nigeria can prosecute:- Acts of piracy falling under the criminal law occurring on or against any vessel within 12 nm. - Any member of
a pirate action group which conspired to commit piracy, regardless of where they are located, as long as a single criminal act occurred
within 12 nm.
Nigeria cannot prosecute:- Acts of piracy which occurred outside of 12 nm.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

None
The criminal law criminalizes murder, conspiracy to commit murder, shooting or attempting to shoot at others with the intent to do
grievous bodily harm, assaulting a “seaman,” and battery.110 The Larceny Act criminalizes theft, larceny, and robbery.111 The Criminal
Procedure Code notes that trials for piracy, “as defined by the law of nations” are not required to be authorized by the AttorneyGeneral (which is normally required for acts occurring against non-citizens in territorial waters). 112
None
Sierra Leone can prosecute: - Acts of piracy falling under the criminal law occurring on or against any vessel within 12 nm.
Sierra Leone cannot prosecute: - Acts of piracy committed outside of 12 nm.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

XXXVII

Limits prosecution of piracy to acts of “violence” committed by or against Togo-flagged ships.115
Criminalizes homicide, manslaughter negligent homicide, assault, battery, kidnapping, theft, and destruction of property.116
None
Togo can prosecute:- Acts of piracy occurring on the high seas committed by or against Togo-flagged ships.- Acts of piracy falling under
the criminal law occurring on or against any vessel within 30 nm.
Togo cannot prosecute:- Acts of piracy committed outside of 30 nm against non-Togo-flagged vessels.

Criminal Law:

Miscellaneous Laws:

Ability to Prosecute:

200 nm114

Piracy Legislation:

30 nm

Yes

EEZ Claim

Yes
113

Territorial Sea Claim

Ratified SUA

Ratified UNCLOS

Togo

200 nm109

Piracy Legislation:

12 nm

No

EEZ Claim

Yes
108

Territorial Sea Claim

Ratified SUA

Ratified UNCLOS

Sierra Leone

200 nm103

Piracy Legislation:

12 nm

Yes

EEZ Claim

Yes
102

Territorial Sea Claim

Ratified SUA

Nigeria

Liberia can prosecute:- Any act of piracy occurring on the high the high seas, in its EEZ, or in its territorial waters.
Liberia cannot prosecute:- Not applicable because Liberia can prosecute any act of piracy, unless it occurs in another state’s territorial
waters.

Ratified UNCLOS

Ability to Prosecute:
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Appendix K – Seafarer Survey
Participant Recruitment and Participation
Seafarers recruited for the study were identified through two pathways. Seafarers in the Philippines known by MPHRP to
have been held hostage by pirates were directly approached to participate. In addition, a comparison sample of seafarers
not known to have been attacked by pirates was approached by members of the research team in person at manning
and training agencies in the Philippines.
175 seafarers agreed to participate in this study, including 37 seafarers known to have been attacked by pirates and 138
not known to have been attacked.

Coding for Post-traumatic Stress Disorder (PTSD) and Depression
PTSD was assessed using the Posttraumatic Checklist–Civilian scale,117 modified to ask specifically about piracy rather
than a general traumatic experience. The PCL–C can be coded for the presence of probable PTSD by using an overall
score for symptom severity, by coding for the presence of symptoms meeting the criteria for PTSD, or by both. We used
the most restrictive approach of both: respondents were coded for probable PTSD if they had scores of 3 or greater on at
least one item from the DSM-IV Axis B category for PTSD symptomatology, at least three items from Axis C, and at least
two from Axis D; and also had an overall score for symptom severity of 35 or higher.
Probable depression was scored using the Center for Epidemiological Studies–Depression scale, a long-standing scale
frequently used to assess depression.118 The CES-D has been used internationally and is accepted as a measure of
depression for international samples, but there is a known issue that Southeast Asian populations tend to have higher
mean scores on the CES-D than European populations.119 Data specific for what cutoff scores were appropriate for
Filipino populations was not available, but recommended cutoff points for other Asian populations include using a score
of 24 to diagnose probable depression in Korean populations120 and a score of 19 in Japanese populations,121 compared
to a typical cutoff score of 16 in American populations. In order to maximize the specificity of this assessment, a cutoff
score of 24 was used to code for probable depression.

117 Frank W. Weathers et al., PCL-M for DSM-IV (National Center for PTSD-Behavioral Science Division, 1994).
118 Lenore Sawyer Radloff, “The CES-D Scale a Self-Report Depression Scale for Research in the General Population,” Applied Psychological Measurement, v. 1 (1977), 385–401.
119 Andrew Mackinnon et al., “The Center for Epidemiological Studies Depression Scale in Older Community Samples in Indonesia, North Korea,
Myanmar, Sri Lanka, and Thailand, ” The Journals of Gerontology Series B: Psychological Sciences and Social Sciences, v. 53 (1998), P343–52.
120 Maenge Je Cho and Kye Hee Kim, “Use of the Center for Epidemiologic Studies Depression (CES-D) Scale in Korea,” Journal of Nervous and
Mental Disease, 186, 304–10.
121 Koji Wada et al., “Validity of the Center for Epidemiologic Studies Depression Scale as a Screening Instrument of Major Depressive Disorder
among Japanese Workers,” American Journal of Industrial Medicine, 50 (2007), 8–12.
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Appendix L – Master List of Events
Key:
Successful Incident
Unsuccesful Incident

The incidents in the tables below were drawn from a variety of sources. Many of them were open-source news articles,
for which the reporter name is listed. Upon request, OBP can provide these exact citations. The majority of sources,
however, were from several reporting bodies. These specific citations are provided below. To access these databases,
many require either login information or a subscription. Here are the full names and citations for those sources which are
not from news articles:
•

IMB: ICC International Maritime Bureau, Live Piracy & Armed Robbery Report 2014122

•

IMO: International Maritime Organization, Piracy and Armed Robbery Database 123

•

MARLO: U.S. Maritime Liaison Office (MARLO) Weekly, Piracy Analysis and Threat to Shipping (PATS)124

•

NGA: National Geospatial-Intelligence Agency, Anti-Shipping Activity Messages125

•

ONI: Office of Naval Intelligence, Worldwide Threat to Shipping (WTS) Report126

•

ReCAAP: Regional Cooperation Agreement on Combatting Piracy and Armed Robbery Against Ships in Asia
Information Sharing Center127

•

Suritec: Independent Global Incident Analysis, Piracy Report128

122 “Live Piracy & Armed Robbery Report 2014,” ICC International Maritime Bureau, https://www.icc-ccs.org/piracy-reporting-centre/live-piracy-report (accessed December 15, 2014). The 2014 incidents are no longer available. For a complete list of these, please contact the IMB or
OBP.
123 “GISIS Public Area, Piracy and Armed Robbery Database,” International Maritime Organization, https://gisis.imo.org/Public/PAR/Search.aspx
(accessed May 15, 2015). You must create an account as a public user; once on the page select “search incidents” and search by date.
124 These reports can often be found online by searching for the name of the report, as well as adding on the pertinent year. To receive these reports on a regular basis requires a subscription. To subscribe, visit the website for the office’s contact email. “Essential Contact Information,”
Maritime Liaison Office Bahrain, http://www.cusnc.navy.mil/marlo/guidance.html (accessed May 15, 2015).
125 “Anti-Shipping Activity Messages,” National Geospatial-Intelligence Agency, http://msi.nga.mil/NGAPortal/MSI.portal?_nfpb=true&_pageLabel=msi_portal_page_65 (accessed November 10, 2014). To access, you must use the date filter in the query box, and narrow the date range to
2014.
126 One can access these reports through the National Geospatial-Intelligence Agency’s website. “Worldwide Threat to Shipping Reports,” National
Geospatial-Intelligence Agency, http://msi.nga.mil/NGAPortal/MSI.portal?_nfpb=true&_pageLabel=msi_portal_page_64 (accessed May 15,
2015).
127 OBP acquired information from ReCAAP’s various incidents reports, which can be accessed through ReCAAP’s website. “Incident Reports,” ReCAAP, http://www.recaap.org/AlertsReports/IncidentReports.aspx?EntryId=11 (accessed May 15, 2015).
128 To subscribe to the monthly reports, email Lydelle Joubert at info@PiracyReport.co.za.
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Western Indian Ocean Region Piracy and Maritime Crime Incidents Database*
*The Suspicious Incidents Database can be made available upon request

Date

Ship Name

Ship Type

Flag State

Activity Type

Number of Sources
Hostages

10/01/2014

Shane Hind

Dhow

India

Hostage/All Crew,
Mothershipped

17/01/2014

Nave Atropos

Tanker

Marshall
Islands

Failed Boarding

NGA; Oceanus; IMB; MARLO;
ANI News; IMO

08/02/2014

Geise

General
Cargo

Gibraltar

Failed Boarding

NGA; IMB; MARLO; IMO

13/02/2014

Andrea

Ro-Ro

Sierra Leone Failed Boarding

03/03/2014

Unknown

07/03/2014

Jolly Quarzo

Ro-Ro

30/03/2014

Album

Tanker

30/03/2014

Unknown

17/04/2014

Flag Thenia

Bulk Carrier

22/05/2014

Mesouth

08/06/2014

Orinco Star

06/08/2014

Unknown

12/08/2014

Unknown

16/08/2014

Unknown

18/08/2014

Priceless Sea

Bulk Carrier

25/09/2014

Ocean Queen

Tanker

16/10/2014

Unknown

30/12/2014

Captain Nikolas I Tanker

11

Oceanus; Znews; defenceWeb

NGA; CRIEnglish.com; IMB;
MARLO; IMO; Oceanus

Failed Boarding

Oceanus

Italy

Failed Boarding

Oceanus; IMB; IMO

Panama

Failed Boarding

Oceanus; Bloomberg; IMB; IMO

Failed Boarding

Oceanus

Malta

Failed Boarding

NGA; IMB; MARLO; IMO

Dhow

Bahrain

Robbery

Tanker

UK

Failed Boarding

Moran Security Group

Failed Boarding

Oceanus

Failed Boarding

Oceanus

Failed Boarding

Oceanus

Liberia

Failed Boarding

NGA; IMB; MARLO

Singapore

Failed Boarding

Oceanus; IMB; IMO

Failed Boarding

Oceanus

Failed Boarding

IMO; Oceanus; IMB; IMO

Tanker

India

Malta

6

Gulf Daily News; Times of India;
Suritech

Related Incident
10/07/2014

Semlow

General
Cargo

Kenya

Hostage/All Crew,
Robbery

11*

World Bulletin; Qarancusub.
com; Africa News Post;
Harar24news

* Kenyan ship stranded from mechanical difficulties, looted by local fishermen. Al-Shaba’ab took possession of crew. Crew taken hostage, including
captain and engineer. The exact number of hostages is not entirely clear. They appear to have been released 9 days later.
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Nigeria
Nigeria

Panama
Barbados

Marshall
Islands
Nigeria

Tanker

Tanker

Tug

Offshore Supply
Vessel

Tug

General Cargo

Tanker

Tanker

Offshore Supply
Vessel

General Cargo

Tanker

Offshore Supply
Vessel

Offshore Supply
Vessel

Bulk Carrier

Offshore Supply
Vessel

Skylark

Kerala

Unknown

Cee Jay

Lamnalco
Hawk

UAL Lobito

Suez Vasilis

Cher

Mariner Sea

Sabina 2

Masters Force
2

Maersk
Handler

Unknown

SSI Pride

Prince Joseph 1

16/01/2014

18/01/2014

26/01/2014

29/01/2014

30/01/2014

04/02/2014

05/02/2014

XLIII

06/02/2014

06/02/2014

08/02/2014

19/02/2014

20/02/2014

03/03/2014

04/03/2014

04/03/2014

UK

Liberia

Switzerland

International

International

International

Territorial

International

International

International

International

Unknown

Hostage/Kidnapping,
Robbery

Ship's property and crew’s
belongings

Mothershipped,
Robbery, Vessel
Hijack

Hostage/Kidnapping

Failed Boarding

Ship's property

Robbery

Failed Boarding

Failed Boarding

Ship's stores and crew’s
belongings

Ship's stores

Crew's belongings

Crew's belongings

Robbery

Failed Boarding

International

Marshall
Islands

Failed Robbery,
Successful Boarding

Hostage/Kidnapping,
Robbery

Hostage/Kidnapping,
Robbery

NGA; MARLO; SAA ppt; Oceanus

IMO; NGA; IMB; MARLO; SAA ppt;
Oceanus

NGA

NGA; IMB; MARLO; IMO; Oceanus

NGA; POINTEL; IMB; MARLO; IMO;
SAA ppt.; Oceanus

Oceanus

NGA; OPINTEL; MARLO; SAA ppt;
Oceanus

NGA; IMB; MARLO; IMO; SAA ppt;
Oceanus

NGA; MARLO; Oceanus; SAA ppt;
IMO

NGA; IMB; MARLO; IMO; Oceanus

NGA; MARLO; IMO; Oceanus

NGA; MARLO; Oceanus

Oceanus; Sahara Reporters;
MARLO; NGA

$8,000,000 (Approximately NGA; Reuters; Oceanus; Naharnet;
IMB; MARLO; gCaptain; Dryad
12,271 metric tons of
cargo)
Maritime; IMO

Oil Theft, Vessel
Hijack

Odintc; NGA; MARLO; This Day
Live; Equatorial Guinea Gov.;
Oceanus

NGA; IMB; MARLO; IMO

Sources

IMO

Crew's phones, and
destroyed navigational
system

Theft Estimate

Failed Boarding

Robbery

International

International

Territorial

International

Territorial

Hostage/Kidnapping,
Robbery

Failed Boarding

Number of Hostages

Netherlands Territorial

Cyprus

Liberia

Liberia

International

Equatorial
Guinea

General Cargo

San Miguel

03/01/2014

International

Activity Type

Singapore

Tanker

Super League

02/01/2014

Flag State

Ship Type

Ship Name

Date

*Riverine Incident Database can be made available upon request

West African Piracy and Maritime Crime Incidents Database*
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Territorial
International

Nigeria

Offshore Supply
Vessel

General Cargo

Tanker

Tanker

Offshore Supply
Vessel

LNG

Bulk Carrier

Tanker

Tanker

Tanker

Bulk Carrier

Tanker

Tanker

FV

Container

Prime Lady

Apollogracht

MT Crete

Unknown

Neya 3

Unknown

Hellespont
Progress

SP Brussels

Ungieshi

Ungieshi

Lu Hai

Sampatiki

MT Fair
Artemis

Marine 711

Stadt Sevilla

06/03/2014

06/03/2014

20/03/2014

12/04/2014

17/04/2014

20/04/2014

23/04/2014

29/04/2014

13/05/2014

XLIV

21/05/2014

02/06/2014

03/06/2014

04/06/2014

05/06/2014

10/06/2014

International

Territorial

Antigua and
Barbuda

International

International

Territorial

Territorial

Ghana

Liberia

Liberia

China

Panama

Territorial

International

Marshall
Islands
Panama

Territorial

International

International

Marshall
Islands

Bermuda

Nigeria

Liberia

Netherlands Territorial

International

Territorial

Nigeria

Offshore Supply
Vessel

MDPL Asha
Deep

International

05/03/2014

Liberia

Tanker

Capt Gregory

05/03/2014

3,800 metric tons oil and
passengers’ valuables

50 tons oil, 10 tons fish

Oil Theft,
Mothershipped,
Robbery, Vessel
Hijack
Oil Theft,
Mothershipped,
Robbery, Vessel
Hijack
Failed Boarding

Crew's property and
disconnected the
communication system

Mooring ropes and some
cargo

Ship's property

Robbery

Soft Approach

Failed Boarding

Robbery

Failed Oil Theft,
Successful Boarding

Failed Boarding

Suspicious Activity

Failed Boarding

Hostage/Kidnapping

Failed Boarding

Robbery

NGA; IMB; MARLO; IMO; Oceanus

NGA; Spy Ghana; IMB; MARLO;
IMO; Oceanus

gCaptain; NGA; Spy Ghana;
news24; Reuters; The New Age;
African News; IMB; MARLO; IMO;
Oceanus

Suritec; IMO

NGA; IMB; MARLO; IMO; SAA ppt;
Oceanus

NGA; IMB; MARLO; IMO; Oceanus

NGA; IMB; MARLO; IMO; SAA ppt;
Oceanus

Vanguard; Neptune Maritime
Security; gCaptain; Oceanus; IMB;
MARLO; IMO; SAA ppt; NGA

NGA; IMB; MARLO; IMO; SAA ppt;
Oceanus

NGA; MARLO; IMB; SAA ppt;
Oceanus

Oceanus

Oceanus

NGA; IMB; MARLO; IMO; SAA ppt.;
Oceanus

IMB; IMO; NGA; Oceanus

NGA; MARLO; IMO; IMB; Oceanus

Hostage/Kidnapping,
Mothershipped,
Robbery, Vessel
Hijack/Crew Release
Crew’s belongings and
ship's property

NGA; MARLO; Oceanus

Oceanus

Hostage/Kidnapping

Failed Boarding
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Tanker

Sea Sterling

26/08/2014

XLV

Territorial

Territorial

International

Territorial

International

Territorial

International

Territorial

Tanker

Tanker

Container

Tanker

Tanker

Strider

Unknown

LT Irenes Logos

Ithaki

Basat

Unknown

25/10/2014

04/11/2014

04/11/2014

05/11/2014

05/11/2014

06/11/2014

Malta

Malta

Panama

Nigeria

Territorial

International

International

International

International

Territorial

Territorial

Tug

Lauren Foss

29/09/2014

US

International

Kiribati

Offshore Supply
Vessel

Unknown

International

Marshall
Islands
Territorial

International

International

Panama

Nigeria

Netherlands Territorial

Italy

Norway

Singapore

Liberia

Kiribati

Panama

Liberia

Antigua and
Barbuda

General Cargo

18/09/2014

Tug

Blizzard

20/08/2014

Unknown

Research Vessel

Odin Finder

14/08/2014

14/09/2014

Offshore Supply
Vessel

Skandi
Singapore

11/08/2014

Tanker

Tanker

BW Lena

09/08/2014

SP Boston

Bulk Carrier

Castlegate

04/08/2014

27/08/2014

Tanker

MT Hai Soon 6

25/07/2014

Tanker

Tanker

Unknown

25/07/2014

Huascar

Tanker

Sampatiki

03/07/2014

26/08/2014

Container

Jandavid S

30/06/2014

Failed Boarding

Oceanus; NGA

LSS; Sea News; Sabah; ONI; Vessel
Finder; Oceanus; Daily Sabah

Hostage/Kidnapping,
Robbery

IMO; IMB; Oceanus

Oceanus

Oceanus; IMO; IMB; NGA

NGA; Oceanus; IMB; MARLO; IMO

Oceanus
Crew's valuables

Some cargo was stolen

Padlocks to the main deck
door broken and lashings
cut

Maritime Security Review; SAA
ppt.; Oceanus

Oceanus

Money, personal
belongings, and equipment Oceanus; IMB; MARLO; IMO;
- plus destruction of ship's Reuters; NGA
navigational system

Oceanus; IMB; MARLO; IMO; SAA
ppt; NGA

Oceanus; IMB; MARLO; IMO; SAA
ppt; NGA

Successful Boarding

Failed Boarding

Successful Boarding

Oil Theft, Robbery

Failed Robbery,
Successful Boarding

Hostage/Kidnapping

Failed Boarding

Robbery

Failed Boarding

Failed Hostagetaking, Successful
Boarding

IMB; MARLO; IMO; NGA

Failed Robbery,
Successful Boarding

IMB; IMO; Oceanus

IMO; SAA ppt; IMB

NGA; IMB; MARLO; IMO; Oceanus

NGA; gCaptain; Straits Times; Asia
One Singapore; IMB; MARLO; IMO;
Oceanus

IMB; MARLO; IMO; NGA
Attempted to steal the
outboard engine

Some amount of cargo

Suritec; Spyghana

Food (Forced crew to cook
meal)

NGA; MARL:O; IMB; Oceanus

NGA; IMB; MARLO; IMO; Oceanus

Ship's stores

Successful Boarding

Failed Robbery

Failed Boarding

Failed Robbery

Oil Theft, Robbery

Suspicious Activity

Robbery

Robbery
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Tanker

Tanker

Tanker

Tanker

Research Vessel

Tanker

Conger

Unknown

Unknown

Unknown

Torm
Republican

Unknown

Unknown

Unknown

Odin Finder

Front Clyde

Unknown

11/11/2014

12/11/2014

16/11/2014

21/11/2014

27/11/2014

30/11/2014

08/12/2014

09/12/2014

13/12/2014

14/12/2014

14/12/2014

XLVI

Tanker

Tanker

Tanker

Tanker

Tanker

Lady Elizabeth

08/11/2014

Territorial

Marshall
Islands
International

Territorial

International

Territorial

International

Territorial

Territorial

Territorial

Italy

Malta

Denmark

International

Marshall
Islands
International

International

Liberia

Suspicious Activity

Failed Boarding

Robbery

Failed Boarding

Soft Approach

Failed Boarding

Successful Boarding

Failed Robbery,
Successful Boarding

Robbery

Soft Approach

Failed Boarding

Failed Boarding

Stole ship's property from
engine room

Stole ship's property,
crew’s personal
belongings, and damaged
ship's equipment

Oceanus

IMO

IMO; Oceanus; IMB; NGA

NGA

Oceanus

Oceanus

Oceanus

Oceanus; NGA

Oceanus; IMO; IMB; NGA

Oceanus; NGA

IMO; Oceanus

Oceanus; IMO; IMB; NGA
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Ship Type
Bulk Carrier
Tanker
Tanker
Tanker
Other
General Cargo
Bulk Carrier
Tug
Bulk Carrier
Tanker
General Cargo
General Cargo
Tanker
Bulk Carrier
Container
Barge and Tug
Bulk Carrier
Tanker
Tanker

Ship Name

Giovanna
Iuliano

Lady Cordelia

Jo Spruce

Fairchem
Stallion

ER Brighton

AU CO 01

Oriental
Sapphire

Tango, Lewek
Lea

Global Frontier

BSS Pride

Kota Berkat

Kota Intan

NCC Huda

Prosperity

Karin Rambow

Juara

River Globe

Unknown

Sea Voyager

Date

03/01/2014

03/01/2014

06/01/2014

07/01/2014

09/01/2014

16/01/2014

18/01/2014

31/01/2014

01/02/2014

01/02/2014

XLVII

05/02/2014

05/02/2014

05/02/2014

10/02/2014

14/02/2014

23/02/2014

28/02/2014

03/03/2014

06/03/2014

Open Water

Open Water

Anchorage

Open Water

Open Water

Anchorage

Anchorage

Anchorage

Anchorage

Marshall
Islands

Open Water

Marshall
Islands

Open Water

Open Water

Open Water

Anchorage

Open Water

Malaysia

Barbuda

Liberia

Saudi Arabia Open Water

Singapore

Singapore

Liberia

Panama

Singapore

Panama

Vietnam

Liberia

Panama

Anchorage

Anchorage

Marshall
Islands
Panama

Anchorage

Activity Type

Italy

Flag State

Failed Robbery,
Successful Boarding

NGA; IMO; ReCAAP; IMB; Oceanus

NGA

Failed Robbery,
Successful Boarding

Oceanus; IMB; IMO; ReCAAP; NGA

Scrap iron from the barge
being towed by the tug

IMO

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

ReCAAP; IMO; IMB; Oceanus

Oceanus; IMO; IMB; RECAAP

NGA; IMO; ReCAAP; IMB;

Ship's stores

Ship's stores

Engine spares and the
electrical officer's mobile
phone

Engine spare parts

ReCAAP; IMO

IMO; IMB; Oceanus

NGA; IMB; Oceanus; ReCAAP; IMO

Personal belongings and
ship's property (and dents
found in the ship)
Cargo from two containers
on a barge under tow

Oceanus; ReCAAP; NGA; IMB: IMO

NGA; IMB; Oceanus; ReCAAP; IMO

NGA; IMB; Oceanus; ReCAAP; IMO

NGA; Oceanus; IMB; IMO

NGA; IMB; Oceanus; ReCAAP; IMO

NGA; IMB; Oceanus; ReCAAP; IMO

Sources

Engine spare parts

Ship's stores

Ship's property

Duty crewman's personal
effects and ship's property

Theft Estimate

Failed Robbery,
Successful Boarding

Robbery

Robbery

Failed Robbery,
Successful Boarding

Robbery

Robbery

Failed Robbery,
Successful Boarding

Robbery

Successful Boarding

Robbery

Robbery

Robbery

Failed Robbery,
Successful Boarding

Robbery

Failed Robbery,
Successful Boarding

Robbery

Robbery

Number of Hostages

Southeast Asian Piracy and Maritime Crime Incidents Database
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Tanker
Bulk Carrier
Container
Tanker
Tanker
Tanker
Bulk Carrier
Container
Tanker
Tanker
Other
Barge and Tug
Bulk Carrier
Tanker

Tanker

Bulk Carrier
General Cargo
Tanker

Orpheas

Cape Veni

PAC Schedar

Unknown

Nordic Anne

Samos

Mystic

Centaur

Pacific Galaxy

Ridgebury John
B

Masakuni

Budget "18"

Blackfin

SCF Altai

Sri Phang Nga

Vishva Nidhi

New Sailing 2

SN Frederica

06/03/2014

10/03/2014

20/03/2014

29/03/2014

29/03/2014

31/03/2014

31/03/2014

01/04/2014

02/04/2014

04/04/2014

06/04/2014

07/04/2014

XLVIII

09/04/2014

16/04/2014

17/04/2014

18/04/2014

19/04/2014

20/04/2014

Italy

Panama

India

Thailand

Liberia

Bahamas

Malaysia

Japan

Marshall
Islands

Panama

Panama

Malta

Bahamas

Denmark

Open Water

Anchorage

Anchorage

Open Water

Anchorage

Anchorage

Open Water

Open Water

Open Water

Open Water

Port

Open Water

Open Water

Open Water

Open Water

Anchorage

Marshall
Islands
Denmark

Open Water

Open Water

Cyprus

Liberia

IMO; ReCAAP; IMB; Oceanus

Robbery

Robbery

Engine spare parts

Personal belongings of
duty crewman

Oil Theft, Robbery,
Vessel Hijack

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

450,000 liters of fuel
and crew’s personal
belongings, GPS, VHF,
and walkie talkies - also
damaged windlass
hydraulic control piped,
M/E compressed air
pipes, and communication
systems.
Failed Boarding

IMO

NGA; IMO; ReCAAP; IMB; Oceanus

IMO; ReCAAP; Oceanus
Engine spare parts

Ship's property

10 tons of scrap metal

Crew's personal belongings
IMO; Oceanus
and ship's property

Ship's stores

Robbery

Robbery

Robbery

Robbery

Robbery

NGA; IMO; ReCAAP; IMB; Oceanus

Failed Robbery,
Successful Boarding

NGA; IMO; ReCAAP; IMB; Oceanus
NGA; IMO; IMB; Oceanus

Engine spare parts

NGA; IMO; ReCAAP; IMB; Oceanus

ReCAAP; IMO

Failed Robbery,
Successful Boarding

Robbery

Failed Robbery,
Successful Boarding

Robbery

NGA; IMO; IMB; Oceanus

Failed Robbery,
Successful Boarding

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

Engine spare parts

Engine spare parts, ship's
property

Failed Robbery,
Successful Boarding

Failed Robbery,
Successful Boarding

Robbery
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Tanker
Tanker
Tanker
General Cargo
Tanker
Container
Container
Tanker
Tug
Tanker
Tanker
Tanker
Tanker
Tanker
Bulk Carrier
Tanker
Other
Tanker
Bulk Carrier

SKS Darent

Naniwa Maru 1

Zhongji No. 1

Jan Van Gent

Prime Express

MSC Melatilde

Bomar Prelude

Zhongji No. 1

Harbour Oscar

Iver Express

Maple Express

Baltic Galaxy

Sea Bay

Nordic Agnetha

Maratha
Paramount

New Glory

Independence

Orapin 4

Ore Vitoria

21/04/2014

22/04/2014

30/04/2014

01/05/2014

01/05/2014

02/05/2014

03/05/2014

03/05/2014

04/05/2014

04/05/2014

07/05/2014

12/05/2014

14/05/2014

22/05/2014

23/05/2014

25/05/2014

27/05/2014

27/05/2014

28/05/2014

Open Water

Open Water

Anchorage

Open Water

Open Water

XLIX
Liberia

Thailand

Singapore

Singapore

Marshall
Islands

Singapore

Hong Kong

Panama

China

Open Water

Open Water

Open Water

Open Water

Anchorage

Anchorage

Anchorage

Open Water

Open Water

Netherlands Open Water

Malaysia

China

Panama

Panama

Panama

Netherlands Open Water

Open Water

Open Water

St KittsNevis
China

Open Water

Bahamas

IMO; ReCAAP; Oceanus
IMB; IMO

Failed Robbery,
Successful Boarding
Failed Robbery,
Successful Boarding

Oceanus; IMB; IMO; ReCAAP; NGA

370mt of ADF, crew’s
NGA; IMO; ReCAAP; IMB; Oceanus;
belongings, damaged the
New Strait Times; Bangkok Post;
communication equipment Sea Ship News; Oceanus
Oil Theft, Robbery,
Vessel Hijack
Successful Boarding

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMB; IMO; ReCAAP; IHS
Maritime; NGA

Cash, crew’s personal
effects, provisions, and
damaged equipment
Robbery, Vessel
Hijack
Failed Robbery,
Successful Boarding

NGA; IMO; ReCAAP; Oceanus

NGA; IMB; IMO; ReCAAP; Oceanus
Ship's property

Ship's property

IMO; IMB; ReCAAP; Suritec;
Oceanus

Robbery

Robbery

Failed Boarding

Oceanus; IMO; IMB; NGA

Failed Robbery,
Successful Boarding

Oceanus; IMB; IMO; ReCAAP; NGA
IMO; ReCAAP; IMB; NGA

Engine spare parts

Stole items from 3
containers which held baby IMO; ReCAAP; IMB; Oceanus; NGA
toys and shoes

Failed Robbery,
Successful Boarding

Robbery

Robbery

ReCAAP; IMB; NGA

Oceanus; ReCAAP; IMB; NGA

Failed Robbery,
Successful Boarding

Failed Boarding

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Boarding

Engine spare parts

NGA; IMO; ReCAAP; IMB; AP; Sun
Daily; Star Online; Khabar; Oceanus

3,000,000 liters diesel of
the 4.5 million liters on
board (2,500 metric tons)

Oil Theft, Hostage/
Kidnapping
Robbery

NGA; IMO; ReCAAP; IMB; Oceanus

Engine spare parts and
personal property

Robbery
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Barge and Tug
Bulk Carrier
Tanker
Bulk Carrier
General Cargo
Tanker
General Cargo
Barge and Tug
General Cargo

Tanker

Barge and Tug
FV

Tanker
Barge and Tug
Bulk Carrier
Tanker
Tanker

Kien San 1

Eastern Star

Lucas

Avra

Ocean Bird

Gemina

Gallant
Pescadores

Kim Hock Tug 8

Kweichow

Budi Mesra Dua

Manyplus 12

Ronald

Mt Ai Maru

Orion T1202

Bulk Ecuador

Galuh Pusaka

NCC Tihama

29/05/2014

29/05/2014

31/05/2014

31/05/2014

03/06/2014

03/06/2014

03/06/2014

03/06/2014

07/06/2014

07/06/2014

09/06/2014

L

10/06/2014

14/06/2014

16/06/2014

17/06/2014

18/06/2014

25/06/2014

Open Water

Anchorage

Open Water

Open Water

Port

Open Water

Open Water

Open Water

Open Water

Anchorage

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Saudi Arabia Open Water

Indonesia

Panama

Singapore

Honduras

Philippines

Malaysia

Malaysia

Hong Kong

Singapore

Panama

Panama

Denmark

Greece

Panama

Vietnam

Malaysia

Robbery

Hostage/All Crew,
Mothershipped,
Vessel Hijack

Robbery

Robbery

Ship's stores

Ship's stores

NGA; IMO; ReCAAP; IMB; Oceanus

Old Salt Blog; IHS Maritime 360;
Maritime Security Review; Vessel
Finder; Oceanus; ONI

NGA; IMB; Oceanus; IMO; ReCAAP;
Suritec; ONI

ReCAAP; Oceanus

NGA; IMO; ReCAAP; IMB; Daily
Express; Star Online; Oceanus

700,000 liters (620 tons)
of oil and crew's personal
belongings, including cash
and mobile phones
Sea anchor

NGA; IMO; IMB; Oceanus

Ship's equipment and a
fishing vessel

Robbery, Vessel
Hijack/Crew Release
Oil Theft, Robbery

Crew cash and belongings,
and the tug boat, as well as Oceanus; IMB; IMO; ReCAAP; NGA
damaged barge containers

Robbery, Vessel
Hijack/Crew Release

NGA; IMO; ReCAAP; IMB; Star
Online; Oceanus

Oil Theft, Robbery,
Vessel Hijack

NGA; IMO; ReCAAP; IMB; Oceanus

IMO; ReCAAP; Oceanus

IMO; ReCAAP; IMB; Oceanus

Crew’s belongings (mobile
phones, laptops, watches,
camera, DVD player)
Scrap metal from barge

IMO; ReCAAP; IMB; Oceanus

Ship's property

Oceanus; IMO; IMB; NGA

Ship's stores, engine spares IMO; IMB; Oceanus

100 metric tons (10 million
liters) of oil and crew's
valuables, as well as
destroyed communication
equipment

Failed Robbery,
Successful Boarding

Robbery

Robbery

Robbery

Failed Boarding

Robbery

Ship's property and crew
NGA; IMB; Oceanus; IMO; ReCAAP;
belongings, destroyed
Suritec
communication equipment

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding
Failed Oil Theft,
Failed Robbery

Oceanus; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding
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Tanker
Bulk Carrier
Container
Bulk Carrier
Tanker
Bulk Carrier
Tanker
Car Carrier
LNG
Container
Tanker
Tanker
FV
Bulk Carrier
Tanker
General Cargo
Tanker

Tanker

LNG

Torm Helene

An May

RHL Calliditas

Piera

Minerva Maya

Mercury

Challenge
Procyon

Barcelona

G Commander

Hanjin Qinqdao

Pacific Dawn

MT Moresby 9

Glenn Mar-B

Kmarin
Mugunghwa

Vinalines Glory

Harbour
Hornbill

C.P. 41

Oriental Glory

Stella Kosan

25/06/2014

26/06/2014

26/06/2014

27/06/2014

29/06/2014

30/06/2014

30/06/2014

30/06/2014

30/06/2014

30/06/2014

02/07/2014

04/07/2014

LI

05/07/2014

09/07/2014

09/07/2014

09/07/2014

13/07/2014

15/07/2014

15/07/2014

Singapore

Malaysia

Thailand

Malaysia

Vietnam

Panama

Philippines

Honduras

Panama

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Republic of
Korea
Panama

Anchorage

Open Water

Open Water

Open Water

Anchorage

Open Water

Open Water

Open Water

Panama

Panama

Panama

Greece

Indonesia

Liberia

Hong Kong

Marshall
Islands

NGA; IMB; Oceanus; IMO; ReCAAP;
ONI

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

Master's belongings

Robbery

Oil Theft, Robbery,
Vessel Hijack/Crew
Release

Failed Robbery,
Successful Boarding

Oceanus; IMB; IMO; ReCAAP;
Oceanus; NGA

NGA; IMO; ReCAAP; IMB; Oceanus

2,500 tons oil and crew's
personal property, also
damaged communication
equipment and main
engines
Ship's stores and engine
spare parts

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMB; IMO; ReCAAP; Oceanus

Failed Robbery,
Successful Boarding
Robbery

IMO; ReCAAP; IMB; Oceanus

NGA; IMO; IMB; Oceanus

2200 metric tons of
NGA; IMB; Oceanus; IMO; ReCAAP;
cargo and damaged
Seatrade Global
communication equipment

Engine spare parts

Engine spare parts

Engine spare parts

IMO;

Failed Robbery,
Successful Boarding

Failed Hostage-taking

Oil Theft, Vessel
Hijack

Failed Robbery,
Successful Boarding

Robbery

Robbery

Robbery

Failed Robbery,
Successful Boarding

IMO; ReCAAP; IMB; Oceanus

Failed Robbery,
Successful Boarding

NGA; IMB; IMO; ReCAAP; Oceanus

NGA; IMB; IMO; ReCAAP; Oceanus

IMO; ReCAAP; Oceanus

NGA; IMB; IMO; ReCAAP; Oceanus

IMO; ReCAAP; Oceanus

Ship's stores

Engine spare parts

Failed Robbery,
Successful Boarding

Robbery

Failed Boarding

Failed Robbery,
Successful Boarding

Robbery
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LII
Livestock Carrier
Tanker
Bulk Carrier
Tanker

Lincoln Express

Bro Vario

Unknown

V.L. 14

24/08/2014

25/08/2014

27/08/2014

28/08/2014
Tanker

Container

Kota Juta

22/08/2014

Orapin 2

Bulk Carrier

Zealand
Amsterdam

22/08/2014

17/09/2014

Bulk Carrier

Lake Dahlia

20/08/2014

Tanker

Bomar Prelude

11/08/2014

Tanker

Tanker

Dews 3

10/08/2014

Challenge
Procyon

General Cargo

Ephesus

10/08/2014

19/08/2014

Giuseppe Mauro
Bulk Carrier
Rizzo

08/08/2014

FV

LNG

BW Tokyo

04/08/2014

Unknown

Anchorage

Marshall
Islands

Tanker

Pentrader

02/08/2014

15/08/2014

Anchorage

Italy

Tanker

Ji Xiang

25/07/2014

Anchorage

Open Water

Thailand

Open Water

Open Water

Open Water

Marshall
Islands
Thailand

Anchorage

Open Water

Open Water

Singapore

Philippines

Hong Kong

Netherlands Open Water

Panama

Panama

Open Water

Anchorage

Marshall
Islands
Vietnam

Open Water

Open Water

Open Water

Open Water

Mongolia

Singapore

Malaysia

Mongolia

Anchorage

Marshall
Islands

Bulk Carrier

Sea Dias

25/07/2014

Anchorage

Hong Kong

Tanker

JBU Opal

Anchorage

25/07/2014

Marshall
Islands

Tanker

Pacific Silver

19/07/2014

IMO

NGA; IMO; ReCAAP; IMB; Oceanus

1,296 tons lube oil, crew's
belongings and damaged
communication systems
Gas Oil siphoned by two
other smaller oil tankers

Oil Theft, Vessel
Hijack/Crew Release

IMO; ReCAAP; Oceanus

Engine room spares and
crew's personal cash

NGA; Oceanus; IMO; ReCAAP; IHS
Maritime; IMB

NGA; IMO; ReCAAP; IMB; Straits
Times; Oceanus

IMO; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

IMO; ReCAAP; NGA; IMB; Oceanus

NGA; Oceanus

Engine spare parts

Mooring ropes

Ship's equipment, GPS,
radio, fish detectors, fish,
and fuel

NGA; IMO; ReCAAP; IMB; Oceanus

Communication equipment
IMO; ReCAAP; IMB; Oceanus
and crew’s belongings

Oil Theft, Robbery,
Vessel Hijack

Failed Robbery,
Successful Boarding

Failed Boarding

Robbery

Robbery

Failed Boarding

Robbery

Failed Robbery,
Successful Boarding

Robbery

Failed Robbery,
Successful Boarding

Failed Oil Theft,
Robbery

Failed Robbery,
Successful Boarding

Failed Robbery,
Successful Boarding

NGA; IMO; ReCAAP; IMB; Oceanus

Failed Robbery,
Successful Boarding

NGA; IMO; ReCAAP; IMB; Malay
Mail Online; Oceanus

Crew's belongings, cash
and ship's stores

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

IMO; IMB; ReCAAP; Oceanus; NGA

Ship's stores

Ship's property

Failed Boarding

Robbery

Robbery

Failed Robbery,
Successful Boarding

Robbery
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Tanker

Tanker

Tanker

Tanker

Bulk Carrier

Tanker

Tanker

Tug

Tanker

LNG

Tanker

Tanker

Bulk Carrier

LNG

Bulk Carrier

Tanker

Bulk Carrier

Tanker

Unknown

Pacific London

Ocean Osprey

Pentrader

Zilos

Stena Superior

Sentek 23

Hai Jie 1

Sunrise 689

Clipper

Srikandi 515

Unknown

Venus

Unknown

Veronique D

Suratchanya

Bulk Singapore

SC Tianjin

17/09/2014

19/09/2014

22/09/2014

22/09/2014

24/09/2014

25/09/2014

25/09/2014

01/10/2014

02/10/2014

05/10/2014

09/10/2014

09/10/2014

12/10/2014

14/10/2014

14/10/2014

15/10/2014

17/10/2014

18/10/2014

Open Water

Dominican
Republic

LIII
Hong Kong

Singapore

Open Water

Anchorage

Open Water

Open Water

Marshall
Islands
Thailand

Anchorage

Anchorage

Open Water

Open Water

Anchorage

Open Water

Open Water

Open Water

Open Water

Open Water

Singapore

Bahamas

Indonesia

Indonesia

Indonesia

Vietnam

Belize

Singapore

Bermuda

Panama

Open Water

Anchorage

Marshall
Islands

Malaysia

Anchorage

Marshall
Islands

Full cargo, crew's cash and
personal belongings

Oil Theft, Robbery,
Vessel Hijack

IMO; ReCAAP; Oceanus

Ship's navigation
equipment

1,500 tons gas oil, engine
Oceanus; IMB; IMO; ReCAAP;
parts, and crew belonging's Tuoitrenews.vn; NGA

Robbery
Oil Theft, Robbery,
Vessel Hijack

Ship's stores and property

Robbery, Successful
Boarding

Robbery

Robbery

Oil Theft, Vessel
Hijack

Failed Robbery,
Successful Boarding

Engine spare parts

Engine spare parts

2,100 metric tons of
gasoline and destroyed
communications
equipment

IMO; Oceanus

Crew's belongings (mobile
phones, cash, and other
valuables)

Robbery

Failed Robbery,
Successful Boarding

IMO; ReCAAP; IMB; Vessel Finder;
NGA

Entire ship with 3,100 tons
of palm oil; has not been
recovered

Robbery, Vessel
Hijack/Crew Release

IMO; IMB; Oceanus

Oceanus; IMO; IMB; NGA

IMO; ReCAAP; IMB; Oceanus

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMB; NGA

Oceanus; IMO; IMB; NGA

Oceanus; IMO; IMB; NGA

Ship's property (One
reconditioned shaft blade)

Robbery

Robbery

IMO; ReCAAP; IMB; Oceanus

Oceanus; IMB; IMO; ReCAAP; NGA

IMO; ReCAAP; IMB; Oceanus

NGA; IMO; Oceanus; NGA

NGA; Oceanus; IMO; IMB

ReCAAP; IMO

NGA; IMB;

Crew's belongings (mobile
phones, laptops, cash)

Successful Boarding

Failed Robbery,
Successful Boarding

Crew personal effects and
money

Paint drums

Ship's stores

Failed Oil Theft,
Robbery

Robbery

Robbery
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LIV

Container
Bulk Carrier
Container
Tug
FV
Tanker
Bulk Carrier
Bulk Carrier
Container
Tanker
Container
Bulk Carrier

Barge and Tug

Tanker
Tug
Barge and Tug

Saigon Bridge

Spar Taurus

Irenes Reliance

Swiber Raven

FV Chuan Yu
Tsai No. 1

Yufeng 6

Aruna Hulya

Glory Sun

Fred

Jade Palms

Hyundai Stride

Pavian

Pioneer 89

Unknown

Unknown

Bluster

Winstar Grace

19/10/2014

20/10/2014

21/10/2014

21/10/2014

21/10/2014

21/10/2014

22/10/2014

23/10/2014

25/10/2014

26/10/2014

26/10/2014

27/10/2014

27/10/2014

04/11/2014

04/11/2014

04/11/2014

07/11/2014

Bulk Carrier

Tanker

Lycaste Peace

19/10/2014

Open Water

Open Water

Open Water

Open Water

Anchorage

Singapore

Open Water

Netherlands Open Water

Singapore

Liberia

Panama

Open Water

Open Water

Marshall
Islands
Panama

Open Water

Open Water

Marshall
Islands
Panama

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Open Water

Hong Kong

Taiwan

Singapore

Greece

Norway

Panama

Panama

IMO; IMB; Oceanus

Failed Robbery,
Successful Boarding

Robbery

Oceanus; IMO; IMB; NGA
Crew's personal belongings
IMO; ReCAAP; Oceanus
and VHF radio destroyed

Padlocks on storeroom
doors broken and few
items were missing

NGA

Failed Robbery,
Successful Boarding
Robbery

NGA

Crew's personal belongings
(cash, mobile phone, and
ReCAAP; IMO
a gold ring) and damaged
communication equipment

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding

Robbery

Failed Robbery,
Successful Boarding

5 immersion suits, two
breathing apparatuses, and ReCAAP; Oceanus
2 cylinders

ReCAAP; NGA; IMB; Oceanus; IMO

Failed Robbery,
Successful Boarding

Robbery

IMO; ReCAAP; IMB; Oceanus

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMB; IMO; ReCAAP; NGA

IMO; ReCAAP; Oceanus

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMB; IMO; ReCAAP; NGA

IMO; ReCAAP; Oceanus

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding

Ship's property

Ship's cash and crew
valuables; damaged deck
machinery

Failed Oil Theft,
Robbery, Vessel
Hijack
Robbery

Boat's fishing gear

Deck cargo

Engine spare parts

Paint drums

Engine spare parts

Robbery

Robbery

Failed Robbery,
Successful Boarding

Robbery

Robbery

Robbery

APPENDICES
THE STATE OF MARITIME PIRACY 2014

©2015

©2015

LV
LNG
Bulk Carrier
Tanker
Tanker
Tanker
Bulk Carrier
Container

Gas Aries

New Emerald

Alpine Maya

Norgas Sonoma

River Eternity

Cape York

MOL Maneuver

Unknown

20/11/2014

21/11/2014

22/11/2014

22/11/2014

23/11/2014

23/11/2014

24/11/2014

02/12/2014

FV

Container

Barge and Tug

Ever Alpha

17/11/2014

King Bruce

Bulk Carrier

Beatrice

16/11/2014

19/11/2014

Tanker

Berge
Kangchenjunga

16/11/2014

Tanker

Tanker

Crystal Dream

16/11/2014

Aral Sea

Tanker

Unknown

15/11/2014

19/11/2014

Tanker

Ephesos

13/11/2014

Tug

Barge and Tug

Tip Top 1

13/11/2014

Sol 1005

Bulk Carrier

Vishva Nidhi

08/11/2014

17/11/2014

Tanker

Galissas

08/11/2014

Open Water

Open Water
Vietnam

Open Water

Marshall
Islands

Open Water

Open Water

Open Water

Open Water

Hong Kong

Panama

Singapore

Hong Kong

Panama

Open Water

Open Water

Marshall
Islands
Liberia

Open Water

Open Water

Singapore

Indonesia

Open Water

Open Water

Marshall
Islands
Malaysia

Open Water

Open Water

Open Water

Open Water

Open Water

Anchorage

Open Water

UK

Panama

Greece

Malaysia

India

Panama

IMO; ReCAAP

Failed Robbery,
Successful Boarding

Failed Boarding

Failed Boarding

Oceanus

IMO; ReCAAP

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding

Robbery

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMO; IMB; NGA

Oceanus; IMB; IMO; ReCAAP;
Oceanus; IMO; NGA

IMO; ReCAAP; Oceanus

Spare engine parts

Ship's stores

Deck watch- keepers
portable radio

Crew's personal belongings IMO; ReCAAP; Oceanus

Crew's personal belongings
IMO; ReCAAP; Oceanus
(cash, phones)

Oceanus; IMO; IMB; NGA

Failed Boarding

Failed Robbery,
Successful Boarding

Robbery

Robbery

Robbery

Robbery

Robbery

Ship's property

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding

Oceanus; IMB; IMO; ReCAAP; NGA

NGA

Failed Robbery,
Successful Boarding

Failed Robbery,
Successful Boarding

Oceanus, IMO; IMB; NGA

Failed Robbery,
Successful Boarding

Oceanus; IMB; IMO; ReCAAP; NGA
IMO; ReCAAP; Oceanus

Ship's property and
crewmen's belongings

Oceanus; IMB; IMO; ReCAAP; NGA

Failed Robbery,
Successful Boarding

Robbery

Failed Robbery,
Successful Boarding
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LVI
Open Water
Open Water

Bulk Carrier

Bulk Carrier

Bulk Carrier

Tanker

General Cargo

Unknown

Bulk India

Billion Trader II

Ephesus

Alabra

Svenja

25/12/2014

25/12/2014

25/12/2014

25/12/2014

28/12/2014

Open Water
Anchorage

Antigua and
Barbados

Port

Marshall
Islands
Singapore

Open Water

Philippines

Singapore

Open Water

Anchorage

23/12/2014

Malta

Singapore

Bulk Carrier

Open Water

Open Water

Madeira

Singapore

Panama

Anchorage

21/12/2014

Container

Los Andes
Bridge

20/12/2014

Panama

Tanker

Container

Komati

20/12/2014

Open Water

Marshall
Islands

20/12/2014

Bulk Carrier

Pendulum

19/12/2014

Open Water

Vietnam

Open Water

Maersk
Mediterranean

Tanker

VP Asphalt 2

07/12/2014

Malaysia

Barge and Tug

Tanker

Semua Berjaya

07/12/2014

Open Water

Open Water

Open Water

UMT 6

Tanker

Unknown

06/12/2014

Liberia

Marshall
Islands

20/12/2014

Gaschem Pacific LNG

04/12/2014

Bulk Carrier

Olympic Gemini

04/12/2014

Oceanus; IMB; IMO; ReCAAP;
Tuoitrenews.vn; NGA

Failed Oil Theft,
Robbery

IMO; Oceanus; IMB; NGA

Robbery

Robbery

Engine spare parts

Engine spare parts

IMB; IMO

IMO; IMB; Oceanus; ReCAAP; NGA

IMO; IMB; Oceanus; ReCAAP; NGA

Oceanus; ReCAAP; IMO

Failed Robbery,
Successful Boarding
Ship's property

Oceanus; ReCAAP; IMO

Failed Robbery,
Successful Boarding

Robbery

Oceanus; NGA

Failed Robbery,
Successful Boarding

IMO; IMB; Oceanus; ReCAAP; NGA

ReCAAP; IMO

Broke open the engine
storeroom's padlock and
stole engine spares and
ship's property.

Crew's personal belongings
ReCAAP; IMO
and ship's property

Engine spare parts

IMO; IMB; Oceanus; ReCAAP; NGA

Failed Robbery,
Successful Boarding

Robbery

Robbery

Robbery

Robbery

Broke open forepeak
storeroom and paint room
padlocks, stole ship's
stores and property

Oceanus; IMO; IMB; NGA

Failed Robbery,
Successful Boarding

ReCAAP; IMO

NGA

Failed Robbery,
Successful Boarding

Failed Robbery,
Successful Boarding

IMO; ReCAAP; IMB; Oceanus

Failed Robbery,
Successful Boarding

All valuables on the vessel

IMO; ReCAAP; IMB; Oceanus

Failed Robbery,
Successful Boarding
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LVII

Tanker

Container

Car Carrier

Tanker

Bulk Carrier

Amur River

Unknown

Navios Oriana Bulk Carrier

FV

Golden
Adventure

Unknown

Golden Fan

Front Arrow

Arizona

Unknown

24/07/2014

31/07/2014

21/08/2014

22/08/2014

25/08/2014

18/09/2014

27/09/2014

08/10/2014

15/10/2014

Bulk Carrier

FV

LNG

Tanker

Histria Agata

05/05/2014

Gas Batam

Tanker

Njord Thyra

30/04/2014

08/06/2014

Bulk Carrier

Loyalty

24/04/2014

Tanker

Bulk Carrier

Latmar

01/03/2014

Alpine
Monique

Tanker

Alpine Mia

24/02/2014

29/05/2014

Tug

SG Victory

21/02/2014

Tanker

Tug

SG Victory

20/02/2014

Front Avon

Bulk Carrier

Phoenix
Nereid

05/02/2014

10/05/2014

Ship Type

Ship Name

Date

Malta

Open Water

Anchorage

Anchorage

Marshall
Islands
Liberia

Anchorage

Open Water

Anchorage

Open Water

Anchorage

Anchorage

Anchorage

Anchorage

Anchorage

Anchorage

Anchorage

Bangladesh

Bangladesh

Panama

Bangladesh

Cyprus

Liberia

Singapore

Singapore

Marshall
Islands

Malta

Singapore

Port

Anchorage

Marshall
Islands
Liberia

Anchorage

Open Water

Open Water

Anchorage

Activity Type

China

Singapore

Singapore

Panama

Flag State

*Open Water, Port, and Anchorage are used instead of International or Territorial for Southeast Asia

Bangladesh Piracy and Maritime Crime Incidents Database

Robbery

Robbery

Robbery

Robbery

Robbery

Robbery

Failed Robbery,
Successful Boarding

Robbery

Robbery

Robbery

Failed Robbery,
Successful Boarding

Failed Boarding

Robbery

Robbery

Robbery

Failed Robbery

Robbery

Robbery

Robbery

Robbery

Number of Hostages

Ship's provisions

Ship's property

Ship's stores and duty
crewman's radio

Mooring ropes

Looted 3 fishing trawlers

Mooring ropes

Ship's stores

Ship's property

Ship's stores, fire wire,
mooring ropes

NGA; IMB; Oceanus; IMO; ReCAAP;
Suritec

Mooring lines and a
lifebuoy

Oceanus; IMB; NGA

Oceanus; IMB; IMO; ReCAAP; NGA

Oceanus; IMO; IMB; NGA

NGA; Oceanus; IMO; IMB

Oceanus; Financial Express; NGA

NGA; IMO; ReCAAP; IMB; Oceanus

Oceanus; ONI; Dhaka Tribune; ONI

NGA; IMO; ReCAAP; IMB; Oceanus

IMO; IMB; ReCAAP; Oceanus; NGA

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMB; Oceanus; IMO; ReCAAP;
Suritec

IMO; Suritec; IMB; Oceanus

Oceanus; IMO; IMB; ReCAAP; NGA

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus
Ship's property

Ship's property

ReCAAP

Items from the scrap
vessel, including paint and
cables

NGA; IMO; ReCAAP; IMB; Oceanus

NGA; IMO; ReCAAP; IMB; Oceanus

IMO; ReCAAP; IMB; Oceanus

Sources

Ship's property

Mooring ropes, ship's
stores

Theft Estimate
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Bulk Carrier

Bulk Carrier

Mimi Selmer

Shropshire

Unknown

23/10/2014

24/10/2014

04/11/2014

Bulk Carrier

Container

Container

Tanker

Unknown

Kimolos
Trader

Barry Trader

CS Summer

20/11/2014

23/11/2014

14/12/2014

17/12/2014

FV

Bulk Carrier

Mimi Selmer

20/10/2014

Panama

Singapore

Singapore

Bangladesh

Anchorage

Anchorage

Anchorage

Open Water

Port

Anchorage

Open Water

Marshall
Islands
Malta

Anchorage

Marshall
Islands

Failed Robbery

Robbery

Failed Robbery,
Successful Boarding

Ship's stores

200 meters of mooring
rope

Ship's property

Stole one of the fishing
boats, fish, and nets

Hostage/Kidnapping,
Robbery, Vessel
Hijack/Crew Release
Robbery

Ship's property

3 mooring ropes

Ship's property and
mooring ropes

Robbery

Robbery

Robbery

IMO; Oceanus; IMB; NGA

ReCAAP; NGA

Oceanus; IMB; IMO; ReCAAP; Dhaka
Tribune; NGA

NGA

Oceanus; Dhaka Tribune; NGA

Oceanus; IMB; IMO; ReCAAP; NGA

IMO; Oceanus

IMO; IMB; Oceanus
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