ANAVE - Circular de Régimen Interior

Madrid, 11 de febrero de 2021
Ref: SMA 1/2021/AB

Asunto: Pirateria:

1. Aumento de los ataques de pirateria en el golfo de Guinea.

2. Nivel 2 de Proteccion ISPS en aguas de Gabén.

3. Carteles explicativos sobre las BMP-West Africa para colocar en el puente del
buque.

4. Informes de seguridad maritima del Consejo de Seguridad Nacional y de ICS
(Febrero 2021).

5. Encuesta anénima sobre la integridad en los puertos de Nigeria.

Muy Srs. nuestros:

1. Aumento de los ataques de pirateria en el golfo de Guinea.

INTERTANKO vy el Centro de Operaciones y Vigilancia de Accién Maritima, COVAM nos han
informado de que un grupo pirata muy agresivo esta operando en la zona sur del golfo de
Guinea, al NNE de Santo Tomé y Principe y han perpetrado varios ataques en los ultimos dias.
Esta zona de operaciones esta fuera del alcance en el que estan desplegadas las fuerzas navales
de la region.

El pasado lunes, el buque de pabellon espaiol Madrid Spirit fue atacado en la zona,
afortunadamente sin consecuencias graves, cuando navegaba a unas 47 millas al SO de la
isla de Sao Tomé.

Recomendamos a los buques que transiten por esta zona extremar las precauciones y seguir
las directrices de las Mejores Practicas de Gestion del Sector contra la Pirateria en Africa
Occidental y los procedimientos de registro y notificacion de los transitos al COVAM de la Armada,
al Centro de Notificacion Maritime Domain Awareness for Trade — Gulf of Guinea (MDAT-GoG) y
al IMB Piracy Reporting Centre. Los datos de contacto de estos organismos son:
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2. Nivel 2 de Proteccion ISPS en aguas de Gabén.

En el dia de ayer, el COVAM nos ha informado de que las autoridades de Gabon han decidido
aumentar a Nivel 2, hasta nuevo aviso, el Nivel de Proteccion del Cédigo ISPS, tras el importante
aumento de los ataques de pirateria en el gofo de Guinea y en sus aguas jurisdiccionales. En su
comunicado, las autoridades de dicho pais recuerdan que los Oficiales de Proteccion del
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Buque (OPB), de la compaiia (OPC), y de las instalaciones portuarias (OPIP), son los
responsables de aplicar y comunicar este cambio en el nivel de proteccion a todos los
buques que naveguen por aguas gabonesas y a las instalaciones portuarias que les presten
servicios. Recomiendan informar de cualquier ataque o avistamiento sospechoso a las autoridades
locales y al IMB Piracy Reporting Centre.

3. Carteles explicativos sobre las BMP-West Africa para colocar en el puente del buque.

INTERTANKO en colaboracion con OCIMF han elaborado un conjunto de 9 carteles explicativos
sobre las BMP-West Africa (ver Anexo 1) para colocar en el puente de los bugques que operan
en el golfo de Guinea, que pretenden ser una referencia facil y rapida de consulta en caso de que
se produzca un incidente.

4. Informes de seguridad maritima del Consejo de Seguridad Nacional y de ICS (Febrero
2021).

Esta misma mafiana, la DGMM nos ha facilitado un informe de seguridad maritima (ver Anexo 2)
que publica semestralmente la Célula de Informacién y Analisis de Riesgos y Amenazas para la
seguridad maritima (CIARA), dependiente del Consejo Nacional de Seguridad Maritima. En el
archivo adjunto se incluye un mapa con las distintas zonas afectadas y una valoracion de la
situacion en cada una de ellas representada con simbolos de colores (triangulos, cuadrados,
flechas, etc.). Pinchando en cada uno de ellos se descarga automaticamente un informe en
formato “pdf” correspondiente a la situacion de dicha zona. Las empresas pueden hacer uso y
compartir estos informes internamente pero no distribuirlos ni publicarlos en paginas de
internet de acceso publico.

Por su parte, la Camara Naviera Internacional (ICS) nos ha enviado la ultima actualizacion del
informe que publica peridédicamente Risk Intelligence sobre la situacion de la pirateria a nivel
mundial (ver Anexo 3). Este informe (de 22 paginas) hace un repaso a los incidentes de
proteccion maritima que se han notificado a lo largo de 2020 e incluye una descripcion general de
los ataques contra buques mercantes durante el Gltimo mes en 3 regiones principales (Africa
occidental, la zona occidental del océano indico y el sudeste asiatico), asi como evaluaciones de
diferentes tipos de amenazas en estas regiones.

5. Encuesta anénima sobre la integridad en los puertos de Nigeria.

La Camara Naviera Internacional (ICS) nos ha enviado una circular en la que se invita a las
empresas asociadas a cumplimentar una encuesta desarrollada por la Maritime Anti-Corruption
Network (MACN), sobre la integridad en los puertos y terminales de Nigeria, que pretende
evaluar el impacto de las distintas iniciativas que desde 2012 dicha organizacion esta impulsando
para fomentar la integridad y mejorar el entorno operativo en la zona.

La fecha limite para contestar a la encuesta es el proximo 15 de marzo. Los datos se recopilaran
de forma andnima y se trataran de forma confidencial.

Las agencias gubernamentales en los puertos y terminales de Nigeria han desarrollado
procedimientos operativos estandar para guiar a su personal, partes interesadas y usuarios de sus
servicios con el objetivo de reducir el riesgo de corrupcion y mejorar la eficiencia del despacho de
buques y cargas. Esta encuesta busca obtener comentarios de los usuarios del sector privado de
los puertos y terminales nigerianos sobre cdmo se estan logrando estos objetivos.


https://survey.alchemer.com/s3/6062015/MACN-Nigeria-Port-Survey

Muy atentamente,

Elena Seco
Directora General
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BMP West Africa

Best Management Practices to Deter Piracy and Enhance
Maritime Security off the Coast of West Africa including the
Gulf of Guinea
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‘Q Card’ BMP West Africa - 2
MDAT-GoG Voluntary Reporting Area

UKHO Q6114 & SHOM Chart 8801CSD

Ships and their operators should submit vessel position
reporting forms to MDAT-GoG.

MDAT-GoG acts as the primary point of contact for merchant
ships and their CSOs, providing liaison with military forces in the
region. MDAT-GoG administers the Voluntary Reporting Scheme,
under which merchant ships are encouraged to send regular
reports.

These include: m

« Initial report (upon entering the VRA).

BMP West Africa

« Daily reports (update on ship’s position,
course and speed).

v

« Final reports (upon departure from VRA
or arrivalin port).

« Reports of suspicious/irregular activity
(when necessary).

MDAT-GoG can offer Masters and CSOs the opportunity to conduct drills and exercises to
support their passage planning in the region.

Companies interested in this can make contact on a dedicated exercise line: +33 298 221302.

MDAT-GoG offers regular information to ships on its website https://gog-mdat.org/home and
in a weekly report summarising the previous week’s activity.

Ships and their operators should submit vessel position
reporting forms to MDAT-GoG.

MDAT-GoG watchkeepers@mdat-gog.org
+33 298 228888



‘Q Card’ BMP West Africa - 3
The Threat: Kidnapping of Crew, Hijacking of
Vessels, Armed Robbery and Cargo Theft

The likelihood of attack further offshore West Africa is higher
during the inter-monsoon season (October-May).

Attacks can take place at any time - day or night. However, the risk of
an Undetected Approach is Higher at Night. More seafarers have been
kidnapped during the hours of darkness.

Attacks have been reported over 200Nm from the coast.

Attackers may use small arms fire during attacks; the bridge tends to be the main target for
theses weapons. Attackers may use long lightweight ladders, knotted climbing ropes or
long hooked poles to climb up the side of the ship. Once onboard they will make their way
to the bridge to try to take control of the ship. When on the bridge they will demand the ship
slows/stops to enable others to board. They will also try by all means to gain access to the
accommodation to capture crew members before completion of the citadel retreat process.

Experience has shown the crew of a vessel targeted for armed robbery at sea or cargo theft
are likely to be treated badly by perpetrators during an attack. Injuries are common and any
resistance shown to the attackers may lead to an escalation of violence.

Boarding risk will be higher if vessels are drifting, at anchor, conducting ship-to-ship (STS)
operations or at slow speed. A vigilant watch is paramount in order to activate the vessels
security procedures as early as possible. If because of the nature of the navigation or of

the operations the citadel process is not possible in case of attack, then additional security
measures should be considered (secured anchorage, security escort vessels). Attacks against
vessels underway occasionally involve some form of deception to force the vessel to stop.
Attacks on vessels vary significantly in their form.

Ships and their operators should submit vessel position
reporting forms to MDAT-GoG.

MDAT-GoG watchkeepers@mdat-gog.org
+33 298 228888
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Threat and Risk Assessment

A threat is formed of capability, intent and opportunity.

OPPORTUNITY

All voyages in this region require thorough advanced planning using all available information.
The maritime threats are dynamic, and it is therefore essential that a detailed threat and risk
assessment is completed for each voyage and activity within the region.

The risk assessment MUST consider but may not be limited to:

« The threat assessment and geographical areas of increased risk.
« Requirements of the Flag State, company, charterers and insurers.

« Secure Anchorage Areas (SAA), Security Escort Vessels (SEV) and or Vessel Protection
Detachments (VPDs).

+ The ship’s characteristics, vulnerabilities and inherent capabilities, including citadel and/or
safe muster points to withstand the threat (freeboard, speed, general arrangement, etc.).

» The ship’s and company’s procedures (drills, watch rosters, chain of command, decision
making processes, etc.).

« Background factors shaping the situation, e.g. traffic patterns and local patterns of life,
including fishing vessel activity.

« Cooperation with military.

MDAT-GoG watchkeepers@mdat-gog.org
+33 298 228888
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Ship Master’s Planning

Prior to entering the Voluntary Reporting Area:

Obtain the latest threat information.
Check the latest NAVAREA warnings, alerts and the Inmarsat SafetyNet broadcasts.

Implement VRA vessel registration and reporting requirements as highlighted in section 6
and annex D of BMP West Africa.

If security services are used, confirm arrangements with the Private Maritime Security
Companies (PMSC).

If used, rendezvous position and communication plan for Security Escort Vessels.

Contingency plans if security services do not arrive or cannot meet operational
requirements.

Confirm propulsion can operate at full speed.
Implement security measures in accordance with the Ship Security Plan (SSP).

Location and Time at Anchor

Keep time at anchor to a minimum.
Anchor watch to be maintained.
Avoid setting patterns.

Consider use of “secure anchorage areas” operated by some countries in the region. More
information is contained in local Notice to Mariners or Admiralty Charts.

Vessels are most at risk when stopped in the water, drifting, at anchor or carrying out STS
transfer, Single Buoy Mooring (SBM) operations or slowing down for pilot transfer.

Coordinated Arrival

Many vessels wait offshore and transit at high speed to arrive at any rendezvous point
‘Justin Time’ including STS and/or Offshore Terminals. Some vessels tender a virtual Notice
of Readiness (NOR) whilst staying safely offshore, and both are accepted practice for many
vessels operating in the GoG.
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Ships Under Attack - Approach Stage

A proper lookout is critical for the ship’s protection.

It will ensure the detection of a suspicious approach or attack early on,
which allows defences to be deployed.

Sound the emergency alarm and make an attack announcement, in accordance with the ship’s
emergency communication plan. Initiate emergency procedures.

Activate water spray.

Make a mayday call on VHF Ch. 16. Send a distress message via the Digital Selective Calling
(DSC) system and Inmarsat-C, as applicable.

Activate the SSAS.

If not already at full speed, increase to maximum to open the distance.

Steer a straight course to achieve maximum speed quickly.

Activate the emergency communication plan.

Report the attack immediately to MDAT-GoG
by telephone +33 298 228888
and email watchkeepers@mdat-gog.org

Ensure the AlS is switched on.

Ensure that all external doors and, where possible, internal public rooms and cabins are fully
secured.

All crew not required on the bridge or in the engine room should muster at the safe muster
point or citadel.

When sea and navigational conditions allow, consider altering course to increase an ap-
proaching skiff’s exposure to wind/waves.

Sound the ship’s whistle/foghorn continuously and put all deck lights on to demonstrate to any
potential attacker that the ship is aware of the attack and is reacting to it.

Check Vessel Data Recorder (VDR) is recording and the data saved.

MDAT-GoG watchkeepers@mdat-gog.org
+33 298 228888
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Ships Under Attack

ATTACK STAGE

Reconfirm all ship’s crew are in the safe muster point or citadel as instructed by the Master.

Report the attack immediately to MDAT-GoG
+33 298 228888 by telephone.

As the attackers close in on the ship, Masters should commence small alterations of helm
whilst maintaining speed to deter skiffs from lying alongside the ship in preparation for a
boarding attempt. These manoeuvres will create additional wash to impede the operation of
the skiffs.

Large amounts of helm are not recommended, as these are likely to significantly reduce a
ship’s speed.

Security Escort Vessel if present, will conduct themselves as governed by their rules of
engagement.

ACTIONS ON ILLEGAL BOARDING

Muster the crew in the citadel. Bridge Team to lock inner doors (leading to the lower decks)
when on route to the citadel.

Use all available means to establish communications from the citadel with MDAT-GoG and
company to confirm all crew are accounted for and in the citadel or safe muster point.

Stay in the citadel until conditions force you to leave or as advised by the military or company.
(If a military response is not available CCTV from the citadel may be used to assist is assessing
the status of the vessel / location of attackers).

If any member of the crew is captured it should be considered that the attackers have full
control of the ship.
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Operating with Security Escort Vessels

Companies should check the credentials and
licences/permits of the PMSC.

BMP West Africa

BMP does not recommend or endorse the general use of / \
SEVs to accompany merchant ships; this is a decision taken
by individual ship operators.

v

The escort plan, RV position and communication arrangements should be agreed in advance.

Planning should consider that SEVs may have operating restrictions.

Regular communication should be maintained.

The SEV will be positioned to defend the vessel at all times and be reactive to intercept any
approaching suspicious craft.

Authorisation to use force rests with the military detachment onboard the SEV.

The Master / Bridge Crew can aid the SEV with early detection and warning.

SEV should not enter any terminal or facility exclusion zone.

A contract for the provision of SEVs must:

+ Not prejudice the ship’s insurance cover arrangements.

« Ensure the PMSC has insurance policies that are current and compliant with the
requirements of the contract.

+ Ensure the PMSC can legally operate the SEV in accordance with coastal state law.
+ Ensure the SEV is fit for purpose.

MDAT-GoG watchkeepers@mdat-gog.org
+33 298 228888
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Post Incident Protection of Evidence

The collection and protection of evidence is critical.

To give the investigating authorities the best chance of apprehending the
perpetrators, it is important that evidence is preserved in the correct manner.
Companies, Masters and crew should refer to IMO Guidelines on Preservation
and Collection of Evidence A28/Res. 1091 and other industry guidance. The
quality of the evidence provided and the availability of the crew to testify will
significantly help any investigation or prosecution that follows.

The Master and crew can protect a crime scene until the nominated law
enforcement agency arrives by following these basic principles:

+ Preserve the crime scene and all evidence if possible.

+ Avoid contaminating or interfering with all possible evidence - if in doubt,
do not touch and leave items in place.

+ Do not clean up the area, including hosing it down. Do not throw anything
away, no matter how unimportant it may seem.

+ Take initial statements from the crew.

+ Take photographs of the crime scene from multiple viewpoints.
+ Protect VDR for future evidence.

+ Make a list of items taken (e.g. mobile phones with numbers).

« Facilitate access to the crime scene and relevant documentation for law
enforcement authorities.

« Make crew available for interview by law enforcement authorities.

INTERPOL can also be consulted to discuss recommended practices
for the preservation of evidence that could be useful to law
enforcement agents pursuing an investigation.

Contact details are: os-ccc@interpol.int | +33 472 44 7676.
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Monthly Intelligence Report

This report includes an overview of attacks against merchant vessels over the past month in three
focus regions (West Africa, the western part of the Indian Ocean and South East Asia) as well as
assessments of different types of threats in these regions. These areas are currently considered
to be the global regions where the threat of such attacks is most significant.

Advice given and recommendations made do not constitute a warranty of future results by
Risk Intelligence or an assurance against risk. Recommendations made are based on
information available at the time of writing. No express or implied warranty is given in
respect of any judgment made or to changes or any unforeseen escalation of any factors
affecting any such judgement.

Documents are for the benefit of the client only and may not be disclosed to any third
parties without the prior written consent of Risk Intelligence; such consent not to be
withheld unreasonably. The client agrees to indemnify Risk Intelligence against any claims
and any resulting damages that may be caused by any unauthorised disclosure of such
documents.
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Monthly focus: The year 2020 in review

Introduction

This month, the focus section provides a short look at the number of maritime security incidents
that were reported throughout 2020 in the three focus areas covered in this report. Further details
regarding specific countries or other regions can also be generated with the statistics tool on the
Risk Intelligence System

Culf of Guinea

The situation in the Gulf of Guinea has been the main area of concern in relation to piracy and
armed robbery at sea in 2020. The overall number of incidents increased by 11%, although it
should be noted that this is largely due to an increase in the number of suspicious approaches.
The overall number and distribution of successful and failed attacks against all types of vessels
remained almost the same as in 2019. Main concern for operators of merchant ships as well as
for seafarers in the Gulf of Guinea remain kidnap-for-ransom attacks, aimed at taking crew
members as hostages.

Maritime security 2020 | Piracy RiskIntelligence

West Africa & Gulf of Guinea
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Arguably the most concerning trend in 2020 has been the spread of kidnap-for-ransom attacks
which could already be observed in the fourth quarter of 2019. While many attacks still take place
relatively close to the Nigerian coastline, neighbouring countries - including Togo, Benin,
Cameroon, Equatorial Guinea and Gabon — have also been affected in 2020. The perpetrators
have largely targeted vessels underway, but some incidents at anchorages have also taken place.
Moreover, the increasing number of reports about activities that were perceived as suspicious
has underlined the concerns of seafarers.

Page 4 of 22



Forecast for 2021

Considering the long-term development in the region, no significant change in the number and
types of attacks in the Gulf of Guinea should be expected for this year. All types of vessels may
be targeted in kidnap-for-ransom attacks, incidents outside the Nigerian EEZ are likely to continue
as well. Any further spread of attacks, however, is very unlikely because organized criminal groups
that are involved in taking seafarers as hostages are solely operating from bases in the Niger
Delta, meaning that the geographic range of attacks will remain limited to the current extent.

Military initiatives by international actors — which are almost solely aimed at curbing piracy — are
very unlikely to lead to sustainable improvements. Such actions are an important signal to
seafarers and ship operators that something is being done to address the problem, but
sustainable improvements have to be based on regional initiatives. Nigeria's Deep Blue project,
which is supposed to be fully operational in the first half of 2021, is a vital step in this regard, yet
it should be noted that it is not a genuine counter-piracy project. It is rather aimed at better
surveillance and law enforcement across Nigeria's entire EEZ. This is likely to a decrease in
attacks, but only in the medium term.

Regional integration is also likely to make further progress throughout the year. However, the
impact of Covid-19 on government budgets and spending priorities means that large-scale
investments in maritime agencies are unlikely. In the meantime, seafarers can now expect a quick
naval response to distress calls, highlighting that vigilance and regular security drills can ensure
that even successful boardings do not have to result in the kidnapping of crew members.

Western Indian Ocean

Maritime security 2020 | Piracy Riskintelligence

Indian Ocean & Red Sea
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riskintelligence.eu

Throughout 2020, Risk Intelligence received frequent reports about suspicious approaches
against merchant vessels in the Gulf of Aden. Not all these reports were logged as incidents, as
many were clearly just sightings of local small boat traffic. Logged incidents, i.e. those shown on
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the map below, were generally more ambiguous. In many cases, these incidents can be linked to
patterns of life in the region — fishermen, traders or smugglers, as well as coastguard and militia
forces from Yemen that might not be easy to identify. Most of the incidents were in areas where
transit corridors used by merchant vessels intersect with higher concentrations of such craft.

In the southern part of the Red Sea, various naval operations linked to the conflict in Yemen took
place. These included operations by the Saudi-led coalition to intercept drone boats used by
Houthi forces, as well as operations by coastguard forces in maritime border areas. These
operations tended to be closer to the coasts of Yemen and Saudi Arabia, in particular off
Hudaydah and Jizan as well as close to the Hanish Islands. For the majority of vessels in transit
along recognised corridors in the central Red Sea, these operations were not a threat. Operators
should be aware of the potential implications of such operations, however, particularly in Saudi
Arabian ports and off northern Yemen.

Forecast for 2021

It is expected that the Gulf of Aden and the southern Red Sea will remain areas with high
concentrations of local traffic intersecting with merchant vessels in transit. In the Gulf of Aden,
smuggling, trading and fishing will continue — potentially giving cover to pirate operations.
Ongoing naval presence and some improved law enforcement on land in Somalia are important
deterrents to piracy, as are BMP measures on vessels. However, there are still areas in Somalia
where pirates can operate, so there is still the potential for pirate activity — especially if naval
deployments change, law enforcement falters, or BMP measures are relaxed.

There are wider changes taking place slowly, including Saudi Arabia and the UAE building their
presence in southern Yemen and China opening its naval base in Djibouti to full operations. These
changes will likely see more ‘grey hulls’ deployed in the Gulf of Aden. International and regional
politics, however, may affect their effectiveness in targeting maritime crime.

In the southern Red Sea, the overall maritime security situation will continue to be driven by the
conflict in Yemen. Houthi forces have already demonstrated their capabilities to target Saudi
ports as far north as Jeddah and are likely to continue to do so as a means of pressuring Saudi
Arabia during ongoing negotiations to resolve the conflict. There will likely be an ongoing threat
of collateral damage for merchant vessels in these ports or in proximity to Yemen. A widespread
threat to vessels in transit is unlikely, however, particularly for ships following the well-established
transit corridors through the area.

South East Asia

The most frequent crime impacting merchant vessels in South East Asia continues to be theft.
The 46 incidents of theft recorded during 2020 represent more than half of all incidents for 2020,
an increase of 28% compared with 2019. One third of thefts took place at anchorage areas, up
from 19% in 2019. All but three of the 17 thefts involving ships at sea involved vessels transiting
the Singapore Strait, the others in the Makassar Strait (two) and the South China Sea (one). Only
one theft involved a vessel at berth. While no weapons were observed in these incidents, it is likely
that perpetrators are carrying knives which they may use if confronted. There were no hijackings
and only one incident of kidnap for ransom which targeted a fishing trawler.

Page 6 of 22



Maritime security 2020 | Piracy RiskIntelligence

South-east Asia

u%.m

)

5%

of all south-east Asia incidents X S\
took place within the Singapore Strait. Knowing |
Risk
\ /

ik SIS N,
riskintelligence.eu . \]/

In the Singapore Strait, the total number of incidents decreased from 39 in 2019 to 36 in 2020.
This 8% reduction is welcome, but it was only achieved by a reduction of thefts from 17 to 14.
The number of armed robberies (5) and failed attacks (17) remained constant. Additionally, the
shift of the perpetrators’ focus from barges in tow towards bulk carriers and tankers is cause for
concern. Meanwhile, law enforcement efforts will continue to face challenges posed by the
intersecting borders of Indonesia, Malaysia and Singapore. Almost half of the incidents in the
Singapore Strait were failed attacks, which might illustrate a higher level of awareness amongst
crew on board the vessels in transit.

Forecast for 2021

Vessel boardings in South East Asia are expected to remain at levels similar to those during 2019
and 2020. The Covid-19 impact on regional economies could lead to an increase in crime.
However, this is more likely to impact domestic crime than crimes at sea which require specific
skillsets. The focus on attacks against bulk carriers and tankers in the Singapore Strait is likely
to continue throughout 2021. Crew vigilance will remain the best preventative measure in the
strait. Weather conditions impact the frequency of boardings, with fewer incidents taking place
during the rainy season.

Other threats to monitor in South East Asia include potential armed robberies targeting vessels
underway and anchored in the South China Sea, the Sunda Strait, at the Muara Berau anchorage
off Samarinda, and the anchorages off Belawan, Banjarmasin, Dumai, Batangas and Manila.
Hijackings for product theft have ceased and are not expected to resume, even though illegal STS
operations related to unauthorised fuel sales as well as fuel smuggling will continue in many parts
of the region. Other than kidnappings from fishing trawlers, kidnappings of crew on merchant
ships are not expected to return as a significant threat in 2021. Although still active, the
operations of the Abu Sayyaf Group (ASG) in the southern Philippines are increasingly limited due
to sustained pressure from the military. The ASG's ability to attack merchant ships in the Sulu &
Celebes Seas is therefore very limited.

Page 7 of 22



In the South China Sea, geopolitical tensions have led to media attention, but it is unlikely that
innocent passage of merchant vessels will be affected in 2021. Amongst other recent
developments, China and 14 regional nations signed the Regional Comprehensive Economic
Partnership (RCEP) in November 2020. RCEP is said to be the world’s largest regional free-trade
agreement, having the potential to promote and maintain safe and open sea lanes within and
beyond the South China Sea.

Additional services

The Risk Intelligence System provides clients with real-time intelligence and situational
awareness that will assist in avoidance of threats for operations around the globe.
Moreover, Risk Intelligence offers ship operators the possibility to purchase security
intelligence for individual ports and terminals. Bespoke services such as vessel-specific or
voyage-specific risk assessments can also help to mitigate persistent or emerging threats.

In addition, frequent webinars provide in-depth updates, mini masterclasses in situational

awareness methodology, and analysis of current events. Schedules and registration forms
can be found at riskintelligence.eu/webinars.
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West Africa

Events included in this report occurred between 1 and 31 January 2021, shown on the map below
(Source: Risk Intelligence System).
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Incidents

04 January - Container ship NILEDUTCH BREDA boarded
Armed robbery Pointe-Noire anchorage Republic of Congo 01:45 LT (00:45 UTC)

05 January - Passenger boats attacked
Armed robbery Port Harcourt area Rivers state Nigeria Daytime

13 January - Container ship MAERSK CARDIFF attacked
Failed kidnap/ransom 100 nm south of Brass Nigeria 20:00 LT (19:00 UTC)

14 January — LNG tanker SOKOTO reports approach
Suspicious activity 110 nm south of Brass Nigeria 02:00 LT (01:00 UTC)

18 January — Reefer GREEN FREEZER boarded
Theft Banana anchorage DR Congo 04:00 LT (03:00 UTC)

21 January - Container ship MSC ELSA 3 reports approach
Suspicious activity 59 nm south of Bonny Nigeria 11:08 LT (10:08 UTC)

23 January - Container ship MOZART boarded
Kidnap/ransom 98 nm north-west of Sao Tomé island 06:35 LT (05:35 UTC)
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26 January - Product tanker SEAFRONTIER reports approach
Suspicious activity 212 nm off Bayelsa state Nigeria 09:00 LT (08:00 UTC)

30 January - Bulk carrier ROWAYTON EAGLE boarded
Failed kidnap/ransom 195 nm south of Lome Togo 04:24 LT/UTC

Assessment

Nigeria / Niger Delta

Attackers operating off the southern and eastern Niger Delta remain the most significant threat
in the Gulf of Guinea. Successful boardings are most likely on ‘low and slow' vessel types such
as small bulk carriers or product tankers, general cargo and offshore supply ships or fishing
vessels. However, other vessel types may also be targeted and even boarded successfully,
underlined by three attacks against container ships in December and January respectively.

In January, attacks against the container ships MAERSK CARDIFF and MOZART underlined the
threat level in this area (the MOZART incident is described in further detail in the next section).
During the incident involving the MAERSK CARDIFF, the crew assembled in the citadel when a
speedboat came close to the ship which was in transit south of Brass and just outside the
Nigerian EEZ. No boarding attempt was made, but the crew reported that shots were fired. Several
hours later, crew on an LNG tanker also reported an approach by a speedboat around 5 nm from
the position of the first incident. In this case, however, no threatening behaviour was reported.

Another report about a suspicious approach was made by crew on a container ship. The vessel
had been en route from Lagos to Onne when it was approached by a small craft around 50 nm
offshore. While the embarked security team fired one warning shot, no additional details about
threatening behaviour were received and it is at least possible that this incident was not an
attempted attack against the ship.

By and large, patterns in January further underlined that the threat of attacks deep offshore in the
coming months is somewhat higher than between April and September. The dry season in the
Niger Delta, which will last roughly until March, allows for operations of small boats offshore and
for attacks at significant distances from the coastline, including in the EEZs of neighbouring
countries.

Furthermore, many incidents are now reported which would not have appeared in official
statistics even in the recent past. Most notably, this includes cases involving cargo ships or
fishing vessels which are solely trading within the region. For these incidents, it is often
complicated to distinguish between genuine piracy attacks and incidents that are linked to other
criminal activities. Overall, it is important to recognize piracy as just one symptom of insecurity
at sea which is closely linked to other activities carried out by organized criminal groups.

Law enforcement at sea remains limited, particularly in the eastern part of the Niger Delta where

cooperation between Cameroon, Equatorial Guinea and Nigeria is not on the same level as
between Nigeria and Benin, Togo or Ghana. Attacks against local shipping on the Calabar River

Page 10 of 22



and off the Bakassi peninsula are relatively frequent. These are often linked to smuggling and
other illicit activities and should not be considered a major threat for merchant vessels in
international trade. Moreover, criminal groups based in the Niger Delta have close links to the
Bakassi area in Cameroon's anglophone region.

Regarding mitigation measures, the memorandum of understanding between the Nigerian Navy
and 30 private companies remains the only legal basis for additional security measures in the
Nigerian maritime domain (territorial waters and EEZ). All companies are authorised to provide
escort vessels for merchant ships, partly manned by naval personnel while on task. These
security vessels cannot operate outside of Nigeria's EEZ. Arrangements to embark armed guards
are widespread in practice, but these are only legal in exceptional circumstances. Enforcement
of the ban on armed guards has been limited in the past, yet vessels or even masters and other
crew members may be detained. In case of an attack, damages to the ship as well as injuries to
crew members are possible when attackers and armed guards exchange fire.

The situation surrounding the Secure Anchorage Area (SAA) off Lagos has underlined that
enforcement of security-related regulations may become more stringent in the coming months.
The arrangement involving a private company providing security for vessels in the SAA had often
been criticized by Nigerian politicians. In January, the Nigerian Navy announced that military
personnel would no longer be allowed to embark on security vessels patrolling around the SAA,
effectively ending the current arrangement.

No alternative arrangements to replace the SAA were communicated, but patrols around the
general anchorage area are frequent and no high-profile security incidents have been reported
there in recent years. Main threats remain scall-scale thefts of cargo, particularly from berthed or
anchored product tankers where perpetrators often use crude methods to steal refined products.
Similar incidents may also occur in other Nigerian ports, yet violence against crew members is
rare and perpetrators are likely to escape upon discovery.

Forecast

The threat level in the coming month remains severe off the Niger Delta. Attacks are
possible at distances of up to 250 nm from the coastline during the current dry season in
the Niger Delta which will roughly last until March. All types of vessels may be targeted,
even container ships steaming at around 20 knots have been boarded in recent months.

Inshore attacks against local passenger and cargo vessels or against military
detachments remain a threat across the Niger Delta. Such attacks are not a direct concern
for merchant vessels in international trade, but crews must be vigilant during river transits
in the Niger Delta.

Threats from militant groups in the Niger Delta should be closely monitored in the coming
weeks. Several groups have threatened to attack oil facilities in the region in the recent
past and actual incidents would likely lead to a diversion of security forces to counter such
attacks. Despite threats issued by a coalition of militant groups in early January, direct
attacks against tankers or other merchant ships are unlikely.
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Gulf of Guinea (Céte d'lvoire to Gabon) / West Africa (Senegal to Angola)

Several attacks across the Gulf of Guinea have been reported in recent months. The most
noteworthy incident outside the Nigerian EEZ that was reported in January involved the container
ship MOZART. The vessel was attacked and boarded while steaming at around 20 knots at a
distance of around 200 nm from the Niger Delta. No effective BMP measures had been employed
on the ship and the perpetrators were able to break into a reinforced door with tools found
onboard. Shots were fired, resulting in the death of one crew member; 15 other seafarers were
taken as hostages, only three crew remained on the ship.

While this incident was widely reported as an escalation of the piracy threat in the region, such
reports are exaggerated. The tragic death of one seafarer, however, has underlined that
perpetrators will not hesitate to use violence. The alleged 'breach’ of the citadel, however, was
largely due to inadequate security procedures. No specific tools — or even 'explosives' which had
been mentioned in several media reports based on dubious sources — had been brought onboard
by the perpetrators.

Container ship MbZART after the attack at anchor off
Port-Gentil (Photo: Gabon Navy)

Another attack was reported around 195 nm south of Lome in the Ghanaian EEZ, targeting the
bulk carrier ROWAYTON EAGLE. In this case, the vessel was reportedly boarded but all crew
members were able to assemble in the citadel. No hostages were taken and both the Ghanaian
and the Nigerian Navy provided assistance, although no further details were available at the time
of writing.

Overall, the geographic spread of incidents which had already been observed throughout 2020
remains a concern for ship operators. At the same time, some of the incidents that have been
reported in recent months also highlighted links between cases that are widely reported as piracy
and broader criminal activities at sea. It is therefore important to analyze and assess individual
incidents carefully.

Ransoms for crew kidnapped from merchant vessels in international trade supplement the
income derived from various other types of illegal activities which criminal groups based in the
Niger Delta are involved in. Such links highlight that maritime security challenges have to be
addressed on a broad scale rather than with a mere focus on counter-piracy operations. Whether
the current initiatives such as the European Union's Coordinated Maritime Presence concept will
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help to sustainably improve the situation is therefore unlikely, even though it is an important
political signal to the shipping industry in general and seafarers in particular.

Several thefts or attempted thefts from anchored or berthed ships were also reported in January.
Such incidents are unlikely to involve violence against crew members, underlined by incidents at
the Pointe-Noire and Banana anchorages respectively. When perpetrators are discovered, they
generally try to escape without confronting the crew.

Forecast

Throughout the Gulf of Guinea, the threat of kidnap-for-ransom attacks is assessed as
moderate to high for the coming month, depending on the distance from the Niger Delta
coastline where perpetrators have access to the necessary infrastructure to protect
hostages from security forces and rival gangs during ransom negotiations. The threat level
for hijackings is assessed as low. Moreover, this specific type of threat is almost
exclusively directed against product tankers in laden condition for the purpose of cargo
theft. Small product tankers — up to 10,000 dwt — are the most likely targets.

Throughout the Gulf of Guinea and West Africa as a whole, perpetrators may try to board
berthed or anchored vessels. Around most anchorages, the amount of small boat traffic is
virtually impossible to control for security agencies. Threat levels vary between different
ports, but perpetrators will generally escape upon discovery. Physical confrontations with
the crew are very rare, although Conakry in Guinea is an exception as perpetrators there
may be armed and violent.
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Western Indian Ocean

Events included in this report occurred between 1 and 31 January 2021, shown on the map below
(Source: Risk Intelligence System).
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Incidents

04 January - Product tanker HANKUK CHEMI boarded by Iranian forces
Naval operation Persian Gulf 11:30 LT (07:30 UTC)

14 January - Bulk carrier MYRTO approached
Suspicious activity Gulf of Aden 11:49 LT (08:49 UTC)

22 January - Saudi forces disrupt WBIED attack
Naval operation Southern Red Sea Unknown time
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Assessment

Gulf of Oman - Persian Gulf

There were no significant maritime incidents in this area during January that have led to a shift
in the overall security situation. It is expected that there will be a period of repositioning in
relations between the United States and Iran, with the Biden administration now in place, and that
there will be a degree of caution shown by both sides. Iran, however, still has its regional foreign
policy and security objectives and might still take limited action in support of these.

Iran still has various means of putting pressure on regional states and the international
community. Aggressive enforcement of territorial waters demonstrates capabilities. Harassment
of vessels in transit from time to time is a reminder that Iran has seized and detained vessels in
the past under the pretext of political and commercial disputes. Direct attacks against merchant
ships also remain a potential tactic. The primary threat for attacks is still to tanker vessels,
particularly those with links to Saudi Arabia and the UAE such as ownership/flag or cargo.

25 L 4.%

The South Korean and Iranian deputy foreign ministers
in Tehran (Photo: Iran Foreign Ministry)

It is clear from the HANKUK CHEMI boarding and subsequent detention that Iran is still prepared
to take direct action in support of specific commercial disputes. The tanker was seized allegedly
under suspicion of polluting, but it was soon clear that this was a pretext for a wider dispute
between Iran and South Korea (the tanker is South Korean owned and flagged). Iran's government
rejected allegations that it had seized the tanker as leverage over oil revenues held in South
Korean banks due to US sanctions. However, several statements were then made about thosee
funds.

Moreover, the incident took place a week before a visit by South Korea's vice foreign minister to
Iran, which was expected to focus on the oil revenue. The dispute is ongoing, despite high-level
government talks. The case has also highlighted how sanctions disputes and the pressure on
Iran’s oil exports are pushing Tehran to take aggressive steps to push back against sanctions.

Other reporting has focused on measures that Iran has taken to boost its exports, including
sanctions-busting operations to trade refined products for Venezuelan crude oil that it can sell
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onward to China. By these and other measures, Iran has been able to get its oil export volumes
close to 50% of pre-sanction levels. But revenue frozen by South Korea (and others, notably
Japan) is still a central focus.

Forecast

Iran is likely to press for a return to the nuclear agreement that the US withdrew from, but
only under the previous conditions where sanctions were not in place. It is not clear if this
will be possible, but political positioning will continue. Iran will also retain options for other
actions to potentially increase the stakes in the current situation.

If Iran were to take action, directing it against the oil industry of Saudi Arabia remains a
relatively low-risk approach as this can be done with some degree of deniability through
proxy groups, both on land and at sea. Oil tanker operations are likely to be the main focus
of any maritime actions. It might be useful for Iran to continue its support of the Houthis
through the transfer of arms and related technologies. This allows it to keep pressure on
Saudi Arabia without being explicitly involved in any actions.

Further vessel seizures like the HANKUK CHEMI cannot be ruled out and Iran has ongoing
disputes with a number of countries over frozen funds. The case is similar to the STENA
IMPERO in 2019, seized by Iran as part of a dispute with the UK over a detained Iranian
tanker, which indicates a pattern of using such actions as a means to exert pressure.

Somali Basin - Gulf of Aden

The threat of Somali piracy remains elevated. It is mainly determined by current capabilities of
Somali pirates, which are limited to the range of small craft without support from mother ships
and is up to 500 nm from the Somali coast, although likely closer to 300 nm. This includes the
Gulf of Aden, the western Arabian Sea, and the Somali Basin.

Vessels in transit should expect encounters with local traffic, which might be fishermen, traders,
or smugglers (or all three). Skiffs will often pass close to merchant ships and the crew are likely
to be armed - even if they are not showing their weapons to avoid attracting attention from armed
guards. Such sightings represent a range of benign behaviour but could include approaches to
identify vulnerable vessels. It is not clear if the incident on 14 January was such an approach. A
ladder was reportedly observed but the CPA was 0.6 nm. Warning shots were fired by the armed
guards on the MYTRO but no aggressive manoeuvres by the skiff were reported.

There is also activity by Yemeni coastguard forces in the area, particularly close to the Bab el
Mandeb. Militia forces can also be active, and forces deploying from Yemen might not always be
easily identifiable. This location in particular is frequented by fishing craft, smuggling vessels,
and other local traffic. Large fleets of fishing skiffs operate from nearby Aden.
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Forecast

Local craft of various kinds will continue to be encountered in this area, which might
include cases where craft are difficult to identify. It might also include cases where vessels
in transit are directly threatened. Proximity to the Yemeni coast increases the possibility
of such cases.

Possible pirate approaches to identify vulnerable vessels are likely, even if the number of
actual attacks remains low. Correctly identifying pirate intentions can be difficult given the
volume of local — legal and illegal — traffic. Some 'subsistence’ level of piracy is expected
to be ongoing, although widespread attacks against large merchant vessels remain
unlikely. Isolated incidents cannot be ruled out.

Southern Red Sea

There were no substantial shifts in the overall threat situation in this area in January. There were
no further attacks against Saudi ports, such as the incident in Jeddah in December (see last
month’s report). However, Houthi actions against Saudi Arabia have continued, including drone
attacks. Saudi Arabia claimed an interception of a waterborne improvised explosive device
(WBIED), a so-called drone boat, on 22 January, following a similar interception on 09 December.

The use of WBIED boats by Houthi forces has been a frequent tactic, primarily to target coalition
military assets off Hudaydah and Jizan. Limited maritime attacks by Houthi forces remain
possible. There is still a threat to tanker vessels in transit, particularly those with links to Saudi
Arabia and — to a lesser degree - the UAE such as ownership/flag or cargo. There is also a
threat of collateral damage to merchant ships due to proximity to naval vessels during an attack.

The main threat for other vessels is becoming targets of opportunity. Ports north of Jizan might
be targeted from the sea. The likely intent is to damage and disrupt Saudi port operations rather
than to single out merchant traffic using the port. Nonetheless, this does mean that there is a
threat to vessel operations in all Saudi ports in the Red Sea.

Forecast

The Houthis are expected to continue their tactics of pressuring Saudi Arabia for political
concessions. In the first instance, attacks on land will be favoured. Maritime operations
could include the use of WBIEDs against port areas (likely) or tanker vessels linked to Saudi
Arabia (less likely). Further incidents should be expected.

For the vast majority of vessels in transit through the Red Sea, however, the threat is lower
and attacks against transiting vessels are currently not expected. It remains likely that the
focus of Houthi maritime actions — or similar maritime operations — will be to directly
target Saudi ports or local operations, although this still means that merchant vessel
operations could be affected.
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South East Asia

Events included in this report occurred between 1 and 31 January 2021, shown on the map below
(Source: Risk Intelligence System).

Incidents

03 January - Bulk carrier SBI ORION boarded
Armed robbery Muara Berau anchorage Indonesia 03:40 LT (19:40 UTC on 02 January)

25 January - Bulk carrier ARK ROYAL boarded
Failed theft Singapore Strait TSS 03:25 LT (19:25 UTC on 24 January)

28 January - Bulk carrier ELIVA boarded
Failed armed robbery Singapore Strait TSS 22:32 LT (14:32 UTC)

29 January - Bulk carrier VANTAGE WAVE boarded
Failed armed robbery Singapore Strait TSS 02:21 LT (18:21 UTC on 28 January)

30 January - Container ship KOTA NEBULA boarded
Theft General Santos City port Philippines 03:10 LT (19:10 UTC on 29 January)
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Assessment

Singapore and Malacca Straits, South China Sea, Indonesian archipelago

There were four incidents recorded in January: an armed robbery on a bulk carrier at anchor off
Samarinda and three failed boardings involving bulk carriers in transit in the Singapore Strait. The
low frequency of activity within the Singapore Strait that appears to have now come to an end
was possibly due to the rainy weather brought on by the north-east monsoon, forecast to end in
late January or early February.

Almost half of all reported incidents in South East Asia in the past 12 months took place in the
Singapore Strait. Following an incident-free period of six weeks, boardings returned on 25
January. While these generally pose a minimal threat to the crew, incidents can involve armed
perpetrators. As the borders of Indonesia, Malaysia and Singapore intersect in the Singapore
Strait, perpetrators seem to take advantage of jurisdictional challenges, improving their ability to

escape.
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Number of maritime security incidents in the Singapore and Malacca Straits
per month in 2019, 2020 and 2021 to date (Source: Risk Intelligence System)

There have been 47 incidents in the Straits of Malacca and Singapore over the last 12 months. Of
these, 39 occurred in the Singapore Strait and eight in the Malacca Strait. Of the total, 24 involved
bulk carriers, 14 involved tankers, four involved barges and other craft in tow, one involved a
container ship, and four involved other vessel types. Overall, more than 75% of all incidents
targeted vessels underway, all in the Singapore Strait, the others took place at anchorages (nine
incidents) and at berth (two incidents).

Barges underway are tempting targets because of easy accessibility and minimal risk of
confrontation with crew. However, such boardings are far outnumbered by boardings of tankers
and bulk carriers. As coastal authorities have increased the number of patrols, response times
are generally quick when incidents are reported. In these cases, even though perpetrators are
often armed with knives or machetes, it is unlikely that they will attack the crew.
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For the wider region, incidents typically encountered by vessels are non-violent boardings at
anchorages. Perpetrators usually board vessels undetected at night and target supplies and
engine spares while avoiding the crew. Such incidents have taken place in the Sunda Strait at the
Anyer, Cigading, and Ciwandan anchorages, along the Straits of Malacca and Singapore off
Batam, Belawan and Dumai, at anchorages off Samarinda, the Taboneo anchorage off
Banjarmasin, and off Tanjung Priok, as well as anchorages at some ports in the Philippines
(namely Batangas, Manila and General Santos) and the Vietnamese ports of Cam Pha and Vung
Tau. Although less frequent, boardings can also take place at berth as seen at Batangas,
Balikpapan, Batam, Belawan and Dumai.

Moreover, incidents at Dumai in December, at Batangas in August, and others elsewhere in
January and May are reminders that crew members may suffer injuries when perpetrators are
confronted. Crew alertness is generally an important deterrent. Incidents involving violence have
also taken place in the southern South China Sea off the Malaysian peninsula, north of the eastern
Singapore Strait, and farther south in the western Natuna Sea off Pulau Mapur, Indonesia.

No hijackings for cargo theft have taken place in South East Asia since 2017. In 2018, there was
only one reported incident which had the markings of a product theft attempt that involved the
LEE BO off Mersing, Malaysia in the South China Sea. The immediate arrest of the gang leaders
behind the incident in Batam might have stymied intentions of Indonesian groups to conduct such
operations.

Forecast

In the coming month, the threat of boardings of anchored vessels and vessels underway
for the purposes of theft or armed robbery is elevated. Higher threat locations include the
Belawan, Batangas, Dumai and Manila anchorages, the Merak, Panjang and other
anchorages along and near the Sunda Strait, the Singapore Strait, the southern South China
Sea off the Malaysian peninsula, as well as the Natuna Sea off Pulau Mapur, Indonesia.

The threat that locally trading tankers will be hijacked for product theft is moderate. The
frequency of these operations is very limited due to effective law enforcement. The threat
that internationally-flagged tankers will be hijacked for cargo theft is low; these incidents
generally involve tankers trading and registered in the region.

Sulu / Celebes Seas

The Abu Sayyaf Group (ASG), estimated to be left with less than 100 members, persists despite
continued pressure from the Philippines military, which has killed and captured dozens of ASG
militants in 2020, while many others have surrendered. Although the ASG has sporadically
kidnapped fishermen, there have been no successful kidnappings from merchant vessels in this
area since the SUPER SHUTTLE TUG 1 attack in March 2017. Similarly, ASG terrorist acts have
not targeted commercial maritime assets and there are no indications that attacks against such
targets will be carried out in the coming months.
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The only seafarers currently held by the ASG are four fishermen captured in January 2020. It is
unlikely that international merchant vessels operating in this area will be targeted for kidnap-for-
ransom operations, particularly within the designated transit corridors. It is likely that small craft,
fishing vessels and local merchant vessels operating in the vicinity of the Sulu archipelago from
the southern Sulu Sea area off Sabah to Zamboanga will be targeted.

Overall, small vessels remain vulnerable. Continued military and law enforcement operations in
the Philippines aimed at neutralising the ASG have also led to the rescue and release of abducted
seafarers. Kidnap-for-ransom activity has been trending downward following military actions by
Philippines security forces against the ASG, the main group involved in such attacks in this area.
In 2019, anti-ASG operations intensified, resulting in the deaths of ASG leaders and militants in
addition to the loss of speedboats, weapons and strongholds in Mindanao and the Sulu
archipelago. These operations continued in recent months.

Regular multinational naval exercises have also contributed to the suppression of kidnap-for-
ransom operations, as have maritime patrols involving Indonesia, Malaysia and the Philippines.
Military and police actions have been intensified elsewhere, maintaining pressure on the ASG and
other militants in Sabah (Malaysia) and North Kalimantan (Indonesia). Other factors include the
establishment of a coastguard station on Tawi Tawi, the Philippines' programmes to reintegrate
surrendering ASG militants, and Indonesia's land patrol training exercises.

The Philippines Coast Guard (PCG) has a significant presence in the Sibutu Channel and transiting
merchant vessels should expect to see PCG vessels and naval patrols. The PCG has also
deployed escort boats with sea marshals to protect domestic merchant vessels in the Moro Gulf.

Forecast

Small craft, tugs, local merchant vessels and in particular fishing trawlers remain most
vulnerable to ASG operations, whilst international merchant vessels could be targeted. It
remains to be seen whether the ASG or its affiliates maintain the capability to attack
merchant ships. However, with an estimated force of almost 100 ASG militants persisting,
vigilance remains important.

The overall threat that international merchant vessels in the Sulu and Celebes Seas will be
targeted for kidnap-for-ransom attacks is assessed as moderate, particularly for vessels
within the designated transit corridors. The threat level for small craft, fishing vessels and
local merchant vessels in the vicinity of the Sulu archipelago from the southern Sulu Sea
area off Sabah to Zamboanga to be targeted for kidnap-for-ransom operations is elevated.
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Definitions

Threat levels

The threat levels used in this report are as per the Risk Intelligence System and are assessed
based on the likelihood and consequence of a particular threat type occurring. The threat levels
are as follows:

e Low: Negligible impact on operations in the coming month due to the unlikely occurrence
of threat-related activity.

e Moderate: Some potential for minimal impact on operations in the coming month due to
occurrence of low- level threat-related activity.

e Elevated: Moderate impact on operations in the coming month is possible with some
threat-related activity expected to occur.

¢ High: Potential for major impact on operations in the coming month due to the occurrence
of significant threat- related activity.

e Severe: Potential for severe impact on operations in the coming month as significant
threat-related activity is ongoing or expected to occur.

Incident types

The report covers the threats of piracy and armed robbery at sea in various forms but does not
include other threats to merchant vessel operations such as stowaways or smuggling. All
possible contingencies cannot be covered by any assessment and this report only includes an
assessment of the threat for merchant vessels in general and not specific vessel types.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02
“Ruta Maritima 1.1 Mar Caribe”

1.- SITUACION ACTUAL

La situacion de seguridad maritima en el mar Caribe viene marcado por dos problematicas: el narcotréfico
y la delincuencia criminal. EI primero de ellos se materializa por las rutas maritimas de la cocaina que
principalmente salen de Colombia y Panama al Norte hacia los Estados Unidos, al Este hacia los paises del
Norte de Africa y Europa y con menor volumen al Sur hacia Brasil, Uruguay y Argentina. Por otro lado la
delincuencia criminal es recurrente y esta asociada a la pobreza o inestabilidad de los paises caribefios.
Esta delincuencia maritima se centra especialmente en robos sobre bugues de gran tamafio fondeados en
la zona de Venezuela, Ecuador y en menor medida Peru; y sobre embarcaciones de recreo en el arco sur
de las islas caribefias.

2.- VALORACION

Los EE.UU. lanzaron el 2 de abril de 2020, una operacion naval, para luchar contra el narcotrafico en el mar
Caribe, con un aumento significativo de la presencia naval y aérea en todo el Caribe por parte de Estados
Unidos y sus aliados que continua en marcha. Sin duda este incremento de la presencia naval en aguas
internacionales del mar Caribe mejorara la Seguridad Maritima.

El Golfo de México continlia siendo una region relativamente estable, a pesar de que se han registrado
cuatro incidentes en los ultimos 12 meses dirigidos a petroleros, buques de apoyo a plataformas petroliferas
en alta mar y pesqueros. Estos ataques se concentran en los estados de Campeche y Tabasco, en el sur
de México; y han consistido principalmente en el robo de objetos de valor personales y articulos que se
puedan venderse con facilidad en el mercado negro en el propio México. Estos incidentes pueden llegar a
ser violentos, con la voluntad de intimidar mediante disparos con armas de fuego.

A pesar de estos incidentes el Golfo de México continta presentando una amenaza de bajo riesgo para los
bugues mercantes.

Se considera que el nivel de seguridad en la zona es CRISIS.
3.- TENDENCIA

Es probable que continten los incidentes que afectaran a la Seguridad Maritima en los espacios maritimos
y fronterizos con Venezuela, ante el empeoramiento de la situacion politica y econémica del pais, agravada
por la pandemia del COVID-19. Se estima que la tendencia serd a SIN CAMBIOS.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02

“Ruta Maritima 1.2 Golfo de Guinea”
1.- SITUACION ACTUAL

El 95% de los secuestros realizados por la pirateria maritima en 2020 ocurrieron en el Golfo de Guinea, con
un total de 135 personas secuestradas para exigir un rescate. El objetivo principal de estos ataques son las
dotaciones buscando en primera instancia el secuestro de los miembros relevantes y después sus bienes
personales, perpetrando ataques rapidos con uso de armamento, incluso antes de intentar abordar el buque
hostigado.

El 24 de junio, Nigeria se convirtio en el primer pais del Golfo de Guinea en promulgar una ley independiente
para combatir la pirateria, cumpliendo con los requisitos internacionales, y el 12 de agosto emiti6 las
primeras condenas en base a esta ley. Esto ha tenido como consecuencia que la accion de los piratas ha
sido aun mas violenta y se ha incrementado el nimero de ataques a buques con empleo de fuerza y
secuestro de marinos.

Por su parte la UE, dentro del concepto de Presencias Maritimas Coordinadas aprobd un Proyecto Piloto
para el Golfo de Guinea. El Proyecto inicialmente presentado por el Servicio Europeo de Accién Exterior se
es mas ambicioso que la propuesta nacional de una mera coordinacion de fuerzas ahi presentes, sin
generacion de nuevas, y sin creacion de nuevas estructuras administrativas ni de aportaciones financieras
ni de personal adicionales.

2.- VALORACION

Las acciones de los estados riberefios del golfo de Guinea, junto con las iniciativas internacionales como la
presencia maritima coordinada de la Union Europea en la Regidn, creadas durante este periodo estan bien
orientadas hacia la mejora de la pirateria en la zona. Pese a estos avances se considera que el nivel de
seguridad en la zona se mantiene en CRISIS.

3. TENDENCIA

No se prevé para los proximos meses una alteracion de las tendencias descritas en el ambito de la seguridad
maritima, y se considera que la amenaza procedente de la pirateria para los navegantes espafioles en el
Golfo de Guinea sigue siendo moderada.

No se estima que haya cambios a corto plazo, por tanto la tendencia sera a SIN CAMBIOS
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“Ruta Maritima 2.1 Estrecho de Gibraltar”

1.- SITUACION ACTUAL

Existe una fuerte presion policial sobre las organizaciones criminales que se ejerce en la zona del Campo
de Gibraltar por las Fuerzas y Cuerpos de Seguridad para la represion de sus actividades. Asi, junto a la
actividad delictiva de los desembarcos de hachis en estas costas, desde principios del presente afo se ha
detectado un incremento de las actividades de apoyo logistico a estas organizaciones, principalmente el
relacionado con el aprovisionamiento en el mar de combustible a embarcaciones semirrigidas desde
embarcaciones recreativas o desde otras semirrigidas para facilitar la comision del delito de trafico de
drogas. Este hecho supone un riesgo para la seguridad maritima ya que, a menudo, las embarcaciones que
transportan la gasolina en grandes cantidades, navegan a alta velocidad sin medidas de seguridad,
dispositivos de localizacion o sefializacion, tanto de dia como de noche causando grave peligro de colision
0 atropello.

La presencia de personal de organizaciones criminales en el mar territorial costas a bordo de embarcaciones
semirrigidas puede traer consigo la comision de otros delitos, en principio no relacionados con el trafico de
drogas, como pudiera ser la perpetracion de actos de pirateria sobre otras embarcaciones que naveguen
por la zona.

Continda la posibilidad de un atentado yihadista contra infraestructuras criticas y medios de transporte en el
estrecho de Gibraltar, por el intenso transito de buques mercantes y de pasajeros y por ser punto de
repostaje y abastecimiento de buques que lo atraviesan. Aunque los radicales tienen intencion de atacar no
se tiene constancia de que tengan de capacidad para hacerlo.

2. VALORACION

La presencia de personal de organizaciones criminales en el mar territorial costas a bordo de embarcaciones
semirrigidas puede traer consigo la comision de otros delitos, en principio no relacionados con el trafico de
drogas, como pudiera ser la perpetracion de actos de pirateria sobre otras embarcaciones que naveguen
por la zona.

Aunque los numeros de incidentes en el estrecho de Gibraltar se hayan reducido, la actividad de la
inmigracion ilegal y el trafico de drogas y contrabando de tabaco se sigue produciendo en niveles
preocupantes.

La situacion de seguridad se estima en CRISIS
3. TENDENCIA

La tendencia consecuentemente sera la de SIN CAMBIOS.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02
“Ruta Maritima 2.2 Mediterraneo Central”

1.-SITUACION ACTUAL

Libia se encuentra actualmente en la situacion de conflicto bélico con dos bandos claramente definidos el
Gobierno de Acuerdo Nacional (GAN), reconocido por la ONU y el Ejército de Nacional Libio (ENL), no hay
un gobierno universalmente reconocido. La situacion actual es de tensa calma ante las negociaciones que se
estan realizando y el poder se disputa Ultimamente en la circunscripcion de Sirte entre las facciones del
Mariscal Haftar, que controla el ENL y Serraj, este Ultimo escogido por la Comunidad Internacional. Esta
situacion dificulta la lucha contra el terrorismo, asi como el control de la costa y las aguas territoriales.

El despliegue de Turquia se compone por dos fragatas clase “G”, para prestar apoyo al GAN, entre otros
cometidos escoltando a bugues mercantes con armamento con destino a Tripoli y Misrata. La operacion IRINI
de la UE en el Mediterraneo Central esta creando situaciones de tension con los buques mercantes que
transportan armamento o materioal de doble uso a Libia.

En el pais permanece la presencia de DAESH y Al Qaeda, que mantienen un cierto grado de actividad contra
las fuerzas del GAN y ENL e instituciones publicas. Sin embargo, no se dispone de informacion sobre la
existencia de planes de ataque del DAESH-L dirigidos contra infraestructuras maritimas o buques.

2. VALORACION

La valoracion para la seguridad maritima por la amenaza yihadista, incremento de presencia naval y la
inmigracion irregular se mantiene en INESTABLE.

3. TENDENCIA

Es probable que con la llegada de la época invernal, la inmigracion desde las costas libias y tunecinas se
reduzca levemente, ademas el aumento de la presencia naval tanto turca como de la operacion de la UE Irini,
en las costas libias puede provocar inestabilidad en la region. Por ello, se estima que la tendencia sea de SIN
CAMBIOS.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02
“Ruta Maritima 2.3 Canal de Suez”

1.- SITUACION ACTUAL

No se han producido grandes cambios en la situacion de seguridad maritima correspondiente al periodo de
marzo a septiembre de 2020 del semestre anterior.

El Canal de Suez transcurre enteramente por territorio de la Repiblica Arabe de Egipto y esta fuertemente
asegurado por el ejército egipcio sin que se haya presentado ningun tipo de incidente que afecte a su
seguridad maritima en los ultimos afios.

En todo caso, la amenaza terrorista en la peninsula del Sinai que plantean grupos afines a DAESH que no
han sido eliminados del todo por el ejército egipcio, podria llegar a afectar, al menos en teoria, a esta
infraestructura fundamental para Egipto y para la navegacion internacional.

No ha habido incidentes relacionados con terrorismo en las cercanias del Canal desde el verano de 2015.
2.-VALORACION

Se considera poco probable que exista presencia de elementos terroristas en la zona del Canal, pero de
haberla, dichos elementos tendrian la intencion de atacar a los buques en transito. Por otra parte, se estima
poco probable que tengan capacidad para ejecutar los ataques, habida cuenta de los esfuerzos de las
autoridades egipcias para preservar la seguridad del canal. Por todo lo anterior, se valora que la amenaza
en el Canal de Suez es INESTABLE.

3.-TENDENCIA

No se prevé nuevos factores que modifiquen la tendencia de la situacion de seguridad en el canal de Suez,
que se mantiene a SIN CAMBIOS.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02
“Ruta Maritima 3.1 Estrecho Bab el Mandeb”

1. SITUACION ACTUAL

La seguridad maritima en el estrecho de Bab el Mandeb sigue determinada por el conflicto de Yemen, que
sigue enquistado y se han producido solamente timidos avances a nivel politico. La guerra sigue en una
fase que combina las negociaciones con los enfrentamientos armados entre la coalicion arabe, liderada
por Arabia Saudi, y los huties.

2. VALORACION

En este contexto, los ataques huties en este periodo sobre embarcaciones o petroleros saudies en el
estrecho de Bab el Mandeb y el mar Rojo continian siendo escasos, pues las principales contiendas se
han librado en territorio yemeni. Sin embargo, esto no ha impedido que se hayan reportado al menos dos
incidentes sobre dos buques en el mes de mayo. Cabe esperar que, mientras siga abierta la ventana de
las negociaciones, este tipo de incidentes continden sin ser frecuentes. Aun asi, persiste el riesgo de
ataque huti sobre barcos pertenecientes a la coalicion, o sobre otros de diferentes banderas que se
conviertan en objetivo por error.

Se considera que el nivel de seguridad en la zona es CRISIS.

3. TENDENCIA

La volatilidad del conflicto y la adaptabilidad de los recursos de presion que utilizan los huties, segin sus
intereses politicos en cada momento, puede llevar a un incremento en el uso de estos ataques por lo que
se considera que el nivel de amenaza a la seguridad maritima sigue siendo alto. Se estima que la
tendencia serd a SIN CAMBIOS.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02
“Ruta Maritima 3.2 Cuenca Somali”

1.- SITUACION ACTUAL

Durante el periodo de este informe la principal amenaza para el tréfico maritimo en esta ruta ha seguido
siendo originada por la pirateria maritima de origen somali. Las estadisticas confirman que los efectos de
esta actividad criminal se encuentran controlados, teniendo lugar aproximaciones a barcos y ataques de
forma esporadica que pudieran estar relacionados con la pirateria, pero sin que ningln intento de ataque
haya podido vincularse con claridad con la pirateria o el terrorismo.

Destaca el evento ocurrido en agosto al mercante de bandera panamefia AEGEAN I, que fue descartado
como pirateria. Tras una averia en la propulsion del buque que le obligb a fondear en la costa somali
ocurrieron unos incidentes entre la seguridad privada del barco y policia maritima local. En la verificacion de
la situacion de seguridad del barco y del incidente intervino la fragata Santa Maria de Armada espafiola
integrada en Atalanta. Por otra parte, el 19 de agosto de 2020 fueron liberados tres iranies que habian
permanecido secuestrados en Somalia tras un incidente de pirateria que tuvo lugar el 22 de marzo de 2015.

2. VALORACION

La actividad de pirateria maritima en la Cuenca de Somalia sigue sin erradicarse, pero que de momento
esta bajo control por las medidas adoptadas en el plano internacional, las buenas practicas tomadas por los
barcos, la presencia naval como la operacion ATALANTA y sobre todo por la presencia de los equipos de
seguridad a bordo de los barcos.

Las organizaciones terroristas de Al Shabaab y DAESH-Somalia, suponen un riesgo para la seguridad
maritima en el Cuerno de Africa, no sélo por la amenaza que proyectan de forma directa a través de su
actividad terrorista, sino también de forma indirecta por los tréficos ilicitos que realizan, drogas, armas o
redes de trata de seres humanos, y que suponen una fuente de ingresos que permite su subsistencia,
posibilitando su actividad insurgente.

Otro factor que sigue contribuyendo a cierta inseguridad en la ruta son las derivadas de las actividades de
pesca, tanto legal como ilegal (IUU fishing), especialmente ante la confusion generada por las licencias
emitidas por distintas autoridades somalies, e incluso la interrelacion existente con los propios piratas.

Se considera que el nivel de seguridad en la zona es INESTABLE.
3. TENDENCIA

No resulta previsible un cambio notable en la tendencia descrita, ya consolidada durante varios afios, salvo
algun incidente aislado, cuya probabilidad sera menor cuanto mas se cumplan las buenas practicas en la
navegacion por parte de las embarcaciones que transitan por la ruta. Sea como sea, los escasos progresos
de Somalia en materia de seguridad y estabilidad siguen determinando que la contencion de la pirateria
maritima descanse en gran medida en las iniciativas internacionales, ya que los piratas siguen disponiendo
de intenciones y medios.

La tendencia para los préximos seis meses se valora SIN CAMBIOS
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-01
“Ruta Maritima 3.3 Canal de Mozambique”

1.- SITUACION ACTUAL

La situacion de seguridad maritima en el canal de Mozambique viene marcado por dos factores: la toma del
puerto de Mocimboa da Praia por la insurgencia y el aumento de su organizacion y capacidades maritimas.

El primer factor permite que la insurgencia tenga establecida una base de operaciones maritimas estable
sobre la zona de la provincia de Cabo Delgado.

El segundo factor viene mostrando un incremento de capacidades tanto en factor humano como en equipo
y material utilizado por la insurgencia. Se tiene constancia de abordajes a buques mercantes en fondeaderos
de la zona asi como de ataques a poblaciones civiles en islas del litoral mozambiquefio.

El objetivo que persigue la insurgencia con estos ataques es el robo de comida, mercancias y llevar a cabo
actividades ilicitas como secuestros de civiles.

2. VALORACION

No se conoce la existencia de factores determinantes que afecten a la navegacion en la zona, aunque ha
quedado demostrado que pueda existir algunos grupos que puedan cometer de forma puntual algun acto
maés relacionados con la delincuencia comdn que con una pirateria organizada en la zona. La insurgencia
ha abordado a embarcaciones de cabotaje tradicionales de la region y no se tiene constancia de sus
capacidades para realizar asaltos al trafico mercante internacional.

El nivel de seguridad en el Canal de Mozambique se estima como NORMAL.
3. TENDENCIA

Aunque no puede descartarse la posibilidad de nuevos ataques en el futuro debido a la presencia de grupos
criminales, la tendencia se considera seguira DETERIORO.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-01
“Ruta Maritima 4.1 Golfo Pérsico”

1.- SITUACION ACTUAL

El estrecho de Ormuz es un paso estratégico para el transito comercial internacional de petrdleo y gas. El
30% del crudo consumido a nivel mundial y mas del 80% de la produccion de la zona del golfo Pérsico
atraviesan esta zona.

Ir&n sigue haciendo frente a la politica de “méxima presion” de los EEUU y a las acciones de contencion de
sus archienemigos Israel y Arabia Saudi para aislar al pais en una batalla por la hegemonia en la region.
Pese a que no ha hecho ninguna concesion en los asuntos que méas conciernen a Occidente (Golfo, Siria,
Libano, Irak), tras la muerte de Qassem Soleimani, el fuerte impacto de la crisis del COVID-19 y la crisis
economica, Iran parece haber optado por una postura mas discreta y menos agresiva. La tension entre
EEUU e Irén es una de las grandes crisis geopoliticas actuales.

Contindan las dos operaciones navales relacionadas con la seguridad maritima en la region, la operacion
«Sentinel» liderada por los EE. UU. y la Operacion «Aegnor» liderada por Francia con paises de la Union
Europea, estas han favorecido la mejora de la seguridad maritima en el Golfo. Iran intentd reaccionar
politicamente presentando en la Asamblea General de las Naciones Unidas la “Hormuz Peace Endeavour
(HOPE)", una iniciativa abierta a los paises vecinos y a la propia ONU para garantizar la libre navegacion y
la seguridad maritima en la region.

2. VALORACION

La valoracion de la seguridad maritima en el golfo Pérsico y estrecho de Ormuz en los momentos actuales
se considera CRISIS.

3. TENDENCIA

La mejora de la situacion maritima en la region hace que la tendencia de la situacion de seguridad maritima
a corto plazo sea de .
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02
“Ruta Maritima 4.2 Mar Arabigo”

1.- SITUACION ACTUAL

Existen unos 35 barcos pesqueros espafioles que faenan en el mar Arabigo y que suelen hacer escala en
las islas Seychelles 0 Madagascar. Durante el periodo de este informe no se han recibido informes de estos
pesqueros factorias en la zona del mar Arabigo en las que se hayan denunciado aproximaciones
sospechosas de esquifes a los pesqueros espafioles. En los que los equipos de seguridad a bordo tuvieran
que hacer disparos de advertencia, tras lo cual los esquifes abandonaban siempre la aproximacion.

La situacion en el mar Arabigo condicionada por numerosos conflictos politicos y militares es propicia al
trafico maritimo relacionado con el trafico de armas, drogas y de seres humanos, especialmente entre
Yemen y Somalia. Especialmente, el trafico de armas por el mar Arabigo es significativo, por un lado con el
apoyo de Iran a los rebeldes huties en Yemen y por otro, el apoyo de Arabia Saudi y los Emiratos Arabes
Unidos a la coalicion liderada por Arabia Saudi de apoyo al régimen yemeni.

2. VALORACION
El nivel de seguridad maritima en el Mar Arabigo se estima como INESTABLE.
3. TENDENCIA

Es probable que la situacion de seguridad a corto plazo no sufra cambios, con excepcion de las condiciones
meteoroldgicas de los monzones en la zona. Por lo tanto la tendencia seguira SIN CAMBIOS.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-02
“Ruta Maritima 5.1 Mar de China”

1.- SITUACION ACTUAL

No se han producido cambios significativos en el periodo de este informe desde el mes de marzo al de
septiembre de 2020 con respecto al semestre anterior en la que la seguridad maritima en la zona sigue
marcada por los dos mismos factores:

Por un lado, la actividad del grupo terrorista de &mbito islamista «Abu Sayyaf», que opera sobre todo en las
aguas que bafian las costas de Malasia, Filipinas e Indonesia. Este grupo juro fidelidad al DAESH y se ha
convertido en una de sus franquicias mas activas en el sureste asiatico que esta lejos de resolverse. No se
conocen capacidades especificas de este grupo que puedan suponer una amenaza contra la seguridad
maritima.

Por otro, la importancia estratégica que tiene el mar del Sur de China por las razones siguientes
- La creciente tension regional que esta creando la pujanza de la Republica Popular de China.

- Sus potencialmente enormes recursos de hidrocarburos sin explotar

- Tiene el 10% de los recursos pesqueros mundiales

- 'Y el tréfico maritimo, de unos 100.000 buques al afio, comparados con los 16.500 de Suez o los 12.000 de
Panama. El estado que controle este mar controlaria el comercio mundial, y por tanto, sera la potencia
hegemonica.

El Mar del Sur de China (MSCh) es un escenario geoestratégico de primer orden para la politica exterior de
Pekin, que se refleja también en su comportamiento inflexible a la hora de hacer cualquier tipo de concesion.
Se trata al mismo tiempo de uno de los pilares basicos de su Iniciativa de la Franja y la Ruta (BRI, por sus
siglas en inglés). El escenario de disputas por la soberania de islas, islotes o la delimitacion en general de
los espacios maritimos (Filipinas, Malasia, Vietnam, Brunei, Taiwan e Indonesia, en menor medida, tienen
reclamaciones territoriales), refleja un contexto regional de gran volatilidad. China ha negado la validez del
laudo arbitral de julio de 2016 en el marco de la Convencion sobre el Derecho del Mar (CNUDM) -a raiz de
una reclamacion de Filipinas- en el que se niegan sus pretendidos derechos histéricos sobre el MSCh y ha
priorizado la relacion bilateral con cada uno de los Estados reclamantes y la creacion al margen de la
CNUDM de un Cédigo de Conducta que no cree vinculos juridicos.

Los paises del Sureste Asiatico han buscado una solucion negociada con China, de ahi la negociacion del
Caodigo de Conducta en el Mar del Sur de China, aunque sin muchas expectativas de lograr resultados. Esto
se debe a la divergencia de las posturas (China rechaza cualquier documento vinculante al mismo tiempo
que continta consolidando su presencia en la region a través de la “construccion” de islotes y militarizacion
progresiva), y a la falta de unidad de los miembros de ASEAN, bien sea porque sus pretensiones y
estrategias son diferentes o por la influencia de China, especialmente importante en algunos de ellos, asi
como por la participacion de Estados miembro de ASEAN que no tienen reclamaciones territoriales en el
Mar el Sur de China.

China se muestra, sin embargo, intransigente a cualquier injerencia de EEUU, la UE o Japon en la region.
EEUU, Reino Unido y Francia han realizado Freedom of Navigation Operations (FONOPSs) periddicamente
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para negar la pretendida soberania china. Podemos comprender la importancia trascendental que tiene para
China el MSCh.

China continta impulsando una politica de hechos consumados aln a sabiendas de que actua contra el
Convenio de NNUU de Derecho del Mar. Pekin decidio dar nuevos nombres a 25 grupos de islas y arrecifes
y a 55 entidades geoldgicas submarinas dentro de la denominada “linea de 9 puntos” del Mar del Sur de
China, cuya soberania reclama.

La posicion de China y Estados Unidos con respecto a la libertad de navegacion y la militarizacion del Mar
del Sur de China se endureceran, y es probable que la relacién sea mas tensa entre las fuerzas armadas
chinas y estadounidenses en el sudeste asiatico.

2. VALORACION

Debido a las tensiones entre China y los Estados Unidos en el Mar de China el nivel de seguridad en esta
region es INESTABLE.

3. TENDENCIA
La tendencia a corto plazo en esta ruta, por tanto, seré la de SIN CAMBIOS.
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INFORME DE SEGURIDAD PARA EL TRAFICO MARITIMO 20-01
“Ruta Maritima 5.2 Mar de Japén”

1.- SITUACION ACTUAL

No se han producido incidentes significativos que modifiquen la situacién de seguridad maritima en esta
region en el periodo de marzo a septiembre del 2020. El Mar de Japdn es el espacio encuadrado entre el
archipiélago nipdn al este, la peninsula coreana al sur, la masa continental rusa y la isla rusa de Sajalin al
norte; su denominacion es controvertida y se reclama su modificacion por parte de las dos Coreas

El conflicto de la peninsula coreana es el principal foco de tension en la zona, cuya duracion desde 1953
junto con el programa balistico nuclear norcoreano, justifica la presencia norteamericana en el Japon y Corea
del Sur. Esta presencia es fuente de tension para Rusia y para China que se sienten amenazadas por
capacidades militares norteamericanas como el escudo antimisiles THAAD en Corea del Sur.

Corea del Norte sigue aplicando un doble juego, en el que por un lado celebra cumbres al mas alto nivel con
Corea del Sur y los EEUU, mientras que sigue adelante, aunque de forma moderada, con las pruebas
balisticas sobre el mar de Japon.

2. VALORACION

El Mar de Japon (MdJ), cuya denominacion es controvertida y se reclama su modificacion por parte de las
dos Coreas. Este mar sirve de escenario de ensayos balisticos por parte de RPDC, con mas de una docena
de lanzamientos en 2019 y cuatro en marzo de 2020. También existe una disputa de soberania entre Japon
y Corea del Sur en torno a las islas Dokdo/Takeshima, administradas por Corea del Sur desde 1954 y
reclamadas anualmente por Japon.

Por lo expuesto valoracion de seguridad como INESTABLE
3. TENDENCIA

Es posible que las diferentes aproximaciones realizadas por Corea del Norte con su vecino de Corea del
Sur y los EEUU propicien una distension en la zona del mar de Japon y tenga lugar una reduccion del
programa balistico norcoreano y por lo tanto una mayor seguridad maritima en esta zona.

La tendencia a corto plazo sera consecuentemente a MEJORA.
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