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The most economical majority of the world commercial transportation is done by sea.

Increasing demand every day increases the volume of maritime trade. Approximately 80%

of world trade is imported and exported by sea. It continues to grow rapidly in parallel

with the development of world maritime trade. Piracy is one of the main threats to the

maritime industry. While there is a rapid increase in maritime transport, there is a rapid

increase in sea piracy activities in some transit areas of maritime trade routes such as the

Gulf of Aden, Somalia and the Strait of Malacca. Pirate attacks are increasing especially

in Southeast Asia, the Gulf of Aden and Somalia. And ship piracy activities are becoming

more and more complex. Such activities are now better organized. Its consequences are

also more severe than before. In this study, the measures to be taken to prevent piracy on

merchant ships were examined practically. It has been tried to reveal how the measures

are applied in commercial ships with real observations from ships. In addition, suggestions

were made in the study about the importance of the subject. The growing risks of transport

operations, especially in maritime transport, constantly need to be minimized. The main

means of minimizing these risks are precautions. There are approved hijacking escape

scenarios. The main ones include: the scenario of the crew’s survival in the event of the

seizure of the vessel (the crew closes in a compartment where there is a supply of water

and food, in case such a situation arises, the cargo can be stolen, but the crew will remain

safe and sound); protecting the vessel with the available means of the crew (water cannons,

water pumps, iron wire and other available means); armed guards on board the ship;

escort of the ship or groups of ships by special ships carrying out protection. The management

of the shipping company or, in the case of a particularly valuable cargo, the charterer will

hire a security company. The choice of this or that scenario is carried out taking into

account the developed logistics and increasing the efficiency of transportation.
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Introductýon and the problem statemant
About 80% of the world trade is transported by

sea, about 50 thousand merchant ships sail in the
world’s seas, 15 million containers are circulated,
over 230 million trips are made and 6 billion tons of
cargo is transported [1, p. 58].

Most of the world’s maritime trade passes
through narrow waterways such as Bab el-Mandap,
Strait of Hormuz, Malaka Strait, Suez Canal and

Panama Canal, which are risky for navigational safety
and attacks [2].

World maritime trade has been directed to
China and other Asian axis lines due to the intense
exports due to cheap labor and natural resources,
and final consumption has brought the demand for
transportation from Asia to Europe and the USA.
Maritime Transportation has increased rapidly and
it is estimated that world maritime trade will continue
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to grow in parallel with the development of world
trade [3].

About 7000 ports are used in world maritime
trade. Approximately 50% of the world container
trade is handled at 20 mega ports. Ports, especially
large ports, are a source of potential security threats
as thousands of containers are handled every day.
The economic effects of the attack on only one of
the nearly 50 thousand merchant ships in motion
around the world have affected the global economy,
and maritime security is also the security of the global
economy. The main threats to the shipping industry
are illicit drug trafficking, illegal activities, stowaways,
slave trade, piracy and terrorism. According to the
International Maritime Bureau (IMB) Report, it is
stated that piracy poses a potential threat to maritime
terrorism, piracy and terrorists use similar tactics,
act in a narrow geographical area, piracy and
terrorism overlap and the interaction between them
is increasing [4].

According to security experts; Pirates usually
attack on commercially strategic waterways, with
most attacks occurring in Somalia and Southeast
Asia [5].

Piracy is more common in regions near nodes
such as canals, straits and isthmuses, where maritime
trade routes are concentrated, and especially in areas
where there is a vacuum of authority and out of
control, and it has become an important source of
income. In general, piracy is defined as all unlawful
acts, including violent attacks, by non-state actors
or private individuals, without any connection with
the state, against other ships, cargo, property and
people on their own or their organizations’ ships
and vehicles to gain benefit are verbs [7, p. 119-151].

In terms of maritime security, one of the threats
to energy security is piracy. On the routes of tanker
transportation, seven critical points, which are
generally called nodal points, are the regions most
under threat [8, p. 161].

Purpose of the article
Development of practical recommendations for

minimizing the risks of transport operations is the
aim of the article.

Presentation of the main material
When using sea routes, it is necessary to

consider the shortest distance. While short distances
are preferred in terms of time and cost, cruising on
tried and reliable routes is also important. Leaving
the Persian Gulf and the Strait of Hormuz as their
main exit point, the tankers reach Europe via the
Bab el Mandeb Strait and the Suez Canal, reach
China, Japan and the USA through the Strait of
Malaga, and east of North America via the Cape of
Good Hope. In addition, sea routes from Africa to
Europe and North America, from the North Sea to
Europe, from South America to North America are

also used extensively. These points, which may harm
maritime energy transport if closed, are the Strait of
Hormuz, the Strait of Malaga, the Bab El Mendeb
Strait, the Turkish Straits, the Panama Canal, the
Danish Straits and the Suez Canal [8, p. 150-151].

Sea transportation, which is a cheap method
in oil transportation, is an issue that should be
considered in ensuring energy security for both
importing and exporting countries, where
approximately 2/3 of oil trade is carried out. 34% of
maritime trade in the world is carried out in the
form of transportation of oil and petroleum products.
The ability to transport natural gas by sea is a more
costly option. Natural gas, which can be loaded into
tankers as LNG, becomes liquid by cooling, keeping
it cold with special methods during transportation
and re-gasification for end-use are the items that
constitute the cost. Despite this, it is considered
economical to transport LNG over distances
exceeding 3000 Km. According to 2012 figures, 31.7%
of natural gas trade was carried out in LNG format
[8, p. 147-158].

Of the 3613 Bcm (Billion Cubic Meters- Billion
Cubic Meters) produced in 2016 (2673,62 mtons.
Converted according to BP Approximate Conversion
Factors), 258 Mtons of natural gas were transported
by sea transport [9]. Supply LNG shipments in 2016
constitute 9.6% of the total natural gas production.
In the Gulf of Aden, where an average of thirty
thousand ships pass annually, an annual loss of 25
billion dollars arises due to the ships hijacked or
attacked by Somali pirates [10]. In 2008, when 111
ship attacks took place, NATO carried out the task
of combating piracy with the decision of the United
Nations Security Council (UNSC). In addition,
countries such as the USA, the EU, China, the
Republic of Korea, Russia, and Japan have also
carried out protection duties in the region by using
national initiative. As it can be understood from the
importance given to the Gulf of Aden, which is one
of the main energy transit points, the international
community does not tolerate threats to energy
security [11].

Other high risk areas; West Africa, Tanzania,
Peru, Bangladesh, Malaysia, Malacca and Singapore
Straits, especially offshore of Nigeria, South China
Sea including Crystal, Radisson Seven Seas and
Silverseas (Fig. 1, 2).

In Fig. 3 high risk areas are shown on the map.
Piracy, which is frequently seen in maritime

areas where maritime trade is intense but where
authority and control is weak, and has become a
profitable sector for bandits, is the act of private
individuals against commercial ships, personnel or
cargo with their own boats, without any state
connection, in line with their own interests. denotes
attacks. Unlike piracy, bandits here engage in such
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Fig. 1. Peninsular Somalia and Gulf of Aden vs. Nigeria and Gulf of Guinea

Fig. 3. High Risk Area map determined by maritime authorities

Fig. 2. Southeast Asia – South Asia and Bangladesh
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acts of violence without any legal basis [5].
In order for our ships to be seaworthy, they

must be suitable for the cargo, suitable for severe sea
conditions, fuel storage suitable for the voyage,
employment of qualified employees, as well as
sufficient in terms of safety. Unfortunately, our ships,
which are one of the most important in transit
transportation, are the target of pirate attacks, and
therefore, the measures to be taken during the pirate
zone crossings gain even more importance.

There are also works named [6] and [9] prepared
jointly by international maritime organizations and
the minimum precautions we need to take for our
ships to be seaworthy as security while passing
through the pirate zone.

1. Control List:
– staff briefing and training;
– assigning extra watchdogs and adjusting shift

lists;
– laying fire hoses;
– keeping the fire pump ready at all times;
– laying of barbed wire;
– removing the outer door handles and

supporting the doors from the inside;
– preparation of off-ship communication plan

and automatic messages;
– testing the iridium phone;
– collection of portable ladders outside;
– making safe assembly point preparations;

– placement of false puppet spotters;
– switching to the machine room shift system.
Ships can receive armed protection, although

it is not mandatory when crossing the pirate zone.
Ships that do not receive armed protection have to
navigate in convoy, accompanied by coalition ships
in the region (Fig. 4, 5).

Armed guards joining the ship are required to
test their weapons before crossing the danger zone.

2. Personnel Information
Before entering the risky area, the captain

organizes a meeting with the crew and explains the
importance of the current situation and the work to
be done. In this meeting, the precautions to be taken
before crossing the pirate zone, the things to be done
during the cruise and the rules to be followed are
explained. The entire checklist and planning should
be reviewed at this meeting. In addition, a sample
drill should be made.

3. Assigning Extra Watchers and Adjusting the
Shift Lists

In pirate zone crossings; During standard
navigation, there is also a lookout on the bridge
besides the watch officer. These spotters should be
increased at pirate zone crossings and shifts should
be adjusted to be as short as possible. Sufficient
binoculars should be kept on board for extra spotters.
Radar echoes should be taken into account during
navigation and the captain should be informed

 
Fig. 4. Ammunition count of the armed guards joining the ship (sample of Ya-Sa Golden Horn ship)

Fig. 5. View of the Ya-Sa Golden Horn during transit

without delay in case of doubt.
4. Fire Hoses Laying
Using water spray is a very effective method to

deter or slow down hackers. The use of water makes
it significantly more difficult for the pirate boat to
stay aboard the ship and for pirates to climb aboard.
Overflowing ballast tanks with water spray, where
applicable, will also make climbing difficult and even
create a water curtain on the deck, making walking
almost impossible.

For water spray application, the existing fire
hoses on the ship are connected to the hydrants and
fixed to the side poles and the nozzle is adjusted
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slightly downwards. Below is the application of the
fire hose on the ship named Ýnce Akdeniz in Fig. 6.

6. Keeping the Fire Pump Ready at All Times
As in Fig. 5 above, after the fire hoses are laid,

the fire pump should be kept ready to be operated at
any time. Fire pumps and fire hoses must be
pressurized and tested before passing through the
hazardous area (Fig. 7). No maintenance should be
performed on the fire pump and installation unless
it is necessary during the risky area transition.

7. Laying Barbed Wires and Creating a Barrier
Pirates usually prefer light, hooked ladders or

long hook masts to climb aboard. Barbed wire and

barriers are used to make entry to the ship as difficult
as possible. Weak spots where pirates can enter the
ship should be identified and appropriate wire or
barrier application should be made. Barbed wire is a
very effective method of making ship entry difficult
and is widely used on ships.

The barbed wire application of the Stile Rocher
ship is given in Fig. 8–9 below.

Double layers of barbed wire should be drawn
around the ship so that there is no gap, and it should
be ensured that these wires are equipped to withstand
strong weather conditions. On the other hand, one-
sided openable wire barrier application is shown
below in Fig. 11-12. Weak points of access to the

Fig. 8. The barbed wire application of the Stile Rocher ship

Fig. 9. Wire barrier application that can be opened on one side

of the Stile Rocher ship

 
Fig. 6. Fire hose application on the ship “Ýnce Akdeniz”

 
Fig. 7. Pressurized water application with fire hoses at pirate

zone crossings on a commercial ship

Fig. 10. Example of a door with a bolt from the inside of the

ship Stile Rocher
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ship and accommodation should be identified and
appropriately blocked. Barriers that can be opened
on one side are a very effective method in this regard.

8. Removing the Exterior Door Handles and
Supporting the Doors from the Inside

All the doors opening to the living area can be
made to be used from the inside by removing the
handles from the outside. Doors whose handles
cannot be removed can be made non-functional by
removing the nuts connected with the handles from
the inside. Another method is to install a bolt on the
back of the door (Fig. 10).

Making it difficult to open interior doors as
well as exterior doors will save us a lot of time. For
this, boards or iron planks cut at the height of the
door handle should be kept ready behind each door.
At the time of escape to the safe point, the door
should be closed and the available planks should be
tightened to support the door handle.

9. Preparation of Non-Ship Communications Plan
and Automatic Messages

Routine reporting before and during the
dangerous zone transition is vital. The most important
of these reports are the ones to be made to UKMTO
(The UK Maritime Trade Operations) and
MSCHOA (The Maritime Security Center Horn of
Africa). These generally consist of the inception
report, the daily report and the exit report. Apart
from these centers, complete reports must be sent
to places deemed necessary such as companies and
tenants.

In addition to routine reporting, information
such as messages to be sent in case of emergency or
phone numbers to call is also very important. This
information should be prepared in advance and hung
next to each computer and phone in a way that can
be seen easily. In addition, the iridium phone in the
safe zone we have created inside the ship must be
tested before entry.

10. Assembling Outdoor Portable Ladders
It should not be forgotten that the ladders

around the ship are collected in order not to make it
easier for the pirates to get on the ship. The side
piers should be removed, the pilot’s crosses and, if
any, the devil’s crosses collected.

11. Making Safe Assembly Point Preparations
During a potential pirate attack, personnel need

a safe place where they can escape and be protected.
For this, a suitable place on the ship should be
selected and preparations should be made
accordingly. The purpose of establishing a safe
assembly point is to save time until help arrives and
even to ensure that the pirates who cannot reach the
personnel retreat. The most suitable for this job on
the ship is usually the tiller room. Because we can
control the ship from the tiller room, it is well
ventilated and there is enough enclosed space for all

personnel to fit in.
Safe assembly point preparations must be

completed before entering the danger zone. Doors
opening outwards should be locked or even welded,
leaving only one door open from inside the ship for
entry. Sufficient water and food should be stored for
all personnel. First aid kit and medicine and blankets
should be placed. The iridium phone must be tested.

 

Fig. 11. Application of a dummy mannequin placed at the

stern of the thin Marmara ship

Fig. 12. Gan-Triumph ship dummy mannequin application

placed on the chest

12. Placing False Dummy Spotters
Puppet spotters to be deployed in certain parts

of the ship give the impression that there are more
people on the ship and better lookout when viewed
from the outside. Puppets are an effective method
of deterring pirates.

13. Transition to the Engine Room Shift System
Sudden maneuvers in emergency situations may

affect the ship’s navigation, main and auxiliary
machinery. In order to take precautionary measures
or intervene in a timely manner, the engine room
should not be left unmanned, and a shift system
should be applied during the dangerous zone
transition.

Conclusion
In order to solve the piracy problem, the source

of the problem must be resolved. It is necessary to
examine the issue of whether it is for economic
purposes or not causing harm between countries.
The factors that cause piracy should be well
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understood. In order to solve the problem, intensive
training should be given to the crew for the
precautions to be taken, especially in the regions
where piracy is intense.

Among our recommendations are the hiring of
personnel from private security companies to be on
board during the transition from the threat areas,
the establishment of rescue centers and information
sharing center against piracy.

It has been concluded that the legal
arrangements after the arrest of piracy should be
made with international agreements.
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ÎÖ²ÍÞÂÀÍÍß ÐÈÇÈÊÓ ÒÐÀÍÑÏÎÐÒÍÈÕ ÎÏÅÐÀÖ²É

Êîçãóí Àõìåò, Åð Àðçó, ×óïðèíà Íàòàë³ÿ, Îêóÿí Êåìàëü

Íàéá³ëüø åêîíîì³÷í³ êîìåðö³éí³ ïåðåâåçåííÿ ó ñâ³ò³
çä³éñíþþòüñÿ ìîðåì. Çðîñòàííÿ ïîïèòó ç êîæíèì äíåì çá³ëüøóº
îáñÿã ìîðñüêî¿ òîðã³âë³. Ïðèáëèçíî 80% ñâ³òîâî¿ òîðã³âë³ ³ìïîð-
òóºòüñÿ òà åêñïîðòóºòüñÿ ìîðåì. Â³í ïðîäîâæóº øâèäêî çðî-
ñòàòè ïàðàëåëüíî ç ðîçâèòêîì ñâ³òîâî¿ ìîðñüêî¿ òîðã³âë³.
Ï³ðàòñòâî – îäíå ç îñíîâíèõ çàãðîç ìîðñüêî¿ ïðîìèñëîâîñò³.
Íåçâàæàþ÷è íà øâèäêèé ðîçâèòîê ìîðñüêèõ ïåðåâåçåíü, ñïîñ-
òåð³ãàºòüñÿ øâèäêå çá³ëüøåííÿ àêòèâíîñò³ ìîðñüêîãî ï³ðàò-
ñòâà â äåÿêèõ òðàíçèòíèõ çîíàõ ìîðñüêèõ òîðãîâèõ øëÿõ³â,
òàêèõ ÿê Àäåíñüêà çàòîêà, Ñîìàë³ òà Ìàëàêñüêà ïðîòîêà.
Íàïàäè ï³ðàò³â ïî÷àñò³øàëè, îñîáëèâî â Ï³âäåííî-Ñõ³äí³é Àç³¿,
Àäåíñüê³é çàòîö³ òà Ñîìàë³. À ï³ðàòñüêà ä³ÿëüí³ñòü ñóä³â ñòàº
äåäàë³ ñêëàäí³øîþ. Òàê³ çàõîäè òåïåð íàéêðàùå îðãàí³çîâàí³.
¯õí³ íàñë³äêè òàêîæ ñåðéîçí³ø³, í³æ ðàí³øå. Ó öüîìó äîñë³ä-
æåíí³ áóëè ïðîàíàë³çîâàí³ çàõîäè, ÿê³ íåîáõ³äíî âæèòè äëÿ
çàïîá³ãàííÿ ï³ðàòñòâó íà òîðãîâèõ ñóäàõ. Íà ðåàëüíèõ ñïîñ-
òåðåæåííÿõ ³ç ñóä³â áóëà ñïðîáà âèÿâèòè, ÿê ö³ çàõîäè çàñòî-
ñîâóþòüñÿ íà òîðãîâèõ ñóäàõ. Êð³ì òîãî, ó äîñë³äæåíí³ áóëî
âèñëîâëåíî ïðèïóùåííÿ ïðî âàæëèâ³ñòü ö³º¿ òåìè. Çðîñòàííÿ
ðèçèê³â òðàíñïîðòíèõ îïåðàö³é, îñîáëèâî â ìîðñüêèõ ïåðåâå-
çåííÿõ, ïîñò³éíî íåîáõ³äíî ì³í³ì³çóâàòè. Îñíîâíèìè çàñîáàìè
ì³í³ì³çàö³¿ äàíèõ ðèçèê³â º çàïîá³æí³ çàõîäè. ²ñíóþòü çàòâåð-
äæåí³ ñöåíàð³¿ ïîðÿòóíêó ï³ä ÷àñ çàõîïëåííÿ ñóäíà. Äî îñíîâ-
íèõ ç íèõ ìîæíà â³äíåñòè: ñöåíàð³é âèæèâàííÿ êîìàíäè ó ðàç³
çàõîïëåííÿ ñóäíà (êîìàíäà çàêðèâàºòüñÿ ó â³äñ³êó, äå º çàïàñ
âîäè òà ïðîäîâîëüñòâà, íà âèïàäîê âèíèêíåííÿ òàêî¿ ñèòó-
àö³¿, âàíòàæ ìîæå áóòè âèêðàäåíèé, àëå êîìàíäà çàëèøèòüñÿ
ö³ëîþ òà íåóøêîäæåíîþ); çàõèñò ñóäíà äîñòóïíèìè çàñîáàìè
ñèëàìè êîìàíäè (âîäîìåòè, âîäí³ íàñîñè, çàë³çíà ïðîâîëêà òà
³íø³ äîñòóïí³ çàñîáè); îçáðîºíà îõîðîíà íà áîðòó ñóäíà; ñóï-
ðîâ³ä êîðîáëÿ àáî ãðóïè êîðàáë³â ñïåö³àëüíèìè ñóäàìè, ùî
çä³éñíþþòü çàõèñò. Êåð³âíèöòâî ñóäíîïëàâíî¿ êîìïàí³¿ àáî ïðè
îñîáëèâî ö³ííîìó âàíòàæ³ îõîðîííó êîìïàí³þ íàéìàº ôðàõòó-
âàëüíèê. Âèá³ð òîãî ÷è ³íøîãî ñöåíàð³þ çä³éñíþºòüñÿ ç óðàõó-
âàííÿì ðîçðîáëåíî¿ ëîã³ñòèêè òà ï³äâèùåííÿ åôåêòèâíîñò³
ïåðåâåçåíü.

Êëþ÷îâ³ ñëîâà: áåçïåêà íà êîðàáë³, òîðãîâ³ ñóäíà, ï³ðàò,
ðèçèêè, òðàíñïîðí³ îïåðàö³¿.

ÎÖÅÍÊÀ ÐÈÑÊÀ ÒÐÀÍÑÏÎÐÒÍÛÕ ÎÏÅÐÀÖÈÉ

Êîçãóí Àõìåò, Ýð Àðçó, ×óïðèíà Íàòàëèÿ, Îêóÿí Êåìàëü

Íàèáîëåå ýêîíîìè÷íûå êîììåð÷åñêèå ïåðåâîçêè â ìèðå
îñóùåñòâëÿþòñÿ ïî ìîðþ. Ðàñòóùèé ñïðîñ ñ êàæäûì äíåì
óâåëè÷èâàåò îáúåì ìîðñêîé òîðãîâëè. Ïðèìåðíî 80% ìèðîâîé
òîðãîâëè èìïîðòèðóåòñÿ è ýêñïîðòèðóåòñÿ ìîðåì. Îí ïðî-
äîëæàåò áûñòðî ðàñòè ïàðàëëåëüíî ñ ðàçâèòèåì ìèðîâîé ìîð-
ñêîé òîðãîâëè. Ïèðàòñòâî – îäíà èç ãëàâíûõ óãðîç ìîðñêîé
èíäóñòðèè. Íåñìîòðÿ íà áûñòðîå ðàçâèòèå ìîðñêèõ ïåðåâî-
çîê, íàáëþäàåòñÿ áûñòðîå óâåëè÷åíèå àêòèâíîñòè ìîðñêîãî
ïèðàòñòâà â íåêîòîðûõ òðàíçèòíûõ çîíàõ ìîðñêèõ òîðãîâûõ
ïóòåé, òàêèõ êàê Àäåíñêèé çàëèâ, Ñîìàëè è Ìàëàêêñêèé ïðî-
ëèâ. Íàïàäåíèÿ ïèðàòîâ ó÷àñòèëèñü, îñîáåííî â Þãî-Âîñòî÷-
íîé Àçèè, Àäåíñêîì çàëèâå è Ñîìàëè. À ïèðàòñêàÿ äåÿòåëü-
íîñòü ñóäîâ ñòàíîâèòñÿ âñå áîëåå ñëîæíîé. Òàêèå ìåðîïðèÿ-
òèÿ òåïåðü ëó÷øå îðãàíèçîâàíû. Åãî ïîñëåäñòâèÿ òàêæå áî-
ëåå ñåðüåçíû, ÷åì ðàíüøå. Â ýòîì èññëåäîâàíèè áûëè ïðàêòè-
÷åñêè èçó÷åíû ìåðû, êîòîðûå íåîáõîäèìî ïðåäïðèíÿòü äëÿ ïðå-
äîòâðàùåíèÿ ïèðàòñòâà íà òîðãîâûõ ñóäàõ,. Íà ðåàëüíûõ íà-
áëþäåíèÿõ ñ ñóäîâ áûëà ñäåëàíà ïîïûòêà âûÿâèòü, êàê ýòè
ìåðû ïðèìåíÿþòñÿ íà òîðãîâûõ ñóäàõ. Êðîìå òîãî, â èññëåäî-
âàíèè áûëè âûñêàçàíû ïðåäïîëîæåíèÿ î âàæíîñòè ýòîé òåìû.
Ðàñòóùèå ðèñêè òðàíñïîðòíûõ îïåðàöèé, îñîáåííî â ìîðñêèõ
ïåðåâîçêàõ, ïîñòîÿííî íåîáõîäèìî ìèíèìèçèðîâàòü. Îñíîâíû-
ìè ñðåäòâàìè ìèíèìèçàöèè äàííûõ ðèñêîâ ÿâëÿþòñÿ ìåðû ïðå-
äîñòîðîæåíîñòè. Ñóùåñòâóþò óòâåðæäåííûå ñöåíàðèè ñïà-
ñåíèÿ ïðè çàõâàòå ñóäíà. Ê îñíîâíûì èç íèõ ìîæíî îòíåñòè:
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ñöåíàðèé âûæèâàíèÿ êîìàíäû â ñëó÷àå çàõâàòà ñóäíà (êîìàí-
äà çàêðûâàåòñÿ â îòñåêå, ãäå åñòü çàïàñ âîäû è ïðîäîâîëü-
ñòâèÿ, íà ñëó÷àé âîçíèêîíîâåíèÿ òàêîãî ðîäà ñèòóàöèè, ãðóç
ìîæåò áûòü ïîõèùåí, íî êîìàíäà îñòàíåòñÿ öåëîé è íåâðåäè-
ìîé); çàùèòà ñóäíà äîñòóïíûìè ñðåäñòâàìè ñèëàìè êîìàíäû
(âîäîìåòû, âîäíûå íàñîñû, æåëåçíàÿ ïðîâîëêà è äðóãèòå äîñ-
òóïíûå ñðåäñòâà); âîîðóæåííàÿ îõðàíà íà áîðòó ñóäíà; ñîïðà-
âîæäåíèå êîðîáëÿ èëè ãðóïïû êîðàáëåé ñïåöèàëüíûìè ñóäàìè
îñóùåñòâëÿþùèìè çàùèòó. Ðóêîâîäñòâî ñóäîõîäíîé êîìïàíèè
èëè, ïðè îñîáî öåííîì ãðóçå, îõðàííóþ êîìïàíèþ íàíàìàåò
ôðàõòîâàòåëü. Âûáîð òîãî èëè èíîãî ñöåíàðèÿ îñóùåñòâëÿåò-
ñÿ ñ ó÷åòîì ðàçðàáîòàííîé ëîãèñòèêè è ïîâûøåíèå ýôôåê-
òèâíîñòè ïåðåâîçîê.

Êëþ÷åâûå ñëîâà: áåçîïàñíîñòü íà êîðàáëå, òîðãîâûå
ñóäà, ïèðàò, ðèñêè, òðàíñïîðíûå îïåðàöèè.
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The most economical majority of the world commercial
transportation is done by sea. Increasing demand every day increases
the volume of maritime trade. Approximately 80% of world trade is
imported and exported by sea. It continues to grow rapidly in parallel
with the development of world maritime trade. Piracy is one of the
main threats to the maritime industry. While there is a rapid increase
in maritime transport, there is a rapid increase in sea piracy activities
in some transit areas of maritime trade routes such as the Gulf of
Aden, Somalia and the Strait of Malacca. Pirate attacks are increasing
especially in Southeast Asia, the Gulf of Aden and Somalia. And
ship piracy activities are becoming more and more complex. Such
activities are now better organized. Its consequences are also more
severe than before. In this study, the measures to be taken to prevent
piracy on merchant ships were examined practically. It has been
tried to reveal how the measures are applied in commercial ships
with real observations from ships. In addition, suggestions were made
in the study about the importance of the subject. The growing risks of
transport operations, especially in maritime transport, constantly need
to be minimized. The main means of minimizing these risks are
precautions. There are approved hijacking escape scenarios. The
main ones include: the scenario of the crew’s survival in the event of
the seizure of the vessel (the crew closes in a compartment where
there is a supply of water and food, in case such a situation arises,
the cargo can be stolen, but the crew will remain safe and sound);
protecting the vessel with the available means of the crew (water
cannons, water pumps, iron wire and other available means); armed
guards on board the ship; escort of the ship or groups of ships by
special ships carrying out protection. The management of the shipping
company or, in the case of a particularly valuable cargo, the charterer
will hire a security company. The choice of this or that scenario is
carried out taking into account the developed logistics and increasing
the efficiency of transportation.

Keywords: safety on ship, merchant ships, pirat, risk, trans-
port operations.
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