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Zenit. Indagini e ricerche di storia globale


			A cavallo tra il XX e il XXI secolo il mondo è cambiato radicalmente. Le trasformazioni sono state repentine e irreversibili. A livello storico e comparatistico la globalizzazione ha innescato cambiamenti che la metodologia e le analisi non hanno ancora assorbito del tutto.


			“Zenit” ospita saggi che, muovendo dal 1900 e arrivando ai tempi presenti, mettono a nudo la dimensione globale dei temi affrontati, con l’obiettivo di scardinare queste resistenze e dimostrare la complessa natura interdisciplinare che si estrinseca nelle multiformi stratificazioni fra dinamiche locali, regionali e mondiali, nonché negli inevitabili intrecci con i saperi della sociologia, dell’antropologia, dell’economia e delle scienze dure.


			Le opere pubblicate nella collana dimostrano come si possano portare a compimento studi interdisciplinari senza perdere in chiarezza, leggibilità ed efficacia interpretativa.
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Introduction


			Iram Naseer Ahmad, Federico Paolini


			The seas and oceans of the globe are at a critical crossroads in their history. The intensities of transformation caused by the internationalization of the world economy remain to contribute to the major areas of ocean worth, coastal administration and management issues are turning into wider and very plentiful. In this backdrop, this book volume contributes in-depth investigation of ocean conflict, governance and strategy from an interdisciplinary context, involving an immense spectrum of features of correlations between the oceans and seas on the one hand, the intensities of transformation caused by the internationalization of the world economy remain to contribute to the major areas of ocean worth endeavors on the other, but this research examines the marine conflicts in the Asia in particular (Liu, 2014). Thanks to the enlightening anecdotes of Kishore Mahbubani, The Great Convergence: Asia, The West and the Logic of One World (Mahbubani, 2014), The Asian 21st Century, The New Asian Hemisphere, The irresistible Shift of Global Power to the East (Mahbubani, 2009), and Parag Khanna’s book, The Future is Asians: Global Order in the Twenty-first Century (Khanna, 2019), which provided an insight about Asia beyond border and land conflicts. As the key claims in these narratives that Asians are back in their old civilizations, and 21st Century will be the Asian Century. But the considerable part about a maritime future in Asia is missing and needs further deliberation. Therefore, it is very important to debate on the Water Conflicts and maritime challenges in 21st Century Asia (Erickson & Goldstein, 2012).


			The core questions of this book volume are that what are the maritime conflicts in Asian oceanic regions like the Indian Ocean, Arctic Ocean and Indo-Pacific Ocean? And how far major global and regional players in Asia has potential to address the key maritime disputes in this age of nuclear technology to secure the future of the planet Earth, including marine life, water pollution and climate change in Asian Hemisphere. In the coming years, international maritime disputes are most likely to result from one of four areas: the pursuit of living resources like fish; climate change and pollution are likely to play significant roles in stimulating maritime conflict in 21st Century. These areas have either caused conflicts in the past, or their potential for producing future conflicts appears to be elevating. While each of these five areas is associated with a desire to claim more ocean space and to get more resources from the waters or seabed, conflict over these resources does not always manifest itself in the same ways. For example, conflicts among China, India and regional players over Indian Ocean: Russian desire to control natural resources of Arctic Ocean, China and Japan’s efforts to assert ownership of the Diaoyu/Senkaku Islands in Indo-Pacific Ocean and constant disputes on South China Sea have resulted in maritime exercises and a real fear of escalation. Likewise, the dispute over the artificial reef in Gibraltar reflected deeper tensions between the UK and Spain over the sovereignty of Gibraltar and its surrounding waters. The incident was one of several conflicts between the two countries over the years, and it highlights the difficulties that can arise when two states have competing claims for the same maritime territory (Sakhuja & Chan, 2016). International law provides a framework for resolving such disputes, but it’s challenging to implement, particularly when emotions and nationalism are involved. In the end, resolving international maritime disputes requires political will and cooperation from all sides, as well as a commitment to peaceful and legal means of resolving conflicts. International maritime disputes are a common occurrence in the history of maritime conflict, and a display of force often characterizes them rather than actual violence. They serve as exceptions to democratic peace theory, as they often occur between democratic states, and are often one-sided, with only one government being directly involved. However, most incidents usually resolved through diplomatic means, with the involved parties negotiating to find a peaceful solution to the dispute (Valencia, Van Dyke & Ludwig, 1997). These disputes can arise for a variety of reasons, including conflicting claims to fishing rights, disputes over jurisdiction and sovereignty, and differing interpretations of international maritime law. The law of the sea, as established by the United Nations Convention on the Law of the Sea (UNCLOS), provides a framework for resolving these disputes, but it is not always clear or easily applied in every case (Hong, 2012). In recent years, there has been an increase in maritime disputes in various parts of the world, particularly in the Asia-Pacific region, where territorial claims and overlapping Exclusive Economic Zones (EEZs) have led to increased tensions between coastal states. Maritime disputes can also arise from conflicting interpretations of international law, particularly the United Nations Convention on the Law of the Sea (UNCLOS), which sets out the legal framework for the use and management of the world’s oceans (Beckman, 2013). UNCLOS defines the rights and responsibilities of states in their use of the world’s oceans, establishing guidelines for the delimitation of maritime boundaries and the management of marine resources. However, different states may interpret UNCLOS differently, leading to conflicting claims over resources and territory. Another factor that can contribute to maritime disputes is the competition for natural resources, such as fish stocks and minerals, as well as energy resources, such as oil and natural gas. As these resources become increasingly scarce, states may seek to secure access to them by expanding their maritime boundaries or challenging the claims of other states (Klein, 2017). This can lead to disputes over who may exploit these resources, and can even lead to military confrontations. Maritime disputes arise from a combination of legal, economic, and environmental factors, and can have serious implications for the stability of relationships between states. The challenge in implementing UNCLOS is the determination of maritime boundaries (Beckman, 2013). The treaty provides guidelines for delimiting maritime boundaries, but determining these boundaries can be complex and contentious, particularly when the interests of different states are in conflict. This can lead to disputes over the exploitation of marine resources, such as oil and gas, or the management of fish stocks (Zhang, 2018). Another challenge in implementing UNCLOS is the management of living and nonliving resources in the oceans. The treaty offers for the conservation and sustainable use of these resources, but it also recognizes the need for cooperation among states to achieve this goal. This requires states to work together to develop and implement effective management strategies, and to resolve conflicts that may arise over the use of these resources.


			Besides, Brahma Chellaney mentioned in his work that in persuading living resources like fish, conflicts can arise when countries compete for limited stocks of fish in the same waters. This can cause overfishing, which can negatively affect the sustainability of fish populations and harm the livelihoods of local fishers. Similarly, conflicts can arise over persuading non-living resources like oil, as countries seek to claim exclusive economic zones or continental shelves to access these resources (Chellaney, 2013). Pollution is also a major concern, as activities like oil spills or dumping of waste can harm marine ecosystems and create tensions between countries that share the same waters. Climate change is another issue that is likely to create conflicts, as rising sea levels and changing ocean currents could alter the distribution of resources and lead to disputes over usage. Disputes over sovereignty of uninhabited islands or rocks can also lead to conflicts, as countries seek to assert their rights and claim exclusive control over these territories. Sometimes, these disputes can cause the deployment of military forces and heighten tensions between countries. For example, disagreements on territorial or maritime issues do not always lead to conflict, and it is always desirable to seek peaceful resolution of such disputes. The form and intensity of actions taken by a country in such disputes can depend on a variety of factors, including the history of the conflict, the strategic importance of the disputed area, the political and economic interests of the countries involved, and the international legal framework (Chellaney, 2014). With Spain and Gibraltar, the two countries have a long history of dispute over the status of the territory, but have avoided escalation to armed conflict. The peaceful protest by Spanish fishers is an example of a non-violent form of protest aimed at highlighting their grievances and asserting Spain’s claims to the waters around Gibraltar (Huang & Billo, 2014). The dispute between China and Japan over the Diaoyu/Sankaku Islands is more complex and has been ongoing for many years. The disputed islands are in a strategic area with potential access to valuable natural resources, and both countries have significant political and economic interests in the region. The actions taken by both countries in this dispute have been more assertive, including military exercises and the deployment of naval vessels, raising concerns about the potential for escalation to conflict (Chellaney, 2018). It is important to note that international law provides a framework for resolving such disputes, and peaceful negotiation and diplomatic channels should always be the first option for resolving territorial and maritime conflicts. They should manage tensions through dialogue and mediation (Rowan, 2005).


			Nicholas Tarling and Xin Chen has elaborated in their writings that fishing disputes have indeed a significant one in maritime conflicts, and these disputes can persist even with the establishment of UNCLOS regulations. Regional differences in fishing rights and access can continue to cause tension and conflict between countries. It is also worth noting that the depletion of fish stocks is a growing concern globally, and this has the potential to exacerbate fishing disputes as countries compete for dwindling resources (Tarling & Chen, 2017). Sustainable management of fish stocks is therefore an important aspect of addressing these disputes and preventing them from escalating into more serious conflicts. Besides fishing disputes, there are other factors can contribute to maritime conflict, such as territorial disputes, resource extraction, and military activities. It is important for countries to work towards peaceful resolution of these issues through diplomatic channels, international cooperation, and adherence to established international laws and regulations. The concern about depleting fish stocks is a serious concern that is contributing to the recurrence of fishing conflicts around the world (Tarling & Chen, 2017). Overfishing, which occurs when more fish are caught than can be naturally replenished, is a major cause of this problem. This has led to a situation where many fish populations are at or above their capacity to replace themselves, putting them at risk of collapse. Besides overfishing, the growth of aquaculture has also contributed to the problem (Wee, 2008). While aquaculture can be a source of sustainable seafood, the practice of farming carnivorous species like tuna can be problematic, as it requires more fish resources to cultivate the farm-raised fish than they produce in weight when harvested. This can exacerbate the problem of overfishing by additionally pressuring wild fish populations. The increasing demand for fish as a protein source, in developed countries like China, has also contributed to the problem. As more people consume fish, the demand for seafood is likely to continue to increase, pressuring on already depleted fish stocks. This has led to the collapse of fishing in some regions, including the South China Sea (Liss & Biggs, 2016). The combination of high demand and low supply is likely to lead states to hoard what fish they have, which can contribute to the recurrence of fishing conflicts. States may attempt to expand their Exclusive Economic Zones (EEZs) to encompass and protect more fish. It is important for countries to work together to find solutions to this problem, including sustainable management of fish stocks and the development of alternative protein sources (Jayakumar, Koh & Beckman, 2014).


			National Research Council rationalizes that control over oil reserves is a zero-sum game, meaning that one state’s gain is another state’s loss. As a result, states with significant oil reserves often seek to extend their continental shelf claims in order to gain control over those reserves. This can lead to disputes over maritime boundaries, as states attempt to nudge their borders further in order to claim more of the resources (National Research Council, 1985). However, oil companies are often hesitant to extract from disputed areas, as the uncertainty created by these disputes can be detrimental to business decisions. As a result, it may pressure policymakers to resolve these disputes as quickly as possible in order to provide a stable environment for oil extraction. The dispute between Barbados and Trinidad and Tobago highlights the challenges that can arise when maritime boundaries are not defined (Board & Council, 2012). The lack of clear boundaries led to conflicts between the two countries, especially regarding fishing rights, which were further complicated by cultural ownership of certain fish species. Both countries showed an interest in offshore oil and gas, which led to the dispute being referred to as international arbitration. While the arbitration led to a demarcation of the boundary to determine which country had rights to offshore nonliving resources, the fishing dispute remains unresolved (National Research Council, 1996). UNCLOS has been a source of controversy surrounding deep sea mining for mineral resources, such as manganese nodules. While the compromise reached by UNCLOS allowed for deep sea mining while also creating a mechanism for regulating it, some concerns have raised about the potential impact of deep-sea mining on the environment and the long-term sustainability of mineral resources. Deep sea mining for mineral resources has become an important issue in recent years as the demand for rare elements used in modern electronics continues to grow (Wang & Pillay, 2003). While the International Seabed Authority has allowed some exploration of undersea resources, the practice remains controversial because of concerns about potential environmental damage and the uncertain economic viability of deep-sea mining. There are ongoing debates about profits and the potential impact on poorer countries that may lack the technical capabilities to engage in deep sea mining (Lodge et al., 2014). As with petroleum, the finite nature of these resources means that access and control of deep-sea minerals will become an important issue in international relations as demand continues to grow and the technology for deep sea mining advances.


			Bill Hayton mentioned that the disagreement and ambiguity in defining whether a landform is an island or a rock which can lead to disputes over territorial claims. This is because the ownership of islands and rocks can have significant implications for a state’s control over surrounding waters and their marine resources (Hayton, 2014). As a result, states may take great care to assert their claims over these land forms and may resort to using legal or military means to do so. The ambiguity in defining islands and rocks under UNCLOS reflects the difficulty of reaching a consensus on such issues among the many parties involved in ocean governance (Hayton, 2019). Disputes over islands, those with strategic locations or potential access to valuable natural resources, have the potential to spark conflict and escalate tensions between countries (Djalal, 2000). The dispute over the Diaoyu/Senkaku Islands in the East China Sea and the Spratly Islands and Paracel Islands in the South China Sea are just a few examples of this. Besides the resources in the surrounding waters, control over these islands can also give countries access to shipping lanes and fishing grounds, further increasing their value. As a result, disputes over these islands can be difficult to resolve and require careful diplomacy and international cooperation. Indeed, the history and relationships between countries play a significant role in these island disputes. The territorial claims often have deep roots in historical and cultural ties, as well as strategic and economic interests (Roy, 2016). Nationalism and a desire to assert sovereignty can fuel these disputes, leading to escalating tensions and even violent conflicts. In addition, the involvement of external powers, such as the United States, can further complicate these disputes and increase the potential for conflict. It is important for countries to engage in peaceful and constructive dialogue to resolve these disputes and prevent them from escalating into violent conflicts with severe consequences for the region and the world (Hayton, 2014).


			Sea States and Overseas Empires


			The definition of a sea power was more complex and depends on a range of factors, including a state’s culture, political system, and economic model. Some states, such as ancient Rhodes and early modern Genoa, used the sea to enhance their wealth and security without challenging the great powers. These states remained small and did not aspire to great-power status. In contrast, larger continental powers, such as Portugal and Spain, acquired overseas empires but did not change their cultural identities to become sea powers. These states remained focused on terrestrial ambition, aristocratic privilege, and monopolistic economic models, which prevented them from embracing sea power (Lambert, 2018). Some sea-power states, such as Athens and Carthage, evolved into great powers and faced hostility from continental rivals. However, other sea power states recognized their weaknesses and adopted a realpolitik of restraint, concession, and coalition-building. These states relied on commerce and fleets, had inclusive oligarchic assemblies dominated by the commercial elite, and avoided conflict with great land powers. Cruisers dominated their armed forces to protect trade rather than battlefields. Power is a complex concept that involves a range of cultural, political, and economic factors (Till, 2009). Having a strong connection to the sea or possessing overseas empires does not make a state a sea-power, and different states have adopted distinct approaches to sea-power throughout history. Rhodes as an ancient sea state, which was located to control the trade routes between Egypt and Phoenicia to the south and the Dardanelles and the Aegean to the north. Despite being a small and weak trading city, Rhodes could establish itself as a significant maritime power through the consolidation of its trading ports and the construction of impressive fortifications and port facilities. It considered the republican constitution of Rhodes one of the best in the ancient world, providing stability and social harmony (Till, 2009). These practices were like those in contemporary Athens, and Rhodes was one of the most cosmopolitan cities of the age, with impressive public and private buildings and art collections. The maritime identity of Rhodes and its sea state culture generated the economic resources to develop impressive infrastructure and establish the city as a significant maritime power. Rhodes established its independence in the aftermath of Alexander the Great’s death, thanks to the power vacuum created by the division of his empire into three contending continental empires (Mahan, 1905). This allowed Rhodes to focus on trade and banking, becoming an international business hub and dominating the grain trade spanning the Greek-speaking world. However, domination of the most important bulk trade of the ancient world also made the island vulnerable to any threats to the staple trade. As a result, Rhodes relied on diplomacy and its wealth to get strategic advantage, supporting allies with cash, weapons, and supplies and buying off hostile powers. Rhodes avoided binding alliances, although it favored Ptolemaic Egypt, its main trading partner. However, the island was an attractive target for ambitious powers seeking to control regional trade and secure naval dominance (Luttrell, 1962). In 315 B.C., the Macedonian ruler Antigonus coerced the Rhodians into providing a few ships for his attack on Egypt. In 306 B.C., Antigonus’ son Demetrius subjected the city to a massive assault but thwarted by Rhodian naval forces, stout walls, and Egyptian aid. Throughout the siege, the Macedonians protected Rhodian merchants across the Greek world, suggesting that Antigonus wanted to keep on good terms with the islanders. The Rhodians celebrated their victory by selling Demetrius’ siege machines to fund the Colossus, a 100-foot-high bronze statue of the sun god Helios. Rhodes’ independence and prosperity preserved for as long as Alexander’s successors contested his legacy (Hanken, Bromley & Miller, 1996). The war against pirates was unrelenting, and Egypt, the key to Rhodian wealth, occupied a special place in any strategic calculations. As long as the Hellenistic world remained in balance, Rhodes were secure and prosperous. Its republican constitution, impressive fortifications, and cosmopolitan culture made it one of the most significant city-states in the ancient world. Rhodes was interested in ending the war as quickly as possible in order to secure mainland territories and protect their trade from piracy. They hoped to maintain a balance of power among the various Hellenistic states, where they could exert influence and resist the ambitions of other powers such as Philip of Macedon and Attalus of Pergamum. During the war, Rhodes made limited contributions to the Roman war effort, focusing on anti-piracy campaigns against Philip’s Cretan allies (Fairbank, 2008). This strategy allowed them to maintain their neutrality and preserve their trade routes. However, when Rome went to war with the Seleucids, Rhodes could secure additional mainland ports and emerged with more territory, including control of the Cyclades, aside from Delos, which was under Roman control. Despite the benefits of their strategy, Rhodes recognized that the old three-power Hellenistic balance had replaced by a two-power system dominated by Rome and Seleucia. This meant that the islanders could preserve their neutrality only if the two great continental powers fought over territory without damaging the Rhodian trade. If either power were to win too, the eastern Mediterranean could once again come under the aegis of a single state. Rhodes was a powerful naval state in the Hellenistic period, known for its diplomatic skills and its ability to maintain neutrality in conflicts between larger powers. However, with the rise of Rome as a Mediterranean superpower, Rhodes found itself in a difficult position. While Rhodes maintained its independence and power in the east through a kind of Roman dispensation, it was a client state of Rome. Rhodes remained neutral during the Roman invasion of Greece, but later supported the Macedonian King Perseus against Rome, in part because of popular sentiment among the Rhodian populace. The Rhodians recognized Perseus would lose a war with Rome, and did not want to share in his defeat. However, the pro-Macedonian faction pushed a pro-Macedonian agenda, which led to Rhodes becoming a Roman client state. Despite its subordination to Rome, Rhodes maintained its economic interests and its status as a major center of trade and commerce in the Mediterranean (Kyriazis & Zouboulakis, 2004). However, Rhodes was also subject to the whims of Rome’s absolute power, as seen in the revocation of its territorial grants and the development of Delos as a commercial rival. Rhodes remained a loyal subject of Rome, offering sanctuary to Italian merchants during the massacre sponsored by Mithridates of Pontus. The political structures and economic activities of these city-states, as well as the challenges they faced in maintaining their power and stability, the relationship between republicanism and sea power, and how these two concepts intersected in European history. Sea power republics were often commercial city-states, relying on trade and maritime activities to sustain their economies and political power (Ober, 2015). These republics were vulnerable to larger land-based powers, which sought to tax their trade and suppress their influence. However, some republics could carve out empires of trade and become sea power states, using their naval strength and economic resources to expand their influence and defend their interests. Genoa struggled to maintain its internal cohesion and stability, relying on private wealth, naval forces, and mercenary troops to sustain its power. This made Genoa more vulnerable to factional violence and destabilization, and led to its decline in economic and political power (Epstein & Epstein, 1996).


			The decline of Genoa as a maritime power, beginning with the Ottoman conquest of Constantinople in 1453 and Venice’s recovery of Cyprus in 1474. Genoa’s attempts to refocus trade on the western Mediterranean and North Africa met with stiff competition from Iberian, English, and French traders. As a result, there was a dramatic decline in Genoese shipbuilding and the proportion of the population working on or about the sea. Genoese bankers then invested in foreign enterprises, including Portuguese Asian voyages, exploiting a significant Genoese presence in Lisbon, Seville, and Cadiz to open new opportunities (Kirk, 2005). The discovery of America by Christopher Columbus shifted the city’s focus, just as the Ottoman Empire reorganized eastern trade. While Venice created a culture to sustain its sea-power ambitions. Genoa did not translate wealth into civic magnificence or public display (Stein, 1996). Without great-power ambitions, and therefore little need to show status and identity through art, Genoa did not develop a local school of artists to represent sea-power culture. Genoese patrons hired Flemings and other Italians to produce generic works of art. The passage suggests that Genoa’s proverbial contempt for higher culture prevented it from competing in the polite world of cultural display, and its elites instead fought on the narrow streets of their clan areas. Genoa was a major port city in medieval Europe and had a powerful navy and a wealthy merchant class. However, it was also subject to the political struggles of larger European powers, and its independence threatened. This arrangement allowed Genoa to maintain its economic interests and expand its trade network, while also providing military support to Spain (Kirk, 2005). However, the new oligarchic republic was not inclusive, and it restricted political power to a closed group of aristocrats and wealthy merchants. Despite losing Chios to the Turks and lacking real power as a state, Genoa could maintain its economic activity through a profitable banking sector fueled by Spanish gold. This was due in part to Doria’s personal prestige and the fact that the state was his business, with his own fleets of ships serving as capital assets. Doria’s decision to align with Habsburg Spain and accept Imperial/Spanish protection in return for banking connections and access to new markets was a wise one, given the multi-polar world of warring great powers in which Genoa operated. By avoiding foreign occupation and acting as a client and agent of a continental great power, Genoa maintained its freedom to choose and develop a wider maritime policy to sustain its economy and integrity as a city. While maintaining a small force of cruisers to defend trade and combat pirates, Genoa relied on the mutual interest of many powers to uphold the “freedom” of the city to avoid existential threats (Gorse, 1986). The Republic, despite lacking a state navy, exerted international influence through its financial prowess, funding harbors works, city defenses, and even wars. However, the decline of the Spanish axis and cheaper, more efficient Dutch and English shipping and convoys led to Genoa’s shift from ship-owning to banking. In 1684, a French fleet bombarded the city, forcing the Genoese Doge to come to Versailles and apologize for the impertinence of acting as an independent state. Despite the humiliation, Genoa remained independent because France was not the hegemon of the sea. The passage also notes that the oligarchic republics of Genoa and Venice inspired political thinkers across Europe and helped shape the northern European sea-power states. Portugal, like its Iberian neighbor, lacked the inclusive politics, economic dynamism, and the maritime focus needed to construct a sea-power identity (Cañizares-Esguerra, 2006). Royal autocrats who prioritized religious faith over commercial success, continental expansion over sea control directed the Iberian Sea empires, and imposed monopolistic economic models that suppressed initiative and enterprise. Portuguese imperialism was driven by religious zeal and encouraged by food shortages and lack of cash.


			The Portuguese empire-building began with the capture of Ceuta in 1415, a Moroccan city that remains in Iberian hands. Prince Henry, known as “the Navigator,” pushed voyages down the west coast of Africa seeking sugar, slaves, and gold to fund the coastal enclaves. When Portugal gained control of the Asian spice trade, its centralized command economy exploited the opportunity to fill the royal coffers for domestic and North African projects, using royal monopolies to keep prices high and trading volumes low, excluding private enterprise (Russell-Wood, 1998). Portuguese rulers used the proceeds of overseas trade to fund a territorial and religious crusade in North Africa, with the religious agenda prompting them to hand control of the empire, and its tiny Portuguese colonial population, to the Church. This royal/religious partnership left no space for merchants, while the mismatch of missionary work and mercantile trade compromised commerce with Muslims (Disney, 2009). The absence of alternative sources of capital meant religious orders dominated that Portuguese maritime trade, with the Jesuits sustaining their overseas outposts through private trade, which disadvantaged ordinary merchants. The partnership of Crown and Church ensured Portugal did not develop the inclusive political institutions needed to harness national efforts to the sea. Kings excluded Portuguese merchants from political power and economic opportunity, while clerics aided them to advance their own agendas (Coates, 2001). A chivalric quest for battlefield glory and the expansion of Portuguese power shaped the mental world of Portuguese kings and princes, from Prince Henry to Dom Sebastian. The Aviz dynasty was obsessed with honor and crusading against the infidel, which led to a focus on maritime expansion under King John II. However, after his death, Manuel I shifted the focus to domestic prestige projects and continental ambitions, using Asian wealth to centralize the state, increase royal power, and attack Morocco (Souza, 2004). Manuel sacrificed maritime capital and activity to concentrate on continental ambitions, and the expulsion of the Jews, which was done to court favor with Spain, demonstrated a cultural difference between a proto-sea-power and a continental state. Despite Portugal’s trans-oceanic empires in Asia and America, it kept an aristocratic terrestrial culture where blood and land mattered more than the undignified business of seafaring trade. The Portuguese relationship with sea-power was further confused by its role as a vector for old knowledge and new ideas that shaped the last two sea power states. Portuguese navigators mastered Greek, Jewish, and Arab maritime science, connecting the Mediterranean and Atlantic worlds, shaping Europe’s late fifteenth-century global vision (Curto & Bethencourt, 2007). Portugal pioneered the oceanic sailing ship, building large vessels for Asian trade, but design and productivity fell behind rival powers in the late 16th Century. Commercial losses were high and investment in shipbuilding and commerce dried up when Portugal did not build many ships. It produced the first major text on naval warfare, New Art of War at Sea, which reflected the influence of St Augustine and considered proselytizing to be a major aim. However, colonial prizes fell to more worldly states, and England would exploit Portuguese seafarers, texts, charts, and experience to usher in a new oceanic future (Studnicki-Gizbert, 2007). In 1578, King Sebastian led a disastrous crusade against Morocco that resulted in the loss of human resources, money, and prestige. It subsumed Portugal into Philip II’s Habsburg world empire in 1580. The Dutch then attacked the Portuguese Empire, and the Iberians abandoned the sea and fell back on territorial control and fortresses. It highlighted Portuguese weakness when the Dutch East India Company overwhelmed their Asian empire. Despite these losses, Portuguese culture continued to prioritize territorial control and religious issues over oceanic commerce, and shipbuilding stagnated for want of capital, timber, and skilled labour force. The limited supply of ships and sailors forced Portugal to abandon staple trade routes to northern Europe and the Mediterranean, focusing on the captive markets of Asia, Africa, and Brazil, where foreigners also provided much of the shipping. The business fell to the Dutch, who were at war with both Iberian powers, and profiting from capturing as well as carrying Portuguese goods. Portugal became part of a sea-power empire when it handed effective control of the maritime economy to England. After 1640, Brazil revived the empire with sugar, tobacco, and gold, traded as royal monopolies. However, Portugal failed to create the naval force or the commercial shipping needed to service the empire on which its prosperity depended, and it left commerce to foreigners. After 1700, Portugal’s imperial focus shifted to Brazil and the west African slave trade posts that fed Brazil’s plantation economy. Brazil absorbed the bulk of Portugal’s colonizing effort down to the 1820s, when its independence reduced the empire to irrelevance. It argues that Portugal was never a sea power, but a continental power with overseas colonies. The empire’s downfall was because of inefficient trade monopolies and a lack of secular education and administration, which were exacerbated by the removal of the Jesuits. Brazil outstripped the mother country, and Lord Macartney predicted a Brazilian revolution because of oppressive commercial regulations and restrictions. Peasant colonists who developed a local identity and enabled Portugal to hold on to Brazil despite the loss of sea control shaped Portugal’s overseas empire. The Iberians remained focused on royal monopolies, missionary work, and continental legal controls, which restricted their sea empires (Sidaway & Power, 2005). In contrast to sea power great powers, most sea states did not aspire to greatness and operated between continental great powers in multi-polar political systems. The cultural response to the sea reflected older realities of location, faith, and terrestrial culture. Contemporary sea states continued to sustain the vision that made sea powers great, the economic, political, and intellectual agendas of progress, and reject centralizing, continentalist restrictive economic and political models (Blagden, Levy & Thompson, 2011).


			Jesper Jarl Fanø gave details of maritime disputes, mentioning that like all international disagreements, maritime disputes are frequent. However, the five issues discussed will drive states to the point of legitimate and even combative disputes. These events may persist, even between peaceful allies, as showed by the case of Spain and the United Kingdom in Gibraltar. Better international management of issues like overfishing and pollution may help mitigate some of these problems. International treaties such as UNCLOS and MARPOL have been helpful in outlining limits on state activities in the oceans, but they haven’t resolved the previously mentioned issues. Decreases in overfishing and pollution may be positive first steps, but these decreases alone are unlikely to avert all five dimensions of maritime conflict. The United Nations and International Maritime Organization, as well as regional organizations and individual countries, continue to improve human management of the oceans and to resolve conflicts before they become violent. The United Nations continues to focus on this problem, holding meetings on the state of the high seas in August 2013 to understand current issues and problems with biodiversity in areas outside of legal jurisdiction. The United Nations further thought about the formation of an Implementing Agreement to more efficiently empower international action to protect life in the high seas, away from state jurisdictions. Can global organizations and laws foster global cooperation, or will the need for a growing share of shrinking or restricted resources lead countries to greater international maritime conflict? These are the questions that needs to be addressed. As it is generally said, “The wars of this century have been on oil, and the wars of the next century will be on water… unless we change the way we manage water.” – Ismail Serageldin, likewise, former Vice President, World Bank (Ordeanu, Andronic & Ionescu, N.D.). “We have seen fuel wars; we are about to see water wars.” – General Anthony Zinni (Ret.), Former Commander of US Central Command.


			In this backdrop, the study examines the worth of water and how it joins all living creatures, disregarding political barriers. This research delves on the critical need for responsible management of water resources, as well as the direful results that can arise when these resources are defiled. There are examples of successful collaboration between nations in the control of shared water resources, which can lead to positive outcomes for all involved. The potential for clashes over shared water resources is a real and urgent problem, especially in areas where water is scarce or where several countries share the same water source. It is important for nations to collaborate to build lasting and fair water management strategies to avoid potential arguments and make sure that all involved parties have access to this essential resource. This can involve worldwide agreements, combined governing bodies, and other joined efforts to foster peace and avoid tensions. These anxieties are not unfounded, as prior events demonstrated that shared liquid resources can become a source of disagreement and conflict between countries. The world has already experienced a few disagreements about water, and as the demand for water enlarges with population growth and development, it is probable that these conflicts will become prevalent in the upcoming years. It is essential to understand that something can manage cooperatively to share water resources peacefully, and there are plenty of examples of successful water management agreements between nations. These arrangements involve shared administration and development of water reserves, and can help to prevent conflicts and promote lasting use of water reserves. Proficient water management requires political will, specialist knowledge, and monetary resources. Global organizations such as the United Nations and its particular agencies, as well as regional organizations such as the Mekong River Commission and the Nile Basin Initiative, can act to encourage cooperation and collaboration among countries sharing water resources. While the potential for aqua-connected disputes exists, it is essential to focus on creating beneficial aqua management techniques that can help to prevent disputes and sustain continuous use of shared aqua resources. This will require cooperation and collaboration among nations, as well as the global and local organizations. It is clear from the information presented that shared worldwide freshwater resources are critical that should not be overlooked. In order to prevent the possibility of water wars, countries sharing international freshwater resources need to shift their attitudes and start viewing themselves as blood-related siblings living together in the womb of our Mother Nature. We should handle water management as a tool for ecological development, peacebuilding, and preventive diplomacy instead of a security issue. Making use of mild power rather than hard power can help avoid strife and advance serene control and growth of shared freshwater resources. It is vital to tackle these issues in order to hinder the continuous readiness for war and extra militarization of water issues.


			It’s essential to approach any issue with a broad perspective and to consider all perspectives to comprehend the intricacies and subtleties of the issue. By listening to all aspects of the discussion, we can spot the fundamental sources of the anxieties and fears regarding water shortage and disagreements over communal water resources. This will enable us to work towards finding environment friendly solutions that promote peaceful management and development of freshwater resources, instead of resorting to violence and conflict. Taking this into account, the aim of this book is to explore the structure of dangers facing some of the influential figures involved in Asian naval matters, and their responses to internal and external security quandaries on the Asian seas. Concentrating on global understandings of threats and knowledge of conservation, this examination also attempts, in different degrees, to decide that in “communicating security,” or perils, someone support yet certain declarations in a broad political alliance few statements discredited.


			Beginning from the aforementioned facts, this volume presents involvements that combine different knowledge with an interdisciplinary approach that is the unique feature of the Zenit series. This volume has divided into two sections.


			The Section I of this book volume talks about the significance of Indian Ocean, Arabian Sea and future of Gwadar port. The contributors have given a critical standpoint regarding the future of maritime security in 21st millennium Asia.


			Section I – Indian Ocean Reimagined


			Starting from first chapter, Shahzad examines the prospects of blue economy in Pakistan. As the blue economy owns noteworthy probable to contribute substantially to a nation’s economic growth by generating foreign exchange reserves for the national treasury. Regrettably, the full realization of a blue economy within Pakistan’s Exclusive Economic Zone in the Indian Ocean remains elusive. Shahzad has highlighted in this work the underlying factors that impede the development of resources within the blue economy. The implementation of efficient strategies for the planning and safeguarding of these resources has the potential to significantly enhance regional prosperity, with a particular focus on the economic growth of Pakistan. Overall, the imperatives for resourceful economics and maritime affairs in Pakistan’s Indian Ocean Exclusive Economic Zone have discussed which are contingent upon political stability, legal order, and political will at the government level.


			In the second chapter, Falarti enquires the prophetic observation made by Admiral Alfred Thayer Mahan over a century ago, emphasizing the critical role of the Indian Ocean in shaping the destiny of the world. The chapter explores that how India, since its independence from Britain, has regarded the Indian Ocean as its sphere of influence, while the region’s strategic allure has attracted various global players, including China. Besides, Falarti examines the geopolitical and geo-economic aspects of India-China rivalry in the Indian Ocean and ascertains whether their competition extends beyond the regional context to encompass other global powers. The chapter critically analyzes factors influencing the India-China strategic rivalry and explores potential losses and implications for both countries. The chapter highlights the need for understanding the dynamics of India-China competition in this region to ensure peace, stability, and economic growth. Inclusively, this chapter sheds light on the complexities of the India-China rivalry in the Indian Ocean, providing insights into how both countries can transform their competitive dynamics into an opportunity for collaboration and mutual growth. It calls for a nuanced understanding of the region’s geopolitical landscape to navigate potential flashpoints and foster a stable and cooperative future for the Indian Ocean.


			In the third chapter, Tariq has illustrated the Indian Ocean Region has significant geopolitical and economic importance because of its strategic location connecting major maritime trade routes, its abundant natural resources, and its role in shaping global security dynamics. Tariq has tried to figure out that the implications of conflict in this region can be far-reaching and multifaceted, affecting various aspects, including geopolitics, the economy, security, and the environment. This chapter examines that a conflict in the Indian Ocean could lead to a shift in power dynamics among regional and global actors. The region’s coastal areas are sensitive to climate change, and conflict could exacerbate existing vulnerabilities and lead to population displacement. Countries in the region have diverse interests and historical tensions. Overall, the chapter is indispensable for discussing the implications of conflict in the Indian Ocean Region, which has been becoming more complicated in 21st Century.


			In the fourth chapter, Jabeen has mentioned about Gwadar Seaport of Baluchistan, it a flagship of China-Pakistan Economic Corridor. It is of great importance and a source of communication among the countries and oceans. The chapter has inspected that because of economic constraints, Pakistan could not start working on seaport, however, the year 2001 proved a milestone and China consented to funding the project. The construction work completed with lion share of China and the seaport became operational in 2007. It has great economic opportunities and trading facilities for regional and international shipping, providing short routes. In recent era, the state’s vision towards each other is friendly and hostile. Jabeen has predicted that the port is not only an opportunity, but at the same times facing various challenges, which emerge from regional insecurity, rivalries, instability, maritime security, etc. The chapter has clinched that in the foreseeable future; the port is to increase economic activity, bringing closer the regional powers for trade benefits, but would serve as an arena of competition for strategic interests as each state follows a separate course for its various interests and issues.


			In the fifth chapter, Khalid has examined the marvel of maritime piracy in the Indian Ocean. Since it has emerged as a complex and multifaceted issue that transcends conventional security concerns. This chapter delves into the intricate intersection of politics and ecology by examining the political dimensions of maritime piracy and its consequential impacts on the marine ecosystem. The Indian Ocean, long known for its role as a vital global trade route. Khalid in his work has witnessed a resurgence of piracy in recent years, presenting a significant challenge for nations and industries operating within the region. As this chapter explores the political dynamics driving piracy and its cascading ecological effects on marine life, it has aimed to shed light on the intertwined relationship between security, politics, and environmental preservation in this critical maritime arena.


			In the sixth chapter, Dahri has examined that China-Pakistan Economic Corridor (CPEC) as a part of China’s “One Belt, One Road” initiative, is an ambitious undertaking. This chapter embodies Beijing’s desire for connectivity with other regions and its efforts to make certain that its economy stays the course by diversifying energy import pathways. Dahri has critically argued that CPEC has an embedded strategic nuance. It is an answer to the United States’ Asia pivot and its growing support for New Delhi. Dehri believes the Indian Ocean will be a vital battleground for strategic partnerships with the US and India vs China and Pakistan. Eventually, the chapter concludes that all four navies – the United States Navy (USN), Indian Navy (IN), Peoples Liberation Army (PLA) Navy and Pakistan Navy (PN) – will have vital roles to play in the unraveling maritime security environment in the Indian Ocean Region.


			In the seventh chapter, Drissi has scrutinized the Arabian Sea its geopolitical and geoeconomics challenges. It occupies a central position in the Indian Ocean. Drissi highlights the importance of the Arabian Sea borders four important regions: the Indian Peninsula, Iran, the Arabian Peninsula, and the Horn of Africa. All of them interact in the sea civilly, culturally, economically, politically and strategically. The chapter examines the geo-economic and geopolitical aspects of Arabian Sea. Drissi has emphasized the Arabian Sea brings together the essence of Islamic civilization in its various converging and conflicting doctrines. Besides, the chapter has tried to figure out that Iran, which embraces the Shiite references, wants to find economic and strategic exits in this sea through the construction of the port of Chabahar in a quasi-strategic alliance with India first and then with China second. Economic sanctions prompted Iran to exploit its outlet across the Arabian Sea to find new resources for itself. The chapter has concluded that the Arabian Sea in the strategy of the Chinese Silk Road is very vital, as this sea plays a major role in bringing together geographical, national, religious and civilizational contradictions.


			In the eighth chapter, Sajida and Bilal delve into the Indian Ocean Region as a critical geopolitical theater in the 21st Century, characterized by its strategic significance and the complex interplay of regional and global powers. By integrating historical perspectives, geopolitical realities, and contemporary policy considerations, this chapter has employed a multidimensional analytical framework. Emphasizing the shifting alliances and alignments that have shaped their positions within the region, it maps out the historical underpinnings of India and Pakistan’s foreign policies in the Indian Ocean, from the Cold War era to the present day. The chapter examined the effects of crucial elements such as economic interests, security concerns, maritime ambitions, and involvement with significant global actors in the Indo-Pakistan alliance. Sajida & Bilal have explored the challenges and opportunities posed by their individual approaches to regional cooperation. To conclude, it presents a detailed study of the intricate interplay between India and Pakistan in the Indian Ocean Region. The chapter has contributed essential insights for scholars, policymakers, and practitioners engaged in the study of Indian Ocean geopolitics and South Asian affairs.


			Section II – Melting Ice: From Arctic to South China Sea


			The Section II of this book volume investigates the maritime prospects of Arctic Ocean, South China Sea and Indo-Pacific Ocean. In this section, the authors have analyzed the forthcoming maritime challenges and opportunities for the regional and key players in 21st Century Asia.


			In the nineth chapter, Ahmad has inspected about the transformations in the global and environmental landscape that have marked the growing importance of the Arctic region. The Nordic countries are now focusing on the potential advantages that China’s acceptance of the Polar Silk Road (PSR) policy framework could bring. In this chapter, the primary focus is on exploring several plans and projects regarding the advancement and utilization of Arctic Sea routes because of growing global uncertainties. Ahmad examined in this chapter that what are the motives of China to build Polar Silk Road in the Arctic Ocean. How China is creating fresh regional arrangement for the gain of diplomacy among Arctic and near-Arctic nations because of the melting ice in Arctic Ocean. As a whole, the chapter talks about the growing importance of the Arctic Ocean at the global stage and the role of China to make a trade route through the Arctic Ocean.


			In the tenth chapter, Saira has examined the South China Sea (SCS), a vast maritime stretch in Southeast Asia. It has drawn the attention of the international community because of its complex dynamics and significance. The chapter has investigated the geopolitical importance, resource claims, disputed islands of China and its various implications for the US. It is important because of its location at maritime crossroads, international trade, and connection to major economies. Many states have competing territorial claims in the region. Saira has explored that from a USA perspective, the South China Sea through various lenses, encompassing strategic positioning, economic interests, and geopolitical influence in this region. In fact, the United States intends to uphold a steady balance of power in the Asia-Pacific region, and the South China Sea keeps strategic importance in its foreign policy and national security considerations. Overall, this chapter has revealed the intricate and expanding dynamic that highlights the requirement for a thorough examination and diplomatic involvement to steer the tumultuous circumstances of the South China Sea.


			In the eleventh chapter, Ahmad & Alqama has talked about the mounting pressure caused by China’s growing control in the South China Sea is the main reason behind the increase in hostility with the United States and East Asian littoral states in this chapter. The chapter delves deeper into China’s rationale behind maritime conflicts, US-China strategic competition, and Xi Jinping’s innovative strategy towards achieving the remarkable revival of the Chinese nation, based on a new comprehension of maritime arrangement. Ahmad & Alqama has examined the legal, strategic, and political aspects of China’s position in the South China Sea which reveals that other regional countries perceive China’s naval supremacy as a primary motivation driving Chinese claims in the area. By prioritizing the guiding concept of legitimacy in aquatic affairs, China’s rulers can benefit from more comprehensively integrating its aspirations into the developing naval system. At the end the authors have concluded that despite the dispute China and key players have to address the issue as a legal obligation of key stakeholders.


			In the twelfth chapter, Jahangir has illustrated about the Indo-Pacific Ocean Region that is a new geopolitical creation that possesses specific characteristics involving various economic, strategic, and political interests related to its spatial dimension. Jahangir examines the strengthening patterns of maritime power politics, the competition for dominance over the Indo-Pacific Ocean region. She has used the theoretical model incorporates a synthesis of three approaches: geo-economics, geostrategic, and geopolitical, to function as variables and means for maritime power politics. The chapter has employed hermeneutical approach to decipher and evaluate the power dynamics of this newly emerged maritime region where India, Pakistan, the US, and China have become the major players with their respective national concerns. The US has a variety of objectives in India, such as enabling India to become a regional leader, controlling the region’s geopolitics, and countering China’s attempts to dominate the region. Generally, the chapter debates on Indo-Pacific and its maritime significance in 21st Century.


			This volume will be a rich resource for anyone interested in the maritime security in the 21st Century Asia.
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Maritime Destiny. Navigating Pakistan’s Blue Economy in the Indian Ocean


			Sajid Mehmood Shahzad


			Abstract: The blue economy possesses significant potential to contribute substantially to a nation’s economic growth by generating foreign exchange reserves for the national treasury. Regrettably, the full realization of a blue economy within Pakistan’s Exclusive Economic Zone in the Indian Ocean remains elusive. This literary work undertakes a comprehensive examination to ascertain the underlying factors that impede the development of resources within the blue economy. The primary objective is to comprehensively harness the untapped potential of the maritime resources within Pakistan’s Exclusive Economic Zone. The implementation of efficient strategies for the planning and safeguarding of these resources has the potential to significantly enhance regional prosperity, with a particular focus on the economic growth of Pakistan. The imperatives for resourceful economics and maritime affairs in Pakistan’s Indian Ocean Exclusive Economic Zone are contingent upon political stability, legal order, and political will at the government level.
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			Introduction


			The significance of oceans has been duly emphasized within the framework of the Sustainable Development Goals (SDGs), particularly in relation to Goal 14. Emphasizing oceans’ sustainability Goal 14 specifically pertains to the conservation and sustainable utilization of oceans, seas, and marine resources (Askari, Tahir & Shaheen, 2020). The presence of healthy oceans and seas is of utmost importance for the sustenance and survival of human beings and the overall well-being of our planet. The conservation and sustainable utilization of natural resources is of utmost importance. However, it is important to acknowledge that human activity is posing a significant threat to the oceans and seas, which are widely recognized as the largest ecosystem on our planet. This detrimental impact is not only compromising the delicate balance of marine life but also having far-reaching consequences on the livelihoods of billions of individuals worldwide.


			The Indian Ocean serves as a crucial conduit for approximately two-thirds of the global supply chain, facilitating the transportation of various commodities. Notably, it plays a pivotal role in the movement of supplies originating from the oil fields in the Persian Gulf region, which account for roughly 40% of the world’s oil reserves. The significance of Sea Lines of Communication (SLOCs) cannot be overstated, as they serve as crucial conduits for the transportation of merchant vessels and oil tankers. Apart from the Gulf States, it is noteworthy that the remaining countries within the Indian Ocean Region have yet to commence exploration activities within their designated area of responsibility (AoR). However, extensive geological investigations have yielded numerous compelling findings that strongly suggest the presence of a prospective resource within the confines of the Indian Ocean. In contemporary times, it is noteworthy that the Indian Ocean plays a significant role in facilitating intercontinental trade. Specifically, approximately 90% of such trade, encompassing a wide range of products, is conducted within this vast maritime region. Furthermore, it is anticipated that approximately half of the world’s energy consumption will be attributed to China. Accordingly, it is anticipated that India will imminently surpass the United States in terms of energy consumption, thereby ascending to the position of the fourth-largest energy consumer globally. According to Kaplan (2011), it is projected that a significant proportion, specifically 90%, of China and Japan’s energy requirements will be fulfilled soon by sourcing from the Persian Gulf through the Arabian Sea (p. 8). The present circumstances serve to amplify the significance of Pakistan’s Exclusive Economic Zone in the Indian Ocean, given that Gwadar is positioned strategically at the entrance to the Persian Gulf.


			Numerous nations with a maritime presence have initiated efforts to harness the potential of the oceans to foster sustainable economic growth. The term “blue economy” refers to the economic activities and sectors that are directly or indirectly linked to the utilization and conservation of oceanic resources. As per the established definition, the blue economy endeavors to foster economic expansion while concurrently upholding environmental sustainability in alignment with the 17 Sustainable Development Goals outlined by the United Nations. The concept of the blue economy encompasses a range of oceanic industries that have been well-established, including hydrocarbon extraction, fisheries, and coastal tourism. Additionally, it includes emerging industries such as offshore renewable energy, aquaculture, seabed mining, and marine biotechnology, among various others. In the realm of the blue economy, various factors contribute significantly to its functioning. These factors encompass coastal development, maritime trade, shipbuilding/scrapping, and port infrastructure. Many coastal nations are increasingly leveraging the potential of their blue economy to achieve long-term economic growth and prosperity.


			In the context of Pakistan, it is evident that the advancement in the crucial domain of blue economy is significantly impeded by a prevailing condition known as sea blindness. The current state of Pakistan’s green economy is facing significant challenges because of global warming, leading to unpredictable weather patterns, sudden flash floods, and untimely droughts. Consequently, both the public and private sectors have recognized the urgent need to prioritize the crucial aspects of the blue economy, which have previously been overlooked. Pakistan, a nation endowed with a substantial coastline spanning over 1,000 kilometers, necessitates judicious utilization of this maritime resource. The sea zone of Pakistan encompasses a substantial expanse measuring approximately 290,000 square kilometers. This area comprises two distinct regions: an exclusive economic zone spanning 200 nautical miles, which encompasses a total area of 240,000 square kilometers, and an additional continental shelf extending 50 nautical miles, covering an area of 50,000 square kilometers. The total sea area of Pakistan surpasses the combined size of Punjab and KPK, indicating a notable disparity in geographical extent. The untapped potential of this specific maritime zone should be maximized at the earliest opportunity. Given the prevailing circumstances, it has become imperative for policymakers to collaborate with pertinent stakeholders to develop a comprehensive ocean policy. Additionally, it is essential to initiate an awareness campaign and enforce the involvement of the Higher Education Commission (HEC) in conducting extensive research on various aspects of the blue economy within both public and private universities across Pakistan. To foster collective contributions towards the advancement of Pakistan as a prosperous nation, it is imperative to ensure the active participation of all relevant stakeholders.


			Considering the significance of maritime trade, the British initiated the construction of coastal infrastructure in the Subcontinent. During subsequent years of their governance, a multitude of ports and harbors emerged along the coastal regions. Following the partition of British India in 1947, the newly formed nation of Pakistan found itself in possession of a substantial coastline. This coastal stretch presented Pakistan with significant opportunities and challenges in terms of maritime trade and development. At that time, the port of Karachi stood as the sole major port within Pakistan’s maritime domain, serving as a crucial gateway for international trade and commerce.


			In addition, it is noteworthy that the development of two additional ports has transpired over the course of time, namely Qasim Port close to Karachi and another port situated in Gwadar. Considering this, it is noteworthy to observe that the Central Asian republics, which were once part of the Soviet Union, as well as China, have harbored a longstanding aspiration to establish a connection with warm waters. This aspiration is now being actualized through the China-Pakistan Economic Corridor (CPEC), specifically by means of the Port of Gwadar. The proposed strategic shift necessitates a comprehensive evaluation by the pertinent entities, given its potential far-reaching ramifications on both security and economic fronts in the long run. Hence, it is imperative to meticulously address the vulnerabilities and apprehensions that may be linked to the subject matter, to mitigate any potential consequences that could arise in the future. The China-Pakistan Economic Corridor (CPEC) is a significant infrastructure project that establishes a connection between the Kashgar region in western China’s autonomous region and the southwestern port of Gwadar in Pakistan’s Balochistan province. This connection is established through a comprehensive 3,000-kilometer road and rail network, facilitating transportation and trade between the two regions (Iqbal, 2015, p. 3). The China-Pakistan Economic Corridor (CPEC) project, although conceptualized earlier, commenced its tangible execution in 2013 with the transfer of operational control of the Gwadar port to a Chinese company. Subsequently, there has been a notable shift in focus towards Pakistan’s blue economy. The North Arabian Sea has been identified as a significant energy corridor primarily because of its proximity to the Strait of Hormuz.


			The east-west shipping route, known as the Northern Indian Ocean Trade Channel, holds significant global importance as the primary conduit for international trade. According to Das (2009), a significant number of merchant ships are known to operate concurrently. The Indian Ocean’s geographic location and the presence of strategic waterways contribute to the establishment of shorter and more cost-effective sea connections between the Atlantic and Pacific regions. The region under consideration encompasses a total of 37 riparian states and 11 hinterland states, as documented by Akhtar (1981, p. 14). This geographical region is home to a significant portion of the global population, exceeding 25%. Several sea states within the Indian Ocean Region have attained membership within the esteemed United Nations organization. It is noteworthy to acknowledge that the Indian Ocean holds significance for adherents of the Islamic faith because nearly half of its expanse borders the coastal regions of the Islamic world (Ahmer, 1986). Most states with a Muslim majority population are geographically situated in proximity to or directly along the straits of the Indian Ocean. Percentage wise Pakistan’s sea trade on east-west axis is depicted in Figure 1.


			Pakistan, situated at a strategic geographical location, finds itself at the convergence point of the oil-rich Gulf region and the energy-rich Central Asia. Pakistan’s geographic location is characterized by its distinctiveness, as it serves as a pivotal link connecting Central Asia with the global community. According to Ahmer (1986), the port of Gwadar is expected to serve as a cost-effective outlet for the energy resources of Afghanistan and the Central Asian republics. Furthermore, the port’s continued expansion as a prominent transshipment hub has the potential to significantly enhance the economy and bolster its global reputation. The further division of Pakistan’s coastline is appended in Figure 2.


			The presence of various natural resources within the Exclusive Economic Zones of marine states is widely acknowledged. These resources encompass minerals, fish products, mangroves, algae, and hydrocarbons. However, it is regrettable that the exploration and utilization of these resources in the Indian Ocean have not been thoroughly conducted, as highlighted by Arunachalam and Suryanarayan in 1993. According to Nadir (2010), the exploration of the ocean’s resources, including hydrocarbons, marine coral reefs, plant products, and metals, holds significant potential for enhancing Pakistan’s blue economy. Specifically, the North Arabian Sea region presents an opportunity for such exploration, free from external interference. Regrettably, the current body of research pertaining to maritime affairs and the marine potential within the Exclusive Economic Zone of Pakistan is rather limited. The Indian Ocean, renowned for its vast reserves of natural resources, presents an intriguing yet enigmatic domain for exploration and exploitation. However, the realization of its full potential remains shrouded in uncertainty, primarily due to the presence of various challenges encountered within its maritime expanse. Because of the diminishing availability of terrestrial resources, there has been a notable escalation in the reliance of numerous maritime nations on marine resources. The present chapter endeavors to ascertain the authentic resource potential within Pakistan’s Exclusive Economic Zone and analyze the associated challenges in exploiting these resources.
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			Pakistan Maritime Zones


			The 1982 United Nations Convention on the Law of the Sea (UNCLOS-82) provides a comprehensive framework for the delineation and regulation of various maritime zones. Pakistan, a nation situated in South Asia, has demonstrated its commitment to international maritime law by becoming a signatory to the United Nations Convention on the Law of the Sea (UNCLOS) of 1982. As of January 2020, a total of 166 countries have also signed this significant treaty, which serves as a comprehensive legal framework for the governance and utilization of the world’s oceans and their resources. Pakistan, in accordance with the United Nations Convention on the Law of the Sea (UNCLOS) of 1982, has declared several sea zones. These zones, as outlined below, represent Pakistan’s maritime boundaries, and are recognized under international law. For further elucidation on the subject matter pertaining to these zones, please refer to page 59 of the United Nations Convention on the Law of the Sea (UNCLOS).


			Internal Waters and its Area in Pakistan


			The fundamental criterion employed in the quantification of ocean currents is the low-water demarcation along the coastal region, which is conveniently depicted on navigational charts through the interconnection of all protruding terrestrial features. According to the United Nations Convention on the Law of the Sea (UNCLOS) of 1982, it is established that the area encompassing the waters between the baseline and the shoreline of the territorial sea holds significant importance as part of the internal waters. In this context, the country possesses complete autonomy and exercises full jurisdiction over these waters. In the context of Pakistan, it is noteworthy to mention that the extent of inland waters within the country’s geographical boundaries measures approximately 5190 square kilometers.


			Territorial Sea and its Area in Pakistan


			According to the Territorial Waters and Maritime Zones Act of 1976 (p. 1), Pakistan’s territorial sea is legally defined as the expanse of water extending up to 12 nautical miles from its coastline. The total area covered by the subject under investigation is 19,500 square kilometers.


			Contiguous Zone and its Area in Pakistan


			The Contiguous Zone of Pakistan, which spans a width of 24 nautical miles, has been officially designated as such. According to the United Nations Convention on the Law of the Sea (UNCLOS) of 1982, Pakistan possesses the authority to both avert and penalize transgressions related to tariffs, financial obligations such as taxes, as well as immigration and sanitary laws. This sea area encompasses a vast expanse measuring approximately 39,000 square kilometers.


			EEZ and its Area in Pakistan


			According to the United Nations Convention on the Law of the Sea (UNCLOS) of 1982, Pakistan has declared a maximum limit of its Exclusive Economic Zone extending up to 200 nautical miles. The total area covered by the subject under investigation is approximately 240,000 square kilometers. It is imperative to acknowledge that Pakistan currently maintains amicable relations with both Iran and Oman in terms of maritime borders. However, it is worth noting that the demarcation of maritime boundaries between Pakistan and India is also resolved prior approval of the continental shelf of Pakistan. However, it is important to note that the focus of our research lies within the Exclusive Economic Zone.


			Continental Shelf


			The United Nations Organization has granted maritime nations the opportunity to assert additional territorial claims at sea, contingent upon the fulfillment of specific technical and legal prerequisites. On the 13th of March 2015, Pakistan acquired a distinct territory measuring approximately 50,000 square kilometers, following the completion of all necessary prerequisites. Upon the successful endorsement of this claim, it has been observed that Pakistan has experienced a notable expansion in its sea area, specifically from 200 to 350 nautical miles. In this jurisdiction, Pakistan possesses exclusive privileges to conduct exploration activities pertaining to the natural resources present in the seabed. Pakistan’s sea area in the Indian Ocean has been expanded by an additional 50,000 km², bringing the total to 290,000 km² (Khan, 2015). The expanse of this maritime region surpasses the collective land area of Punjab and Khyber Pakhtunkhwa (KPK) provinces. The region under consideration can be aptly referred to as the Maritime Provinces of Pakistan. To effectively govern the province, it is imperative to establish a cohesive national framework that can capitalize on its abundant natural resources and bolster the overall strength of the national economy. The future of humanity is intricately intertwined with the vast expanses of the world’s oceans, which encompass a staggering 71% of the Earth’s surface (Kohli, 1997). This profound connection arises from the alarming rate at which our planet’s finite resources are being rapidly depleted. The escalating demand for fish, minerals, and associated natural resources from marine environments can be attributed to the swift depletion of resources on land. Maritime states across the globe play a crucial role in facilitating extensive maritime trade, serving as the backbone of the global economic framework. The significance of these valuable resources, commonly referred to as the “blue economy,” necessitates meticulous oversight and robust safeguarding measures in Pakistan.


			The exponential growth of the population, coupled with the prevalence of national, regional, and international conflicts, has emerged as a significant contributing factor to the depletion of natural resources on a global scale. Similar observations can be made regarding non-renewable energy sources, as they too exhibit a declining trend. However, it is noteworthy that the demand for non-renewable energy is concurrently experiencing a rapid surge. Consequently, the prospect of adequately fulfilling these escalating demands in the future may pose considerable challenges (Weeks, 2013). The escalating global demand for energy resources surpasses the current availability of such resources on land in various nations. Consequently, it becomes imperative to investigate alternative energy sources that can be harnessed from the vast expanse of the sea. Presently, there is a growing inclination among nations with a maritime presence to explore the potential of the blue economy, which encompasses the utilization of marine resources. Pakistan’s coastal stretch encompasses the Sindh coast, predominantly characterized by the Makran Coast, which also encompasses the Indus Delta. Situated in the southeastern vicinity of Karachi, the Indus Delta region encompasses vast expanses of mangrove forests, which serve as crucial habitats for various fish species during their reproductive cycles.


			In contrast, it is worth noting that the Makran Coast, extending in a westerly direction from the bustling city of Karachi, traverses through Jiwani and ultimately reaches the border shared with Iran. The coastal region under investigation exhibits a plethora of prominent geological features, including but not limited to cliffs, rocks, mud volcanoes, and sheltered coves. The significance of acknowledging the stakeholders’ lack of awareness regarding these resources cannot be overstated, as the absence of comprehensive marine resource mapping has been observed. It is imperative to ensure the robust safeguarding of these resources through the implementation of stringent physical security measures and the enactment of appropriate legal frameworks. The legislative structure of Pakistan encompasses a range of statutes and maritime regulations that serve to offer legal protection within its jurisdiction. In the context of Pakistan’s Exclusive Economic Zone, the responsibility for ensuring physical protection falls under the purview of the Pakistan Navy (PN). The Pakistan Maritime Security Agency (PMSA) assumes a crucial role in safeguarding these valuable assets situated along the coastline and within the Exclusive Economic Zone of Pakistan.


			Maritime Assets


			The fundamental components of the blue economy encompass a wide range of elements, including both biotic and abiotic resources, alongside various maritime infrastructures, and activities. These encompass seaports, ports, shipbuilding and shipbreaking operations, maritime trade, merchant ships, fisheries, as well as the extraction of minerals and mines from marine environments. The essence of the information provided can be found in the subsequent paragraphs whereas Pakistan’s potential and resources in the Exclusive Economic Zone are appended in Table 1.
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			Major Ports


			Pakistan, a country located in South Asia, boasts the presence of two fully operational ports within its maritime infrastructure. The first port, known as Karachi Port Trust (KPT), is widely recognized by its acronym. The second port, named Port Bin Qasim, is commonly referred to as PQA. These ports serve as crucial gateways for maritime trade and play a significant role in facilitating the import and export activities of Pakistan. The initial two ports possess the capacity to accommodate diverse trade flows, encompassing containers, liquids, coal, and bulk cargo. The connectivity between the northern part of the country with KPT and PQA is facilitated by a robust network of highways and railways that have been extensively developed. In contrast, it is noteworthy to mention that the operational effectiveness of the deep seaport of Gwadar is yet to be fully realized, primarily due to ongoing development efforts aimed at enhancing the port’s infrastructure. At present, the port is interconnected with the province of Sindh through a well-established coastal road network (Iqbal, 2015).


			Karachi Port Trust (KPT)


			The Karachi Port Trust was founded in 1886, operates as a port under the federal government and is accountable to the Ministry of Maritime Affairs. The port commenced its operations approximately one year after its establishment in 1887. It was bestowed with the requisite jurisdiction to oversee the development of the Port of Karachi, situated in the vicinity of Karachi Harbor. Presently, the Port of Karachi stands as the most bustling seaport in Pakistan. In the annals of history, it is noteworthy to mention that the port had been subject to the jurisdiction of the esteemed Karachi Harbor Board commencing in the year 1880 as establish by the British, until the establishment of the Karachi Port Trust (KPT) in 1886. The port has been under the diligent surveillance and management of the Federal Government since its inception, reaching a commendable milestone of 136 years of continuous service in the year 2023.


			The Karachi Port was developed by the British mainly to export wheat and cotton, which is still in abundance in Pakistan and adjoining areas in India. The Port is equipped with a Channel measuring approximately 11.5 kilometers in length, boasting a significant depth of approximately 13.5 meters. The port is equipped with a total of 30 dry cargo berths, with 13 located on the West Wharves and the rest on the East Wharves. Additionally, there are three berths specifically designated for handling liquid cargo, accommodating both petroleum, oil, and lubricants (POL) cargo as well as non-POL cargo. According to the current data, the total number of available berths stands at 33. The port is capable of accommodating ships with a maximum deadweight tonnage (DWT) of up to 75,000. This operational capacity is maintained continuously, 24 hours a day, seven days a week, ensuring secure passage for vessels within the specified weight range. The non-container handling activities at the port are managed by autonomous private stevedoring enterprises. The Karachi International Container Terminal (KICT) and Pakistan International Container Terminal (PICT) are two prominent container terminals at KPT. KICT is managed by Hutchison, a renowned multinational corporation specializing in port operations, while PICT is operated by International Container Terminal Services (ICTS), a leading global provider of container terminal services. It is worth noting that both KICT and PICT were established under the Build-Operate-Transfer (BOT) framework. This framework involves private entities constructing and operating the terminals for a specified period before transferring ownership back to the government. This arrangement allows for private sector involvement in the development and management of critical infrastructure, such as container terminals, while ensuring eventual transfer of ownership to the public sector.


			The Pakistan International Container Terminal (PICT) was established through a substantial investment of $ 33.8 million. The primary objective of this investment was to develop a shared container terminal on Berths 6-9 of the Karachi Port. The successful completion of this endeavor was made possible through the execution of a 21-year Implementation Agreement between the esteemed Trustees of the Port of Karachi and Premier Mercantile Services. This agreement, which was officially signed in the year 2002, followed the Build-Operate-Transfer (BOT) model. The expiration date for this event occurred on June 17th, 2023. Throughout its operational activities, PICT successfully generated a substantial turnover of Rs 123.1 billion. Additionally, the company achieved a commendable gross profit of Rs 56.397 billion, indicating its ability to effectively manage costs and generate revenue. Furthermore, PICT recorded a net profit of Rs 31.855 billion, highlighting its ability to generate income after accounting for all expenses and taxes. These financial figures demonstrate the company’s strong performance and financial stability during the specified period.


			United Arab Emirates AD Ports Group, a prominent organization headquartered in the United Arab Emirates, has recently entered into a significant 50-year concession agreement with the esteemed Karachi Port Trust (KPT). This agreement grants the AD Ports Group the authority to operate the Karachi Gateway Terminal Limited (KGTL) for the specified duration. As part of this arrangement, the AD Ports Group has committed to investing a substantial sum of $ 220 million (equivalent to approximately Rs 63.129 billion) in the development of infrastructure within the initial decade of the agreement. This development represents a noteworthy milestone in the ongoing progression of commercial ties between the two countries. Pakistan is set to receive an increased upfront payment of $ 50 million for the acquisition of fixed equipment and infrastructure, a notable increment from the previous offer of $ 40 million made after expiry of the PICT 21-year lease in June 2023. Based on available records, it has been documented that the business entity from the United Arab Emirates (UAE) has expressed its intention to make a substantial investment of $ 102 million within the upcoming five-year period.


			Port Qasim


			The Port Qasim Authority Karachi, which was established in 1973, is responsible for the management and administration of the second deep seaport in Pakistan. Port Qasim plays a significant role in meeting approximately 40% of Pakistan’s shipping requirements. Port Qasim exemplifies a collaborative effort between the public and private sectors aimed at developing various infrastructural amenities. These include berths dedicated to handling coal and iron ore, a versatile terminal capable of accommodating diverse cargo types, the Fauji Oil Terminal (FOTCO), Qasim International Container Terminals, Engro Vopak Chemical Terminal, a terminal specialized in handling liquid cargo, and a terminal dedicated to the handling of fertilizers and grains. The expansion potential of the port is considerable in terms of physical space. However, its rate of expansion is impeded by its upstream positioning, which surpasses 40 kilometers from the open sea. This geographical characteristic leads to a protracted Turnaround Time (TAT) for incoming vessels.


			The Port Qasim Authority (PQA) has implemented a comprehensive strategy aimed at optimizing its operations. This strategy includes expanding the port’s parameters to accommodate larger vessels, thereby capitalizing on the potential economies of scale. Additionally, PQA is actively reinforcing its port infrastructure by acquiring the necessary crafts and constructing additional berths and terminals to enhance its overall capacity. Several development projects have been undertaken, encompassing various aspects such as the deepening and widening of the navigation channel, the acquisition of tugs, the establishment of a second container terminal, a grain and fertilizer terminal, an LPG terminal, a coal and clinker/cement terminal, the construction of a World Trade Centre, and the development of waterfront areas, among others. To support the establishment of industrial and commercial activities within its industrial estate, the Port Qasim Authority (PQA) is also engaged in the development of infrastructure. This includes the construction of roads, provision of water facilities, sewerage systems, and stormwater drainage within the Eastern Industrial zone. The estimated cost for these development projects amounts to Rs. 8.8 billion.


			Gwadar Port


			Gwadar, a significant coastal city, is situated on the Makran Coast, approximately 533 kilometers west of Karachi and 120 kilometers east of the maritime border between Pakistan and Iran. The seaport in question holds significant prominence within the Arabian Sea region, due to its pivotal role in maritime activities. The commercial operations of Gwadar Port commenced in March 2008 after its official inauguration on March 20, 2007. The initial phase of development included the establishment of three berths. The initial decision made by the government of Pakistan entailed the importation of a substantial quantity of Wheat, Urea, and Coal via the port of Gwadar. On the 18th of February 2013, the operational rights of the port were transferred to the Chinese Overseas Port Holding Company (COPHC) from the Port of Singapore Authority (PSA) as the port was initially leased to PSA. The Gwadar Port, in addition to serving as a transshipment port for China, has the potential to provide crucial support to the delicate economy of Pakistan. Gwadar has the potential to offer the most expeditious access to warm waters for the land-locked Central Asian States and Russia. The concept of establishing a deep-water port in Gwadar was officially formulated by the Pakistani government in the year 1991. The project was approved by the Executive Committee of the National Economic Council (ECNEC) in June 1994. In February of 1996, a significant allocation of Rs. 2 billion was made by the government for the purpose of constructing a deep seaport in Gwadar. In December 1996, several prominent companies participated in the submission of an Expression of Interest (EOI) with regards to the initial phase of the Gwadar project. In March 2002, a bilateral agreement between China and Pakistan was signed, commonly referred to as the Sino-Pak agreement. This agreement outlined the involvement of the China Harbor Engineering Company in the construction of Phase I of the port, with a financial commitment of approximately USD 248 million. Out of the total funding amounting to $ 248 million, it is noteworthy to mention that Pakistan’s contribution accounted for a relatively modest sum of $ 50 million, with the remaining funds being provided by China. The segment served as the inaugural highlight of the China-Pakistan Economic Corridor (CPEC) for the present day. By the end of 2023, the Port is partially operational; the need of the hour is to make the Port fully operational.


			Karachi Shipyard & Engineering Works (KS&EW)


			The organization known as KS&EW exhibits a highly dynamic and adaptive nature, showcasing significant technical prowess and a wealth of professional capabilities. The Karachi Shipyard is the exclusive facility responsible for shipbuilding, ship repairing and ship maintenance activities in Pakistan. It holds the distinction of being the largest industrial engineering complex in the country, having been established in 1956. Presently, it operates under the administrative jurisdiction of the Ministry of Defence Production (MoDP), which falls under the purview of the Government of Pakistan. KS&EW is an esteemed autonomous organization that operates with a dedicated Board of Directors. The Board of Directors is led by the esteemed Chief of the Naval Staff, who serves as the Chairman of the board. Following are core business portfolios:


			

					Ship building;


					Submarine construction;


					Ship repairs & refurbishment;


					Heavy general engineering;


					Material testing laboratory;


					Shipyard training school.


			


			Ship Breaking Industry at Gaddani


			Gaddani is situated in a remote area of Balochistan close to Sindh Coast near Karachi, the Gadani ship-breaking yard stands as a prominent site housing the world’s third-largest collection of ship graveyards. Gadani, boasting more than 132 operational ship-breaking plots, held the esteemed position of being the largest ship-breaking yard globally until the 1980s. Subsequently, the title was claimed by Alang, located in Gujarat, India. The establishment of the ship-breaking yard in Gadani can be traced back to the pre-independence era. Prior to the 1980s, the area in question was widely acknowledged as the most expansive repository of shipwrecks globally. The ship-breaking yard of Gadani is located approximately 50 kilometers northwest of the urban center of Karachi. The yard plays a crucial role in facilitating the domestic salvage and sale of millions of tons of steel. The ship-breaking yard located in Gadani has the capability to dismantle a maximum of 125 ships per year when operating at its full capacity.


			The ship-breaking industry in Pakistan is widely recognized for its significant profitability, primarily attributed to the extraction of highly valuable materials, including wood and steel, in substantial quantities and at remarkably low costs. As previously indicated within the blog post, it is noteworthy to highlight that the ship-breaking yard located in Gadani possesses the capacity to dismantle more than 100 ships on an annual basis. This attribute of the ship-breaking yard holds significant implications, as it provides a cost-effective and readily available source of scrap iron and steel for the metal industries situated in Pakistan. The ship-breaking process at Gadani results in an average steel production of approximately 1.2 to 1.5 million tones, positioning it as the foremost ship-breaking yard in Pakistan in terms of scale. Nevertheless, it is important to note that the figure does not account for an additional quantity of approximately 25 tons of recycled wood. The implementation of this process results in significant cost savings, amounting to billions of rupees, which would otherwise be expended on the importation of these materials.


			Pakistan National Shipping Corporation (PNSC)


			The Pakistan National Shipping Corporation (PNSC) is a prominent national shipping agency that was established in 1979 through the amalgamation of the National Shipping Corporation (NSC) and the Pakistan Shipping Corporation. This merger was facilitated by the Pakistan National Shipping Corporation Order number XX of 1979, as documented in the Gazette of Pakistan, Extraordinary Part I, on March 29, 1979. It is important to note that the PNSC operates under the safeguard of the constitution, ensuring its legal protection and adherence to relevant regulations. The system operates autonomously and is overseen by a governing body known as the Board of Directors. The geographical location of the company’s main administrative center is situated in Karachi, Pakistan.


			Merchant Marine


			The Pakistan National Shipping Corporation (PNSC) is responsible for the management and operation of a fleet of 12 vessels, which accounts for approximately 16% of Pakistan’s total trade volume. While the Pakistan National Shipping Corporation (PNSC) has demonstrated positive progress and sustained profitability over recent years, there remains a pressing need to enhance its infrastructure to facilitate the accommodation of additional vessels and augment its overall carrying capacity. According to available data, a significant proportion of Pakistan’s trade, encompassing both imports and exports, is conducted through maritime routes, accounting for approximately 96% of the total trade volume. This maritime trade encompasses various commodities, including raw materials and oil, which are transported via sea routes. According to our research findings, it has been observed that the current domestic crude oil production is estimated to account for approximately 18% of the overall demand. Given that the Pakistan National Shipping Corporation (PNSC) is considered a national asset, it becomes imperative to prioritize and implement measures aimed at enhancing its sustainability.


			Fish Harbors


			The Pakistani coast is home to several fishing harbors, namely Korangi, Karachi, Pasni, Gwadar, and Jiwani. The harbors exhibit a dearth of contemporary infrastructure, except for antiquated vessels and obsolete facilities for boat maintenance. In the year 2021, Pakistan witnessed a total fisheries production of 136,370 million tons. This production can be further categorized into two main sources: residual catches obtained from the sea, and catches acquired from rivers on land. In the financial year 19-20, the total export volume amounted to 130,148 million tons, yielding a revenue of USD 303 million for the country as stated in Table 2. The data reveals a notable decline in seafood export. Consequently, it is imperative to enhance the fishing infrastructure in Pakistan, encompassing the ports situated along its coast, through the incorporation of cutting-edge equipment, machinery, and processing plants.
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			Fishing Fleet


			Based on the available data from 2018, it has been observed that the total count of registered fishing boats amounted to approximately 19,107. Additionally, the number of operational fishing boats during the same period was recorded to be 18,519. The Sindh coast, which spans approximately 270 kilometers, is a significant region along Pakistan’s extensive coastline of over 1000 kilometers. This coastal area supports a substantial fishing industry, with an estimated 10,000 large fishing boats and over 19,000 (including 4,000 unregistered) small fishing boats operating within its waters up to the coast of Iran in the West (Khan, Naimat, 2022). These boats serve as a crucial source of livelihood for millions of individuals in the region.


			The primary vessels employed by Pakistani fishermen for their fishing activities in coastal waters predominantly consist of traditional wooden boats that have withstood the test of time. In certain cases, it has been observed that larger gillnet boats are employed for fishing activities in deeper waters. However, it is important to note that these vessels entail higher costs and necessitate increased maintenance efforts. Considering the prevailing utilization of traditional wooden vessels by local fishermen and the regulatory framework established by the European Union (EU) pertaining to the upkeep of cold storage facilities on fishing boats, it becomes imperative to introduce contemporary ships equipped with such amenities and incorporating state-of-the-art methodologies for fishing activities within Pakistan’s Exclusive Economic Zone. The fishermen in the exclusive economic zone of Pakistan are presently utilizing various types of fishing vessels, including mechanized gillnets, trawlers, and mechanized sailboats such as Hora and Doonda. Most of these vessels are known to operate within the geographical region designated as zone -1, spanning up to 12 nautical miles from the shoreline. Additionally, they are also observed to navigate within area -2, which extends from 12 to 20 nautical miles from the coast.


			Fishery Protection/ Shore Patrolling by Maritime Forces


			Pakistan Maritime Security Agency (PMSA) is currently engaged in an initiative to enhance its capabilities in maritime disaster management. Deliberations of the Maritime Affairs Coordination Committee first led to the establishment of a Maritime Affairs Wing in the Ministry of Defense in May 1986. Thereafter, Pakistan Maritime Security Agency was established on 1st January 1987 for enforcement of National and International laws, policies, and conventions at sea. The PMSA Act was passed in 1994 by the Parliament which provided the necessary legal powers to PMSA to perform its tasks with the aim to enhance its maritime capabilities and strengthen its presence in safeguarding Pakistan’s territorial waters.


			Research Facilities


			The phenomenon of disproportionate exploitation and scarcity of land resources has prompted coastal nations to turn their attention towards the vast expanse of seas and oceans to support their economic growth and enhance their blue economy. Regrettably, most of these crucial trails in Pakistan have garnered minimal attention from both the public and private sectors, primarily owing to the dearth of marine research facilities. The prevailing mindset among policymakers in public and private decision-making organizations is often characterized by a lack of awareness and understanding of the potential of maritime activities. This phenomenon, commonly referred to as “sea blindness,” stems from a general ignorance regarding the significance and opportunities associated with the maritime domain. In the present geographical region, it is noteworthy that a singular hydrographic department exists, functioning as a subsidiary under the esteemed Pakistan Navy. This department is actively engaged in the crucial tasks of marine surveying and data mapping within the marine domain. However, it is important to acknowledge that this department encounters certain challenges stemming from the lack of access to state-of-the-art equipment, sensors, and machinery, which can impede its operational efficacy. The National Institute of Oceanography (NIO) and the Pakistan Marine Fisheries Department, similar to the aforementioned departments, encounter challenges pertaining to a deficiency in research laboratories, inadequately trained or doctoral research personnel, and outdated equipment. Consequently, the absence of substantial research endeavors in the domain of hydrography has been observed, specifically concerning the exploration of living and non-living resources within Pakistan’s Indian Ocean Exclusive Economic Zone. Regrettably, it is worth noting that among the 183 universities recognized by the Higher Education Commission (HEC) of Pakistan, a mere three institutions have established maritime departments. These universities include Karachi University, which houses the Department of Marine Biology, Bahria University, home to the National Institute of Maritime Affairs, and Lasbela University of Agricultural, Water and Marine Sciences which has established department of Marine Sciences to research on Marine Science, Marine Geology and Coastal and Environmental Sciences. Minhaj University Lahore has a dedicated center to study maritime Affairs, namely Center of Research and Innovation in Maritime Affairs (CRIMA).


			Living Resources of Pakistan EEZ


			The Exclusive Economic Zone of Pakistan is a geologically diverse region characterized by a plethora of distinctive oceanic phenomena, alongside a wide array of mine and mineral resources. Significant dedication and thorough investigation are required to ascertain the precise magnitude of the potential resources within the Exclusive Economic Zone of Pakistan. The data currently accessible for analysis predominantly originates from international sources, suggesting the presence of potential hydrocarbon and mineral reserves. However, it is important to note that the Ministry of Food and Agriculture in Pakistan does not significantly contribute to the country’s Gross Domestic Product (GDP). This is evident from the fact that fish exports only constitute a mere 1% of the overall national GDP. The fishery resources within Pakistan’s Exclusive Economic Zone exhibit a relatively lower level of exploitation in comparison to the Atlantic and Pacific Oceans. While fishing serves as a crucial means of subsistence for coastal communities, its impact on the national economy is of paramount importance. The fishing industry in Pakistan supports a workforce of approximately 100,000 individuals who are engaged in various employment opportunities within this sector. Additionally, an estimated 332,000 fishermen actively participate in fishing operations, contributing to the overall productivity and sustainability of the industry. Given the current state of diminishing food resources on land, it is imperative for Pakistan to exercise caution and strategically increase its fish harvest from the sea to adequately sustain the escalating needs of its growing population.


			Mangrove Forests


			The coastal region of Pakistan is known for its significant abundance of mangrove forests. The Sir Creek area in southeast of Karachi is reported to encompass approximately 260,000 hectares, as documented by Moazzam in 2013 (p. 136). Whereas in the coastal region of Balochistan, it is worth noting that Mangrove forests have been observed to thrive in several locations, including Gwadar Bay, Miani Hor, and Khor Kalmat. These areas collectively span an estimated land area of approximately 18,350 acres, as documented by Baloch, Rehman, Saeed, Kalhoro, and Buzdar in their 2014 publication (p. 67). Additionally, it is worth noting that the Indus Delta region boasts expansive mangrove forests. The forests under consideration primarily serve as crucial habitats for the reproduction and development of aquatic organisms, particularly fisheries such as shrimp, lobster, crab, as well as various avian species. The division of mangrove forests along Pakistan coast is appended in Figure 3.
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			Seaweed Resources


			In recent years, there has been a notable trend among maritime nations to harness the potential of algae resources in a highly efficient manner, primarily for the purposes of food production, animal feed supplementation, and fertilizer development. The utilization of algal resources in various industries, including textile, leather, paper making, pharmaceutical, cosmetic, and agricultural, has been achieved due to their chemical properties and nutritional value (Arunachalam & Suryanarayan, 1993, p. 33). The seaweed resources found in areas along the Sindh coast in Pakistan are widely recognized and acknowledged. Nevertheless, it is worth noting that a comprehensive assessment of the algal stocks in the coastal region of Pakistan has yet to be conducted. However, it is widely acknowledged that the Sindh coast possesses a significant abundance of seaweed resources.


			Non-Living Resources of Pakistan EEZ


			Mineral Potential


			According to the National Institute of Oceanography in Pakistan, it has been observed that the geological composition of southwest Makran exhibits notable occurrences of inanimate natural resources. The presence of minerals, including ore, zinc, copper, and sulfate, is hypothesized to exist within the designated geographical region. Regrettably, the exploration and utilization of these resources by the pertinent Pakistani authorities have not been adequately pursued. The proposed course of action involves conducting oceanographic mapping at the designated site to ascertain the precise quantity of the deposits. These deposits have already been identified by the oceanographic vessel MV Behr e Paima. It has been observed that marine sediments contain a diverse range of approximately 30 types of common minerals. It has been estimated that the Indian Ocean potentially contains approximately 10,000 tons of minerals. The extraction of minerals from Pakistan’s Exclusive Economic Zone and continental shelf represents a relatively uncharted domain that holds considerable potential for exploration and development. The lack of awareness surrounding the blue economy has hindered the involvement of the public sector in harnessing the potential of marine resources. Hence, it is imperative to establish a comprehensive policy framework that facilitates the sustainable utilization of Pakistan’s marine sediments and minerals.


			Seabed Resources of Pakistan


			The Arabian Sea exhibits all the essential geological features common to other marine regions and offers good prospects for seabed resources. Based on the North Arabian Sea’s geological evidence, various mineral resource reserves may be available in the Pakistani continental shelf. Briefly attached below are some of the resources in the EEZ of Pakistan:


			

					Phosphorate;


					Placer minerals;


					Building material;


					Metallic deposits;


					Hydrocarbons;


					Gas hydrates.


			


			Challenges


			The predominant component of Pakistan’s contemporary blue economy pertains to the domain of marine transportation. The Port Qasim Authority and the Karachi Port Trust, which are government-operated entities, presently generate an annual revenue exceeding Rs 20 billion for Pakistan. The potential for substantial increase in connectivity can be realized through the establishment of linkages between our ports and the landlocked Central Asian States. Gwadar, owing to its advantageous geographical location near the Straits of Hormuz, Malacca, and the Suez Canal, possesses significant potential to serve as a pivotal center for transshipment activities, ship maintenance operations, and shipbuilding endeavors. These three prominent maritime passages are renowned for their high levels of traffic and activity, further enhancing Gwadar’s prospects in these domains. Furthermore, it is worth noting that the geographical positioning of this location is near a highly trafficked maritime route, widely recognized as one of the most heavily utilized shipping lanes globally. The extensive projection of Gwadar’s role is imperative. Baluchistan possesses a highly advantageous geographical feature in the form of an extensive coastline endowed with significant economic potential. Pakistan possesses an Exclusive Economic Zone spanning an area of 240,000 square kilometers. Notably, this EEZ was expanded by an additional 50,000 square kilometers in 2015. The geographical region under consideration presents a significant scope for the development of fishing and aquaculture activities, showcasing substantial opportunities for growth and expansion in these sectors. Notwithstanding, it is worth noting that blue carbon possesses the inherent capacity to facilitate Pakistan’s resilience in the face of climate change and the overarching phenomenon of global warming. Baluchistan, owing to its considerable strategic significance, possesses the potential to function as a pivotal access point for maritime cargo transportation. However, Baluchistan is lagging far behind in the area of maritime transportation despite its enormous potential. The fundamental underpinning of the blue economy revolves around the domains of fisheries and aquaculture. These sectors play a pivotal role in not only ensuring the livelihoods of coastal communities but also in stimulating economic development. Pakistan, a country located in South Asia, boasts a significant diversity of fish species within its aquatic ecosystems. Extensive research has led to the identification of a total of 529 distinct fish species inhabiting the waters of Pakistan. Among these species, 230 are specifically adapted to freshwater environments, while the remaining 296 species thrive in marine habitats. This rich array of fish species contributes to the overall biodiversity and ecological significance of Pakistan’s aquatic ecosystems. Regrettably, it is evident that no government has thus far demonstrated substantial commitment towards harnessing the vast potential inherent in the blue economy. The correlation between poverty eradication and the fulfillment of basic human needs is intricately linked to energy consumption. Presently, energy usage is relatively modest on a global scale, and even more so in developing countries, primarily attributable to elevated costs and limited accessibility. These circumstances are contingent upon the valuation of the US dollar and geopolitical factors that transcend national boundaries. The nation of Pakistan possesses a substantial marine potential, thus far, remains largely untapped. The imperative for the nation lies in the transformation from a conventional, outdated economic model to a progressive blue economy, which can effectively address the challenges posed by population growth and align with prevailing global patterns. The China-Pakistan Economic Corridor (CPEC) presents a remarkable opportunity for the advancement of our maritime industry and the comprehensive exploitation of the blue economy.
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Table 2. Fish exports FY 2016-17 to FY 2020-21.

Year Export (million tones) Earnings (USD)
FY 1617 89,032 239
FY 1718 137,819 315
Ey 18-19 130,830 294
FY 19-20 130,148 317

FY 20-21 136,370 303
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“Table 1. Pakistan EEZ potential and resources.
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