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by Norman N. Miller

THE INDIAN OCEAN:
TRADITIONAL TRADE ON
A SMUGGLER'S SEA

“If the dhow trade is dying, it is the fault of the
smugglers,” nodded the wizened Arab as he
waved his hand over Kenya’s Old Port of Mom-
basa. Only three of the galleon-like wooden ships
that have plied the Indian Ocean for two
millennia drifted at anchor in the calm harbor.

“There should have been several more here by
now,” he continued. “It is very sad...Kenyan
officials have made it too hard on the smug-
glers...and stopped the export of mangrove
poles. What cargoes are there now?” He flicked
his hand in a gesture of disgust and despair.

Akbar Salim Akbar, trader, exporter, former
dhow captain and retired smugglet, was
lamenting the end of an era. Then a curious thing
happened. As if to lift Akbar’s gloom, a foreign
boom dhow glided silently into view around the
north point, its lateen sail billowing as the
nakhoda ordered his men to come about and
turn into the harbor. Sailing closer, it looked
sturdy, hand-hewn, its rich brown wood gleaming
in the sunlight as if it had been newly varnished.
A Kenyan courtesy flag and an Omani flag
fluttered from the mainmast and stern. Two of
the crew, dressed in long, gown-like kanzus,
stood motionless near the anchor. It was a mag-
nificent sight, and Akbar was obviously de-
lighted.

When the health and customs officials had
cleared the dhow we rowed out in a tiny boat to
greet the captain. Two interesting facts imme-
diately became apparent: although built of teak
in the ancient form, the dhow had both sails and
a 200-horsepower auxiliary Japanese diesel
engine. It also had a Japanese television set which
was blaring out a Kenyan cowboy show,

“Itis indeed the end of an era,” I commented,
but Akbar didn’t hear. He was too pleased to be
aboard an old friend.
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If Akbar thought about it very much he would
agree that the key to understanding the modern
Indian Ocean lies in understanding its past, par-
ticularly its trading past. It is the age-old dhow
traffic that permitted the racial, religious, and
cultural mixing that today underlie the political
realities in the Indian Ocean. In fact, the dhow is
of epic historical importance, comparable to the
covered wagon in American history, the galleons
of Spanish history, and the junks of China. With
the junks, dhows are the last major cargo sailing
vessels that exist today, by-passed by the age of
steam and diesel, total anachronisms in an age of
nuclear submarines and leviathan tankers.

Trade relations between nations of the western
Indian Ocean, from India and Pakistan through
the ports of the Persian Gulf and the Arabian
peninsula, down the east coast of Africa and en-
compassing many of the islands, have existed for
at least 1,200 years. It is the dhows, sailing the
monsoon winds to and from their home ports,
that have facilitated these contacts. Because
much of the long-distance dhow trade to Africa is
coming to an end, the time is appropriate to
mark its passage!

The Smuggler’s Sea

Past and present, the Indian Ocean deserves
the title ““The Smuggler’s Sea.” Illicit dhow trade
here is an age-old art, a seagoing sport, a swash-
buckler’s delight. It has offered those who win
the full gambit of reward—from profit and
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excitement to dangerous adventure, exotic
cuisine, and exotic sex. The secret behind the
smuggler’s art is the marvelously adaptable dhow
itself:

- Dhows draw little water, and can go practi-
cally anywhere in the swamps and inlets of the
Arabian-African coastlines, mooring on the sand
to unload and simply awaiting the next high tide
to sail away.

- Dhows have enormous flexibility. Their
interior spaces can be converted quickly to
accommodate any cargo, from mangrove poles to
passengers and indentured “slaves.” Dhow cap-
tains can mix their business between legitimate
and illicit trade, or simply pose as fishermen en
route to remote fishing grounds in order to cast
nets and lines.

- Dhows can use both sail and engine, gliding
quietly to a rendezvous, or using power {o elude
patrol boats or to cover distances against the
wind.

- Dhow maintenance costs are low, their tech-
nology is marvelously simple, and most sailors
can do all repair jobs. Needs are simple: rope,
canvas, caulking compounds, paint, wooden
pegs, nails, pulleys, a carpenter’s kit, fat and lime
mixtures for treating wood below the water line,
fish oil to protect exposed wood.

- Dhow work is poor man’s work. Alternative
labor may not exist, or may be far less attractive
and adventurous than working aboard a dhow.
For a crewman there is always the chance of a
windfall profit. Some smuggler captains share
the profits of success with their crews on a pro-
portional basis; others use a fixed salary, high or
low depending on the success of the venture.

- Officialdom cooperates at various levels. For
some, the dhow is a method of beating exchange
controls. Customs officials are occasionally
involved in the illicit trade, sometimes as master-
minds behind big smuggling operations,

- Smugglers are not heavily punished. The
crime is not considered onerous, either by the
smugglers or the police. There is little stigma
attached to a few months in the “‘government
hoteli,” the Swahili euphemism for jail. Foreign
smugglers are more often fined and released to
avoid international red tape.

Of course not all dhows smuggle, at least not
all the time. There is a “‘legitimate’ dhow trade,
with established routes, and a lot of fascinating
data in what we might term a ““dhow culture.”

A dhow is a lateen-rigged sailing ship that
ranges in size from 6 to 600 tons. The majority
are between 20 and 100 tons, with 6 to 30 crew
members. Dhows historically have been built in
many Indian Ocean ports, such as Lamu in
Kenya, although in recent years Kuwait has be-
come the most important. Even with auxiliary
engines, for economy dhow movements still de-
pend on the prevailing monsoon winds. The
northeast monsoon brings the ships south; the
southwest monsoon carries them back to their
home poris. Voyages from the Persian Gulf to
Mombasa average 35 days in the early part of the
season, 20 to 25 days later on as the winds
freshen. Dhows from India to Mombasa usually
leave later in the season (December-January) and
make the journey in 25 days. Traffic between the
Persian Gulf and India is the heaviest, partly be-
cause dhows can make two round trips a year
even without auxiliary engines.

Historically, dhow routes in the western Indian
QOcean have included all ports with even a remote
possibility of profit or commercial viability. Ports
have ebbed and flowed in importance as the
goods they touted changed in supply and

Indian Ocean

Considering all its gulfs, bays, and seas, the
Indian Ocean is a vast area, 28.3 million
square miles, the third largest ocean on the
planet, at many points over 4,000 x 4,000
miles. Geographically it is almost landlocked,
vulnerable to control from four or five
strategic points (Cape of Good Hope, Suez,
Straits of Malacca, and the entries south of
Singapore).

The Indian Ocean has been a commercial
and cultural bridge, a link between East and
West that has allowed reliable and inexpensive
contact between peoples for a thousand years.
Aside from the monsoon system, other winds
have been ideal for trade. In the southern
latitudes the roaring “Forties” could push a
sailing ship the 4,700 miles from Capetown to

Fremantle, Australia, in three weeks.
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demand. Basically the routes included the Per-
sian Gulf, the Arabian Sea, the Gulf of Aden, the
southern half of the Red Sea (winds in the north
are treacherously unpredictable, condemning
many a becalmed sailor to an agonizing death for
lack of water and food) and the littoral coast of
Africa, well south to Madagascar and present-
day Mozambique. An important part of the trade
included the islands of the outer ocean, the
Comoros, Seychelles, Maldives, Laccadives,
Mauritius, Reunion, and others. Generally the
island dhow traffic has slowed since World War
I1, due mainly to the lack of viable produce for
trading.?

i

A Shasha on the Batna
Esmond B. Martin)

{Photo credit,

A Lomu jahazi at Ngomeni, Kenye. (Ph

A “ghanaga” in Metrah, Oman. {Photo credit, Esmond B.
Martin)

T

oto credit,
Esmond B. Martin}

Dhow cargoes are marvelous catalogues of the
product and produce of their ports of call:

- Tallow, hides, cattle, sheep, and goats from
Somalia

- Dates, salt fish, and dried shark from the
Arabian coast

- Carpets, chests, waterpots, and nuts from
Iran and the Persian ports

- Tiles, mats, and a melange of cheap manu-
factured goods from India, and

- From the Swahili coast, coconuts, coconut
products, mangrove poles, pineapples, peppers,
and at favorite ports of call, a great deal of
laughter and love (see Appendix, Tables II-1V).

Seeing the dhow in its historical context of
course involves looking beyond the exotic trade
items. The impact of the dhow is a fascinating
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The Dhow

Dhows vary in size and type, and in ter-
minology used to describe them in different
parts of the Indian Ocean. For example,
Boom, Sambuk, Belem, Baggala, Shu’ai,
Jahazi, Mashua, Khotia {Ganja), Zarook, and
Jaliboot each connote a different naval archi-
tecture, Typical configurations of a ““Boom”
dhow:

Mainmast
Yard

Sail
Mizzenmast
Bow Timber
Sternpost
Quarter Deck
Main Deck

. Rudder

10. Keel

11. Shrouds
12. Halyard

A baglha at Muscat in the late 1930s. (Photo credit, Alan
Villiers)

PENP A LN

(After Howarth)

Dhows may also be seen as an art form. The
ship’s architecture, wood, decoration, canvas,
stern, and rigging have been objects of several
studies (see Howarth). Similarly, the romance
and adventure associated with dhows are re-
curring themes in the literature of the region.
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issue in all its aspects, both within and outside
the law, both positive and negative. A few items:

- The Indian Ocean slave trade, existing from
900 A.D. to nearly 1,900 A.D., was a thousand-
year epic of human suffering and exploitation
probably five times greater than that for West
Africa. It may have involved up to 1.5 million
people forcibly removed in dhows from Africa to
work the harems, households, and armies of
Arabia.

- The racial admixture of Arab, African, and
Indian peoples, with some trace elements of
Malay peoples, was made possible by the ubiqui-
tous sailing, trading, and passenger-carrying
dhows.

- The Swahili language, now spoken in East
Africa, was developed as a trade language, com-
bining Arabic and Bantu tongues. This lingua
franca can be traced to the 11th century, neces-
sitated by the Arabian trading and slaving
dhows.

- Cultural gifts, in terms of art, architecture,
music, cuisine, dress, tastes, habits, and, more
subtily, attitudes, were interwoven throughout the
Indian Ocean peoples by the dhow traffic coming
predominantly from India and Arabia.

What have been some of the less fortunate gifts
from the dhow traffic (aside from slavery)?

- Iliness and disease have stalked the dhow
routes. The cholera epidemic in Zanzibar, in
which 30,000 people died in 1879-80, was

Mombasae, Old Port, circa 1890. (Kenya National
Archives)

A sailing craft off India..

i

Pearl divers in the Arabian Gulf, circa 1939. (Photo
credit, Alan Villiers}

believed brought by a dhow crew. In 1945, on the
same island, 32 people died from fever brought
by an Arabian dhow crew.

- Prostitution over the years has occurred on
the Kenya coast to accommodate the dhow crews.
Lamu was considered the ‘“‘sin capital” of the
Arab world. Mombasa in 1957 had an estimated
prostitation population of 3,200 (2,000 female,
1,200 male) for a city population of less than
60,000. The modern social consequences have
been some of the highest rates of venereal disease
in the world, and, even more sobering, the
occurrence of tough, penicillin-resistant strains
of gonorrhea that are spreading through ado-
lescent groups and affecting female fertility and
fetus development. Health officials in Kenya cite
the world cost of V.D. (at 30% of the primary
care monies spent in developing nations) as
modest in terms of the need.

|

ki



- Poaching, trophy hunting, game destruction,
and wildlife depletion are exacerbated by smug-
gling in the killing business. The trade is in ivory,
rhinoceros horn, leopard, lion and cheetah skins,
zebra skins, rare birds (alive or dead), Colobus
monkey skins, hippopotamus teeth, elephant
hair bracelets, stuffed elephant’s-foot lamps and
stools, shells such as cowrie and conch, gazelle
skin rugs, tropical fish (alive) and other items. As
a consequence, rhinoceros, leopards, cheetahs,
and large-tusked elephants are threatened with
extinction, as are many varieties of shells.

More broadly, can we suggest that a political
or cultural unity was made possible by the dhow
trade? Was there ever a politically unified Indian
Ocean? Is there a basis now for a sense of com-
munity? Probably ‘‘no” on all scores, although
this negative conclusion should be tempered by
the knowledge that there have been important
unifying forces that have come and gone. There
has been an Islamic Indian Ocean that vied with
and surpassed an Indian (Hindu) Indian Ocean,
followed in turn by a Portuguese, Dutch, British
and finally an “independent” Indian Ocean. Be-
cause none of these influences was able to control
the illicit trade movements, none established
complete suzerainty over the Smuggler’s Sea.
Political unity has never occurred on any scale.

If not political unity, has there been a cultural
unity? Historically Islam provided a form of
cohesion through its religion and law. There is no
question that Islamic law had an enormous
impact on the western Indian Ocean, and that
even the disputes within Islam reverberated to
the farthest reaches of the region. In fact, Islam
must win the prize in the western Indian QOcean
for reducing racial and political tensions. Once
conversion occurred, adherents had a common
bond which significantly reduced the tendency
toward human strife of the mixing process.

In the southern Indian Ocean, Malay migra-
tions that came to Africa across the seas from
Indonesia may also have provided a temporary
unity of sorts. Another cultural unity, that of the
Hindu society, can be seen radiating out of the
Indian subcontinent. The real story, however, is
one of cultural overlays, of mixing and meshing,
of a syncretism of different religious and cultural
forms that then created new forms., The Indian
Ocean today is in fact polyglot and multiracial.
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The Search for a Research Method

As yet we do not have even the armchair
theories that might explain cultural diffusion
in the Indian Ocean. We do not understand
the impact of the cultural waves, the meshing
of values, how these societies have harmonized
and homogenized, and how the different ele-
ments of the cultures have tumbled over each
other, Writer J. de V. Allen, for example, asks
how one culture infects another. Did Indone-
sian music influence African music despite the
absence of actual colonization? How does the
Hindu substratum of beliefs affect the opera-
tion of Islam in, say, the areas they have con-
tested?

For our purposes it is even more germane to
question what a maritime society really does to
the areas it reaches. Is there a sailor’s men-
tality, an island mentality, an historic, laager-
like, “fort” mentality? Did these mindsets
influence major events? Should they be probed
to really understand these diverse comings and
goings? How many members of the maritime
societies were merely passing functionaries?
How many brought new ideas and doctrines;
how many came as exploiters and conquerors?
If the Indian Ocean historically was a smug-
gler’s sea, then we must conclude that these
maritime people spent a great deal of time
breaking whatever rules existed. Illicit trade
was at the core of the day-to-day cultural ex-
changes, and thus shaped the human fabric we
find here today.

The larger human movements were regularly
reinforced by new migrations and new quests for
trade. Indeed, it was the ubiquitous traders,
along with the teachers, holy men, fishermen,
pilgrims, dynasts and dhow captains that led the
to and fro of cultural mixing, Many still circulate,
filtered now only by bureaucratic obstructions
and national sentiments.

Modern Smuggling

What items constitute the smuggler’s stock in
trade? One answer is “‘anything for profit,” but
today there are clearly nine mainstays: human
cargoes, gold, liquor, drugs, cloves, ivory, man-
grove poles, food and animal products, and light
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manufactured goods. Each item gets a unique
treatment on the smuggler’s sea.

Human Cargoes. Modern parallels of the his-
toric Indian Ocean slave trade persist in the
illegal movement of an estimated 30,000 people
per year, mainly by dhow from India and Paki-
stan to the Arabian and Persian Gulf states, par-
ticularly Iran, Oman, Yemen, the United Arab
Emirates and others. This is a movement of
unskilled and semiskilled “cheap”labor into the
increasingly wealthy Arab countries where the
differences in per capita income now allow
formerly “Arab poor” to hire cheap manpower
for all manner of tasks. Many people find work
as domestic servants, construction workers,
sweepers and cleaners; others participate in the
trade via ‘‘agents” who arrange illegal entry for
them3 Some countries are combatting this
traffic with high-powered patrol boats. Horror
stories abound about patrol boats shooting into
crowds of migrants or dhow captains leaving
their passengers on remote sandbars in order to
flee oncoming officials.

Nowhete in the Indian Ocean are dhow cap-
tains in the passenger business famous for their
humanity. In the bloody Zanzibar Revolution,
where Africans rose against centuries of cultural
suppression by the Arab and Indian population,
a night escape by dhow to the nearby mainland
was possible for 1,000 shillings ($143.00) paid in
cash. Some 35,000 people are estimated to have
fled in this way.

Gold. On any scale, the smuggling of gold
from Dubai to India must be the dhows’ biggest
postwar business. In 1947 the new Indian govern-
ment decided to halt its people’s excessive pur-
chase of gold with rupees, and thereby prevent
rupees leaving the country. It prohibited the
importation of gold, mainly from Leondon and
Dubai, from which gold could be exported
without restriction. Thus the stage was set for one
of the titanic smuggles of our time. In 1966, to
feed India, Dubai (population 80,000) imported
over $410,000,000 in gold, more than was im-
ported by any country in the world except Swit-

Watching the crew pull anchor in Mombasa, one is re-
minded of the words of Akbar Salim Akbar, “In this busi-
ness, all that glitiers is probably gold.” (Photo credit,
Esmond B. Martin)

zerland and France. Most was flown from Lon-
don on scheduled flights, banked in Dubai
legally (ordered by “businessmen’), and smug-
gled to India by dhow.

Gold smuggling is a sophisticated business, in-
volving syndicates which have operated soto
governo for years. Small gold bars are usually
sewn into jackets that can be worn, transferred
from dhows to tiny fishing vessels off the Bombay
coast, and moved ashore when lanterns or
flashing car lights indicate the coast is clear.
There are even ways of eluding oncoming Indian
patrol boats by dropping the gold into the sea,
attached to submarined buoys that can be seen
only at low tide. The risk of arrest has also been
low due to the obvious disparity between an
Indian policeman’s salary ($35-$50 a month) and
what a dhow captain is carrying, say, $300,000 in
gold. Bribes can be high, and so are profits—
about a 50 percent markup in gold landed and
sold in India.

Although in recent years the increase in world
gold prices has made the trade less lucrative (the
estimated smuggling was down to $160,000,000
in 1977), there is still major activity on the
Dubai-India runs. Sophistication in the traffic
includes new high-powered engines which allow
dhows to outrun patrol boats, and new ways of
beating the exchange controls in order to pay for
the gold. For example, sweepstake raffle winners
may be able to sell their winning ticket stubs to
gold traders, as they are proof of having, say, a
million rupees, legally. There are new, more
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sophisticated links in the smuggling chain, such
as being in touch only from public telephone

booths so that most members do not know who

else is in the chain. Secrecy is essential.

This game is full of danger and intrigue, but
there is levity as well. One of the jokes is that the
Dubai trade is just a cover operation; the real
gold smuggling is on the East African dhows, as
Asians in Kenya, Tanzania and elsewhere in the
Indian Ocean send gold to their relatives. The
suggestion is nonsense in terms of volume, but it
hints that Dubai is not the only gold smuggling
port in the Indian Ocean.

Liguor. Various forms of alcohol (banned in
Kuwait and other places in the Arab world) are
smuggled by dhow from such countries as Iran
and Iraq. In Mocha, a major smuggling port in
North Yemen, liquor is priced at four or five
times its value on the free market. A bottle of
Scotch purchased in Djibouti for $5.00 can be
sold in North Yemen for $20.00, or smuggled on
to Saudi Arabia by small dhow to fetch a price of
$33.00. The beer markup on the same run is from
$.80 to $3.70 a bottle,

The basic traffic is into the Arab world where
Western drink has become not only the fashion
for many Arabs, but also a necessity in the en-
tertainment of Western business associates. Less
dramatic rum-running is beginning into
Zanzibar and Tanzania where the combined
effects of coastal Islam and austere socialism
have pushed the cost of a bottle of Scotch to over
$20.00. The present shelf price for Scoich in
Kenya is $17.50, which may suggest Kenya could
also be participating in an illicit liquor trade.

Drugs. Traffic in various types of drugs is one
of the more secretive trades, for obvious intet-
national reasons. Miraa leaves (‘*‘kaa’’), which are
chewed throughout the Arab world for “pick-
ups’’ at noon and relaxants in the evening, are
estimated to be a $30 million annual business. A
key air route is between Djibouti and Mocha.
Hard drugs and hashish are reported to move
from Iraq, Iran, and Pakistan to many parts of
the Indian Ocean. Opium was historically pro-
duced in Persia and smuggled into India in large
quantities, particularly in the latter half of the
nineteenth century. Remnants of this trade are
reported to exist today. The Martins noted, for
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example, that Persians legally supplied some
1,800 pounds of opium to Muscat in the 1850s,
which then made its way illegally by Indian
dhows to Zanzibar, Kurachi, Kutch, and Mala-
bar# Drugs are also used as payment for other
cargoes. Today the gold trade into India is paid
for in exported drugs, hard currencies, silver, and
other valuables.

Ivory. A bride in Gujarat traditionally is given
giftis of ivory bangles and bracelets, carved
figures, and ornate handled knives. The elephant
who carried these tusks may have been machine-
gunned into oblivion or blown up by a land mine
set by poachers at a water hole. Land mines can
kill six elephants at a time. Here the smuggler is
in league with the poacher; here he generates
world contempt—except in bridal India—and .
here he is once again in big business.

In eastern Africa, mainly Zdire, Kenya, and
Tanzania, and to a lesser degree Uganda,
Mozambique, Somalia, and Zambia, live the last
remaining herds of African elephant, That they
have been wantonly killed for their tusks (the
meat usually rots) is surely one of the great
wildlife tragedies of our time.

In Kenyatta’s Kenya and Nyerere’s Tanzania
the poaching has gone on for many years. Legal
ivory exports, for example to Hong Kong, are
reported in government import/export figures.
Hong Kong reporis four times that amount im-
ported from the same country during the same
period. The Martins quote Ian Parker, a well-
known authority on the ivory trade:

During the period 1959-1973 the Fast African
Customs record shows only .97 of a ton (of ivory)
was shipped to the Persian Gulf. During these
years Hong Kong imported 71 tons from the Gulf,
a region with no known elephant populations! It
seems probable that this ivory arrived theve in the
first instance aboard dhows sailing from the East
African coast3

A key ivory route might begin in the Selous
Game Reserve in Tanzania, transected as it is by
the Rufiji River. A poacher could simply move a
load of tusks to be hidden at the river bank,
picked up at night by canoe, floated to the mouth
of the river at one of the many dhow rendezvous
points, loaded aboard, and covered with hun-
dreds of mangrove poles that are being shipped
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Close Encounter on the Smuggler’s Sea

My own most memorable firsthand experi-
ence with the smuggler’s art could have been
more painful than it actually was. In Dar es
Salzam I had agreed to help George Kuchar, a
salvage diver and pearl fisherman, move his
boat back to his camp in the Rufiji Delta.
George was diving for copper and salvage
metal on the sunken German battleship
Konigsberg in one of the finger-like rivers of
the Rufiji. He had come to Dar es Salaam for
supplies and a respite in his 20" “schooner,” as
he called it. In reality it was a 20’ sailboat
badly in need of a paint job.

We sailed south uneventfully to Kwale
Island, slept on the boat near the old customs
post, and set sail the next day for Mafia
Island. The winds, however, were bad, and by
evening we decided to put into one of the
dozens of sandy inlets on the remote Tanzania
coast. We planned to swim and fish, to cook
on the sand, and again sleep aboard (as
George always did, using the sails as a
mattress).

Rounding a blind point we were suddenly
nearly on top of a mashua-sized dhow pulled
up on the sand. Five Arab and African men
were loading sacks and oil drums, and a stack
of mangrove poles lay on the beach. The crew
was at first as startled as we were; then three of
them rushed to the stern of the dhow. In a
moment we were gazing down the barrels of
three ancient, musket-like guns. They jabbed
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them menacingly at us, as if they were also
fixed with bayonets.

George did what I later realized was a very
brave thing. He stood up, put his hands up in
the air, and calmly gave them assurances that
we were not a government patrol nor customs
officials, only fishermen. I crouched lower in
the boat, murmuring ‘“‘Salaama, salaama,”
(“‘peace™) over and over again until we finally
drifted around another inlet and out of range.

When we found a beautiful beach several
miles further south, I queried George about
the oil drums, the sacks, and poles. He drew a
sketch on the sand:

The sacks probably contained ivory, or hippo
teeth (poor man's ivory). The oil drums,
George guessed, were cleverly compartmen-
talized containers that even on inspection
would not reveal the smuggled goods, because
any inspector would simply put a stick into the
drum through the top, and find oil all the way
to the bottom. Trophy skins or cloves would
have been tightly packed into the secret com-
partment. The sacks of ivory would go into the
bottom of the dhow, the legally exported poles
and oil drums on top. We had probably
stumbled onto a rendezvous point.

\
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legally. The Rufiji, where it reaches the sea, is
much like a tropical Mississippi delta, a marvel
of channels and streams, enshrouded in lush
mangrove swamps, and shifting sandbars. (It was
here that the German pocket battleship Konigs-
berg was able to elude British cruisers for months
in World War 1.) Dhows make their way thence
to the Persian Gulf sheikdoms or the Arabian
ports and thence to India. The trade is lucrative.
For the 71 tons of smuggled ivory reported by lan
Parker the value would have been in the neigh-
borhood of $840,000. I estimate it cost the lives of
900-1,000 elephants.

Cloves. The wind that drives the clove smug-
gling dhow is a socialist wind. Zanzibar, the
“clove capital of the world,” leveled such harsh
profit restrictions on its clove farmers (allowing
only 11% of the open market price), that a sizable
smuggling traffic has developed since the Revo-
lution in 1964 that united Tanganyika and
Zanzibar as Tanzania. A smuggler’s price in
mid-1970 was nearly $4,000 a ton; farmers were
receiving only $440 a ton. Most of the cloves are
sold on the south coast of Kenya, or on mainland
Tanzania, ostensibly part of the same country as
Zanzibar. Tanzania mainland authorities have
apparently not been very cooperative in stopping
the clove smuggling to their shores.

Zanzibar’s response has been to level the death
penalty for anyone convicted of clove smuggling,
although no confirmed executions yet have
occurred. In 1970-71 Zanzibar authorities

reported intercepting cloves valued at $5,000,000.
One smugglers’ technique is to hide cloves in
tobacco, which is also grown in Zanzibar. Curi-
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ously, there has been a marked increase in
Zanzibar tobacco sales in recent years.

Some 80 percent of Zanzibar cloves come from
Pemba, the northern island which is close to
Kenya (20 miles away at some points) and thus
much of the clove traffic to southern Kenya has
been a two-way system, smugglers returning with
radios, cornmeal, sugar, and other commaodities.

Mangrove Poles are tough and termite-resis-
tant, qualities that make them prized for
building, particularly as roof supports, through-
out the Arabian Gulf. Mangrove trees grow in the
coastal swamps of Kenya and Tanzania and take
about 30 years to mature. Cutting in the 1930s
and ’40s, in the Rufiji River area of Tanzania
alone, ranged from between one and two million
poles cut annually. It is hot, mosquito-infested
work, and most of the rewards go not to the
cutters but to the middlemen in the trade.

Until the supply began to dwindle, it was a big,
profitable business, Like so many natural
resources, mangrove poles have now been,
belatedly, subject to conservation studies, and
elaborate plans for husbanding the resource are
being made., Enter the wood poacher and the
smuggler. Even though Kenyan and Tanzanian
authorities have clamped down on mangrove
cutting, a flourishing trade has continued, par-
ticularly when demand for building materials in
Iran was high, Between 1976 and 1977 poles were
cut heavily, thus bringing stronger government
restrictions, especially in Kenya. The main
source of mangrove poles on the Kenya coast is
the Lamu archipelago, and the restrictions have
hurt employment there considerably, thus adding
to the smuggler’s chances.

The size of the trade in the Rufiji River area
over the years has ranged in value from £38,650
($107,220) in 1960 to approximately £1,300
($4,000) in 1921.

Food and Wild Animal Products. The illegal
trade in foodstuffs—maize, wheat, coffee, tea
and rice, plus that of animal products—is a very
big business. What are some of the major items,
their origing and destinations?

- Leopard skins, rhinoceros horn, Colobus
(black-and-white} monkey and zebra skins, and

A mashua off Mafia Island, Tanzewia (Photo credit,
Esmond B. Martin)
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other trophy/poaching items go from East
Africa, Ethiopia and Djiibouti to Arabian ports,
for transshipment to worldwide tnarkets, par-
ticularly Germany, the United Kingdom, and the
United States. Rhinoceros horn stops in Arabian
and Persian ports where it is sold for high profits
as a powder once believed to be an aphrodisiac
but now known to be used as a fever depressant,
Djibouti in particular is an important port for
much of the trophy traffic. One of the last
remmnants of the French colonial empire, it is a
lusty, brawling enclave of some 1,500 French
Legionnaires and 3,000-4,000 French army
troops, plus Somali people who work on the rail-
way, at the port, or on military installations.

Borders are easily breached in Africa and
Arabia. Famine relief foods, for example, were
smuggled to and from Ethiopia during the
1974-75 drought. A bag of maize given by a relief
mission could ¢ross and re-cross the Ethiopia-
Kenya border as many as five times, each
crossing constituting a sale, each sale getting a
higher price. As the local disaster conditions
worsened, exploiters bought and sold at a faster
rate (and kept large quantities of relief foods
from being consumed).

Other foodstuffs, such as pineapples, coconuts,
and black pepper, move between the Tanzanian
ports of Zanzibar, Pemba, Mafia, and the Rufiji
Delta, coming in mainly from Kenya.

Small Manufactured Goods. This traffic is
hefty in value and not always small in size. Cars
and small trucks are smuggled into Iran, Paki-
stan, and India, and large refrigerators are a
common item. Most of the traffic is to and from
those three countries and the Persian Gulf states.
Much of it is made up of watches, radios, cassette
tape recorders, stereo sets, appliances, electrical
products, and hard-to-get tools. Wristwatches
going from Dubai to India are undoubtedly the
largest single item, $16.1 to $23.3 million in value
estimated by the Martins to have been smuggled
annually between 1966 and 1971.

If we consider the arms traffic, often carried by
dhow, the value would be untoid. Uganda,
Ethiopia, Somalia, Tanzania, North and South
Yemen have all had reason to replenish their

arsenals recently, either to fight wars, to update
their armies, or to help their friends.

& &k &k K

The nefarious smuggling trade, of course, goes
on in hundreds of other items that would make
several sections in a smuggler’s catalogue. What
does it all amount to? The Martins, who have
researched the topic extensively, estimate the
Indian QOcean smuggling traffic at at least
$600,000,000 annually. That is probably a
conservative estimate. What is more startling is
that three times that figure is probably smuggled
by illegal shipment in modern trucks, airliners,
and cargoships. Much of this is organized by
corrupt, high-level officials in collaboration with
“businessmen.”’ Big cargos move illegally if
permits and passes can be obtained. Maize, rice,
coffee, tea, and petroleum products are a big part
of this trade. :

Modern Cargoes: Dhows in Context

The contemporary system of commercial
activity in the Indian Ocean is essentially a five-
tiered system, each with different routes, cargoes,
and ports of call.

Local Dhows. Intercoastal services are pro-
vided by small- and medium-sized dhows
working within their own countries. Their main

Map 3

Large Tanker Routes
To and From the Indian Ocean

« Faurtloa tor tankers of +75 002 dwt
o targar

Source: Imdian Ocean Atlas
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Review of the Trade

Cargoes of the East: The Ports, Trade and
Culture of the Arabian Seas and Western
Indian Ocean, Esmond Bradley Martin and
Chryssee Perry Martin, Elm Tree Books,
Hamish Hamilton, London, David and
Charles, Inc., North Pomfret, VT, distributors,
1978. XII and 244 pp., forward by Elspeth
Huxley, introduction, maps, tables, figures,
notes, and index. £12.50.

In many ways this is a magnificent book.
Handsomely illustrated and produced, it is
essentially a chronical of the dhow culture that
treats the reader fo an enormous number of
fascinating facts, Tt is, as geographer Harm de
Blij commented, ““a free-wheeling, fascinating,
sometimes infuriating, always informative, fre-
quently romantic, occasionally insensitive, and
highly personal account of several years’ travel
and research along East African, Arabian, and
Persian coasts.”

In terms of content, the 14 chapters are
divided into 3 main sections. The first, made
up of 3 chapters, concerns the early history of
the area. The chapter on slaving is an excellent
survey, full of estimates on the perennial ques-
tion of how many slaves went where, and
when, Between 1770 and 1896, for example,
the authors estimate 1,200,000 slaves left the
interior of East Africa for markets on the
coast,

In a second major section the Martins de-
vote one chapter each to the dhow trade in
various areas: Mombasa, Lamu, Zanzibar,
Tanzania, Kuwait, Bahrain, Qatar and Abu
Dhabi, Dubai and Iran. The final section con-
cerns the survival of the dhow and its impact
on the Indian Ocean.

When they turn to the specific country
studies there is great attention to facts and
figures. The Mombasa chapter, for example, is
full of marvelous detail: dhow cargoes, sup-
plies, commodities, and how dhow sailors
spend time in port. Food, leisure and prosti-
tution are key topics in a kind of ethnography
of a Mombasa dhow culture. Obviously more
at home on the Kenya coast, the Martins also

describe Lamu in superb detail. The survey of
the mangrove trade and other exports from
Lamu is a valuable contribution to East
African understanding. Mangrove poles by the
millions have been one of the key factors
driving the dhow trade (see Tables II-VI,
Appendix).

As an economic geographer, Esmond Mar-
tin has a good sense of statistics, and a concern
for presenting evidence to verify his assertions.
His canvas is so broad, however, that there is
in fact a great mixture of figures, data, obser-
vation, speculation and assertion. In a few
places, such as concerning “hippies in Lamu,”
there are gratuitous descriptions that could
profit from a colder, more analytical style. One
could also wish for more detailed maps, a sys-
tematic bibliography (references are carried in
footnotes) and a typology of the various dhows
the Martins describe.

Nevertheless, Cargoes is a book well worth
reading. Curiously, if the reader accepts the
old-fashioned, descriptive ‘‘chromicle” ap-
proach, as it is served up, the book is excep-
tionally rewarding. Part of the attraction of
Cargoes of the East, as the title suggests, lies in
the genuine curiosity its subject arouses.
Mystery surrounds the unfamiliar and the un-
known. There is basic exotica in such cargoes
as henna, tamarind, mangrove poles, spices,
and ghee,

Esmond Martin has been interested in the
dhow irade since 1964, and did intensive re-
search on the subject from 1971-1974, iravel-
ing extensively in the western Indian Ocean.
He holds a Ph.D. in geography from the Uni-
versity of Liverpool. Co-author Chryssee Mar-
tin has a doctorate from the University of Ari-
zona. Together they have produced a number
of works about East Africa (see bibliography).
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Dhow technology is relatively simple and most repairs can be done by unskilled laborers. Low overhead and operating
costs mean that dhows continue to provide local and regional services between ports not served by larger cargo vessels.

: L = ; . j - e Al LR
Old carpenter constructing a dhow in Bahrain. Photo Sails being repuoired, Lamu. Photo credit, Esmond B.
credit, Esmond B. Martin Martin
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Repairing a foreign dhow in Mombasa. Photo credit,
Esmond B. Martin

R . M@  Preparing “shahamu”at Mombasa. Photo credit, Esmond
Foreign dhows under repair, Mombasa. Picture Credit, B. Martin.
Esmond B. Martin

Left: Ngalcorar being repaired on Zanzibar island. Photo
credit, Esmond B. Martin-
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trade is largely between tiny ports with consign-
ments or on-the-spot cargoes too small for other
vessels (see Appendix, Tables II-VI).

Regional Dhows. A great deal of the regional
trade, particularly in the northeastern Indian
Ocean, is still conveyed in dhows with licenses to
move between three or four countries. The low
overhead and low operating costs provide services
between ports not served by cargo vessels. Most
of these dhows are now motorized, and most are
between 100 and 250 tons (dwt).

Regional Coasters/Schooners. A small but
important tier of trade activity is carried out by
motorized coasters and schooners that ply the
littoral and island ports of the Seychelles,
Comoros, Reunion, Mauritius, and others. These
crafts tend to be in the 300-500-ton category, and
are often of World War II vintage. They are
usually on “fixed but whimsical” schedules, as
one Seychellois importer noted. Sea passage
between islands is usually provided by this type of
vessel. Schooners rarely rely on sail alone and are
equipped with engines for moving against the
wind and piloting in shallow waters. Coasters are
often on fixed routes. Kenya's Motuku Shipping
Agency, for example, has four coasters that work
from Mombasa with general cargo and building
materials bound for Somali ports in the north
and Zanzibar in the south.

Dry Cargo Carriers. A wide range of large
(10,000-80,000 dwt) vessels serve the major
Indian Ocean ports, both as intra- and inter-
ocean traders. These include some of the new
container ships, bulk carriers such as cement
ships, modern cargo liners and a few of the older
“C”-type cargo vessels common in the 1940s and
1950s.

Oil Tankers. The fifth tier is occupied by the
large oil tankers, which include the VLCC and
the titanic ULCC class (“‘very”” and “ultra’ large
crude oil carriers). After the closure of the Suez
Canal between 1967 and 1975, sea traffic for the
tankers between the oil-rich Persian Gulf ports
was no longer limited in size. The rush to build
bigger and bigger tankers for the longer Cape
route has led to a major new variety of shipping
in the Indian Ocean. The leviathan tankers intro-
duced economies on a scale to compensate for the
longer voyages. They also brought enormous

navigational problems, along with dangers of
spillage and pollution and inadequate, rushed
technology (including in some cases basic hull
design problems). The open ocean, which was
historically regarded as bottomless, is suddenly
too shallow in places for the tankers.

The reality of modern trade in the Indian
Ocean is that oil is king, both in tonnage and in
value (25% of total trade value). Other key
commodities include coal, iron, rubber, coffee,
and tea. Qil and ores are directed especially
toward Japan, and the South-African/Japan
trade partnership is particularly strong,

East African states have relatively little intra-
area trade, even when the smuggling and illicit
dhow traffic are included. Most exports, such as
coffee, tea, cotton, and soda ash, go out of the
Indian Ocean. Most imports come from Europe,
Japan, or North America.

General Trade Patterns
From Indian Ocean States

Western Europe 33%
Japan 19%
United States 13%
West Africa, Latin America,

other Asia 12%
China, Russia Eastern Europe 5%
Intra-area 18%

Source: Indian Ocean Atlas, 1977

Aside from India and South Africa, the littoral
states of the western Indian Ocean are still non-
industrial, relatively weak traders on the world
scale. The island trade is small and insignificant,
Throughout the region there are relatively few
major ports, due partly to the coastline geog-
raphy. Those that have developed (Bombay,
Karachi, Mombasa, and Durban) were built by
colonial powers to extract resources from the
colony’s interior. They are not necessarily appro-
priate for independent nations with different
development and trade priorities, In addition,
much of the modern trade is still tied to the
colonial metropele. Both new technology and re-
placement parts are dictated by the original eco-
nomic infrastructure of colonial times. Land




From the west via Cape of Good Hope...
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Distances to indian Ocean Ports
(nautical miles)
From the East via Selat Sunda...

and via Port Said and via Singapore
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Rovers, for example, predominate in former
British arcas, Renaults in former French
colonies.

Political Realities: The Past is Prologue

The dhow trade has forewarned us. Even with
a Russian and American “presence” in the
Indian Ocean, the basic issues remain the same.
It is still the age-old business, a search for forts
and ports, a search for ways to convert and con-
trol, to exploit markets, to trade in rare goods, to
give aid and gain allies. The only difference is
that cloves, ivory, and spices have given way to
hard resources like oil, copper, and gold.

Sleeping quietly as the ‘““third ocean,” until
recently largely unknown and unexplored by the
West, the “Smuggler’s Sea” has suddenly
become a jousting ground for superpowers. In a
strategic sense, the basic issue remains control of
the sea lanes. Every island and littoral state has a
primary interest in the unfettered use of the
ocean. Yet none, except perhaps India and South
Africa, has the capacity to enforce its will, even
within its own territorial waters. Maritime claims
may or may not have any basis in the powet
position of each nation (see Table I, Appendix).

A great deal of local hysteria has been engen-
dered by the Soviet and the American presence in
the Indian Ocean. This concern resulted in the
1968 United Nations resolutions submitted by Sri
Lanka to maintain the Indian Ocean as a *“Zone
of Peace.” This may have had currency as a kind
of neutralizing ploy, but in reality the Indian
Ocean has never been a zone of peace. Indeed,
considering the ten centuries of slaving, butchery,
and inhumane relations between Arabs, Afri-
cans, and Indians, the resolution has more the
ring of a bad joke.

The notion of “presence” is a kind of psycho-
logical game. No doubt it has great jingoistic
currency in Washington and Moscow, but in
reality it is only the perceived presence, what the
other side thinks, that counts. For the Soviets,
the threat is to its own underbelly by U.S. Polaris
missiles launched from the northern Indian
Ocean. For the United States and the West, it.is
the protection of their life-giving oil and the de-
signs the Soviets have on Arabian oil that causes
concern,

It is largely to preserve its economic interests
that the United States is concerned at all. The
game is to maximize its future bargaining poten-
tial for oil. But it is important to emphasize that
economic interest is not for markets, as was the
case with the United Kingdom and other colonial
powers (the U.S. internal market takes 94% of its
own production). Strategically, in any case, the
United States could not become Britain’s heir to
the region. The very bases Britain left were polit-
ically precarious and technologically inferior.
Several, like Aden, have fallen to the other team.
The United States could not shore up the
periphery of the Indian Ocean against Russian
encroachment, even if it were willing to take on
vastly greater involvement, Political analysts such
as Lawrence Martin and A.P. Bindra pointed this
out more than ten years ago.

Within the region the political realities are
straightforward. There is little unity and little
cooperation of any kind. No power has ever
unified the Indian Ocean nor dominated it.
There is no political cohesion and no sense of be-
jonging to a wider geographic community. There
is, in fact, great disparity between Arab, Indian,
Pakistan, and East African interests® Arab oil
creates an instant caste system. Most other
littoral states are oil intimidated, near-dependent
welfare republics. And the gaps are widening. In
addition, India’s poverty and burgeoning popu-
lation overshadows the entire subcontinent.

The Indian Ocean will continue to be a smug-
gler’s sea for other reasons. No one has enough
real military power to contest the superpowers.
There are no comparable navies, no strong air
forces. Historically, we are seeing a large region
of the world in a state of flux, a period of turbu-
lence at the end of colonial domination and the
first tentative assertions by independent states.

Is the Indian Ocean a tinderbox for some new
world conflict? Does the unresolved power
vacuum left by the departure of the British “‘east
of Suez” a serious concern? Arab extremists
could ftrigger just about any drama one can
imagine, including war between old friends. A
kind of Arab entrapment is probably the biggest
threat. It is as if the United States, U.S.S.R.,
Europe, and Japan had been lead into a jousting
arena, and told to pitch and toss, to struggle and




sweat, for their oil, for their survival, and for
Arab amusement. The crowd has not yet called
for blood, but that too is possible. And the killing
ground could be the entire smuggler’s sea. Alvin
Cotterell suggests the Atlantic and Pacific are
oceans of the past, and that the Indian Ocean is
the ocean of the future. Perhaps so, as the
jousting ground where the twelfth and twentieth
centuries will come to terms,

But if the past is prologue, no one will ever
dominate this ocean. What we can expect is a
continued illicit activity, political feints and jabs,
accusations, counteraccusations, tension, gossip,
and rumor. We can also expect a stand-off
between the big powers in the region because the
real connections on this score are on a direct line
between Moscow and Washington. The Indian
Ocean is a piece of watery geography in the
changing calculations of Soviet-U.S. relations.
China, Europe, and Japan aren’t really inter-
ested, except that they do not want to be sur-
prised or somehow outflanked. And the United
States and U.S.S.R. will neutralize each other.

NOTES

1. From an East African viewpoint, the long-distance
“foreign” dhow traffic has declined io near extinection,
although the local, intercoastal iraffic within countries of
East Africa continues to be important.

Writers Esmond and Chryssee Martin explain that
during the period 1907-1973 there was at first a gradual
decline from a high of 345 foreign dhows coming to
Mombasa. This was due in part to the building of the new
port at Mombasa’'s Kilindini docks. This provided space
for larger cargo vessels which then competed with the
dhows. At the same time there was an increase in Kenyan
customs regulations and fee charges.

When Kenya changed its curreney from the Indian
rupee in 1921 to the British shilling, serious difficulties
were ereated for Arabian and Indian dhows. There were
no banks in most of the small Kenyan ports with which to
do foreign exchange. During World War I1, when much
allied shipping was sunk, dhows were needed and dhow
traffic had a brief upsurge. By the 1960s, however, the
number of dhows coming to Mombasa was dropping sig-
nificantly. The range has been from a high of 433 dhows in
1946 to 20 in 1978.

2. Dhows stopped calling at Mehe, Seychelles some 50
years ago, according to local historian Kanti Jivan Shah,
because “There was literally nothing for them to trade
here except the guano, coconuts, and lovely ladies...and
since the Arab captains dared not take the ladies home,
the trade died away.”
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At stake in the Indian Qcean political chess
game is free and easy trade, with rights of
passage for oil carriers, My friend Akbar
summed it up:

“The issue is oil—by the mega ton—and how
to smuggle it!”

(February 1980)
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3. There is also a major legitimate migration of workers,
See Marcus Franda, “India, Iran and the Gulf,” {MF-8-"78]
AUFS Reports, No, 17, 1978,

4. Citing correspondence in Zanzibar, archives, 1853; see
Esmond B. and Chryssee P, Martin, Cargoes of the East,
London, 1978.

b. Cargoes of the East, p. 228, from Ian Parker, “Oh
Quagga?”’ (mimeographed paper, Nairobi, 1976).

6. It is worth noting that these modern political realities
are linked directly to the dhows. Nasty racial tensions
and problems of class and caste that plague the Indian
Ocean are based on the former dhow slave traffic, on
Arabian suzerainty and Arab-African conflicts. Of the
latter, the worst was on Zanzibar, but other, less bloody
racial conflicts are to be found in Mauritius, Reunion, and
the Cemoros.
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Country

Bahrain
Comoros
Egypt
Ethiopia

Fr. Terr. of the Afars & Issas
India

lran

Iraq

Israel

Jordan

Kenya

Kuwait
Madagascar
Maldives
Mauritius
Mozambique
Oman
Pakistan
Qatar

Saudi Arabia
Seychelles
Somalia
South Africa
Sri Lanka
Sudan
Tanzania
United Arab Emirates
Yemen (Aden)
Yemen (Sana)

Appendix
Table1

Maritime Claims

Territorial sea
(nmi)

12

12

50

2.77to55.0

12

6

12

12

3

12

3

200

6

12

12

B0

3and 12

12

12

Table il
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Area within 200
nmi coastal zone
(nmiz) [*Includes
non-indian Ocean
coastline]

1,500
undetermined
B0,600%
22,100
1,800
587,600
45,400
200
6,800*
200
34,400
3,500
376,800
279,700
345,500
163,900
163,800
92,900
7,000
54,300
undetermined
228,300
296, 500*
150,900
26,700
65,100
17,300
160,500
9,900

Source: Indian Qcean Atlas

Imports into Old Port Mombasa Carried on Foreign
Dhows for 1970

Commodity

Dried salted fish

Salt '

Dried shark

Antique & new wooden chests
Carpets

Seashells

Kikois

Fresh dates

Value in Kenya Pounds

£32,748
14,960
10,240
8,000
7,490
780
740
255

Henna
Copper wire
Earthenware pots

‘Tobacco

Braziers
Miscellaneous items

Totals

£75,966
From: Cargoes of the Fast
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Table Il

Exports from Mombasa by Foreign Dhows in 1970

Commeodity
Ghee

Cotton seed oil

Sorghum
Wheat flour
Tea

Coffee
Coconut oil
Coffee husks
Rice

Simsim (sesame)
Old newspapers

Charcoal

Aluminium kettles

Tamarind

Metal cooking pots {sufuria)

Misc.

Totals

Value
£31,550
22,875
22,400
20,850 °
17,075
14,609
11,295
10,075
7,775
6,750
b,375
4,025
3,615
3,360
3,175

35,415

£220,109
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Source: Transire Notes and Mombasa Dhow Registers, Old Port, Mombasa.

From: Cargoes of the Fast

Dhows in Various Arabian Gulf Ports in October and November 1972

Port

Kuwait City
Bahrain
Manama
Muharraq
Qatar
Doha Qld Port
Doha surroundings
Khor
Doha New Port
Abu Dhabi
New Port
Al-Batine
Next to club
Ras al Khaimah
Ras al Khaimah
Jazirat al-Hamra
Ajman town
Sharjah
Dubai
Dubai side
Deira side

Totals
*In excess of 20 feetin length

Source: Survey taken by the author.

Table IV

Cargo Passenger Fishing

Dhows Dhows Dhows* Total
137 0 16 153
47 18 0 65
51 0 20 71
23 0 7 35

7 0 10 17

0 0 2 22

16 0 10 26

8 0 0 8

0 0 16 16

0 0 1 11

1 0 26 27

0 0 2 2

4 0 35 39

2 0 20 22

21 0 0 21
183 0 20 203
505 18 215 738

From: Cargoes of the East
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Table V

Numbers of East African and Foreign Dhows
Which Departed from Dar es Salaam for
Selected Years from 1921 to 1974

East Foreign
Year African Dhows Total
Dhows  (including
Zanzibar}
1921 374 153 527
1925 723 50 773
1930 665 33 698
1935 1,030 76 1,106
1939 666 41 707
1945 999 277 1,276
1948 692 364 1,056
1968 911 13* 924>
1970 869 11* 880*
1971 815 18* 833*
1972 735 9* 744*
1973 1,403 11* 1,414*
1974 1,486 1* 1,487*

*excluding Zanzihar dhows

Source: Blue Books 1921-1948 and Dar es Salaam Dhow Registers.
From: Cargoes of the East

Table VI

Nationalities and Numbers of Dhows Coming into
Tanganyika Ports for Selected Years from 1835 to 1948

Year British* Indian Arabian Zanzi- Italian Mozam- French Belgium
bari bigque

1895 699

1921 2,522 98 439 4 4 9 31

1925 2,091 49 24 75 16 9 5

1930 1,895 29 53 48 14 12 17

1935 2,488 18 146 7 10 7 7

1939 2,068 16 175 12 10

1945 2,940 3 151 376 3

1948 2,334 32 K 478

*Mostly Tanganyikan (after 1917) and Kenyan dhows.

Source: “Annual Report of German East Africa for 1896,” Residency F2, Zanzibar
Archives; and Blue Books 1921-1948.

From: Cargoes of the East.
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