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The coasts of Kenya and Tanzania offer five principal-sea-
s: Mombasa, Tanga, Zanzibar, Dar es Salaam and Mtwara.
fully-documented, comparative survey of these ocean-terminals
‘previously been made, and this study attempts to analyse
1'a geographical viewpoint the development of the seaports
their present role in the expanding economies of the East
can countries. The present port group is the successor to
any earlier hierarchies, although the primacy of the two larger
inals of Mombasa and Dar es Salaam is today ensured by
tensive rail links with the hinterland. Most of the .sea-
s are advantageously situated in relation to both maritime
‘land conditions, and their detailed land and water sites have
ented few major obstacles to their modern growth. There is
ndamental similarity in the pattern of development followed
“each port, yet the level and range of equipment varies between
ide limits and complaints of congestion are heard with increas-
frequency. The seaports play an essential and often unappre-
ated role in the economy of East Africa, linking together the
and sea transport networks, and they are likely to demand
creasing attention and considerable further capital investment
he economic development of East Africa proceeds and as
greater demands are consequently placed upon the ocean
rminals.

_The research upon which this book is based was undertaken
tween 1961 and 1965 during the tenure of an Assistant Lec-
ship (1960-62) and subsequently a Lectureship (1962-66) in
eography at Makerere University College, and the results were
‘esented in 1966 as a thesis for the Ph.D. degree of the Univer-
ty of London. Assistance given generously from many quarters
.dufing the course of the research is gratefully acknowledged; in
ipartlcular, financial aid from the Makerere University College
Publications and Research Grants Committee facilitated several
sits to the East African coast and also permitted the publica-
on of the present revised and shortened form of the original
esis. The collection of material was aided by many persons too
imerous to mention individually, but acknowledgement must




PREFACE

chiefly be made to members of the staff of the East African Rail-
ways and Harbours Administration who, in Nairobi and at the
ports, in person and by correspondence, proved most helpful in
answering my detailed inquiries and in permitting me to use in-
ternal records. Thanks are due also to Mr. J. Sebunnya and Mr.
A. Serubiri for assistance with the preparation of the figures.
Finally, the advice and interest of my university supervisors —
Professor S. J. K. Baker at Makerere University College, and Dr.
J. H. Bird at University College, London — has proved a constant
source of encouragement from the initiation of the project to its
completion. The conclusions reached nevertheless remain my
own. Although I fully realize that many of those who sail the
ships, work the cargo and administer the ports know far more
about shipping and port traffic than I do, I nevertheless hope
that any representatives of port authorities who chance to
read these pages may find in them something of value in the
form of reference material or new viewpoints on familiar scenes.

B.S. H.

University College of Wales, Aberystwyth
September 1966




"GENERAL INTRODUCTION

&=, The seaports of the African continent, like seaports else-
~_where, are principally significant as points of economic and cul-
- tural .contact. In an historical context the coasts of Africa have
~aCted as a vital link between the continent, the interior of which was
50 long unknown to the rest of the world, and the overseas
-trader, invader or ruler. Many of the forces that have influenced
“the modern development of Africa have entered through sea-
“‘ports, but at the present time the progress of African economic
=development has not yet reached a stage where internal trade
tivals external trade in quantity or value. The developing econo-
~mies. of the countries of modern Africa are thus markedly
rientated, through the seaports, towards external export mar-
=kets-and sources of imported goods; and those countries which,
because of their inland situation, are devoid of seaports, find
hemselves today at a significant disadvantage as compared to
“.their’ neighbours equipped with direct access to one or more
-ogean’ terminals.
~This study of the seaports of East Africa has been largely
‘inspired by three factors: the general significance of the role of
seaports in the economic development of the area, a role that is
often unappreciated or underestimated; the general lack of de-
tailed -information on the seaports, in unofficial literature at
Teast; .and the numerous interesting developments in facilities,
rganization and traffic that have recently taken place at the
orts.- The major seaports of East Africa are defined here as, -
m:north to south, Mombasa, Tanga, Zanzibar, Dar es Salaam
and-Mtwara. There are a number of smaller seaports along the
East“African coast, and the present selection has been made on
the basis of four principal criteria, of which at least one applies
to-€ach of the five individual terminals. These criteria are (a) a
total volume of traffic exceeding one million harbour tons! a
rear; (b) rail connections with an extensive hinterland; (c) deep-
water berths; and (d) ability to accept deep-sea vessels and not
erely coastal shipping. Mombasa and Dar es Salaam fulfil all
ese criteria; Tanga has rail links and ocean shipping, but
liandles only a relatively small tonnage of goods and remains a
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lighterage port; and Mtwara, which accepts deep-sea ships at its
deep-water quay, has no railway and only a very small amount
of traffic. Zanzibar is included, mainly on the basis of the fourth
criterion, that of ocean versus coastal shipping, but also because
of its intrinsic interest and in view of its predominance
amongst East African seaports in the later nineteenth century.
The next port in the present hierarchy of the East African coast
is Lindi, which handles under 50,000 harbour tons of cargo a
year, has no railway or deep-water quay, and since 1962 has
accepted only coastal vessels since all deep-sea shipping in south-
ern Tanzania is now concentrated at Mtwara. Lindi is therefore
excluded from consideration, and attention is focussed upon the
four major mainland ocean terminals and upon the port of Zan-
zibar. The minimum limit set for inclusion may seem rather low,
but the smaller ports of Tanga, Zanzibar and Mtwara form a
significant part of the general pattern, dealing with commodities
that are very important in a local context as well as serving a
large population. -

In the analyses of physical circumstances and of traffic
movements an attempt is made throughout to maintain a degree
of comparability between the four major mainland terminals,
since the most significant differences between them are associ-
ated with the extent rather than the pattern of their development.
The nature of available data does not permit precisely the same
method of treatment in the case of Zanzibar, but as far as possi-
ble the general method adopted for the mainland terminals is
followed in the treatment of that port. Although the study is
concerned primarily with present conditions, focussing essentially
upon the description and interpretation of what happens at the
guayside today, some attention must inevitably be devoted to the
past. Chapter III provides the historical background essential to
an understanding of modern patterns; this chapter makes no
claim to add new facts to our knowledge of the history of East
Africa, but its inclusion in the work seems justified because of
the need to examine present geographical phenomena in a
chronological as well as a chorological context, and by the need
to emphasize the long-established continuity of trade relations
on the East African coast.

Some aims and concepts in port geography

Certain basic questions may be asked in order to direct at-
* tention towards those aspects of ports in which the geographer
has a special interest. These aspects are essentially those which



seneral Introduction 3

end to illustrate and emphasize relationships between apparently
parate sets of factors. The first of these questions is quite
ply: “Where is the port?” The location of a seaport may be
died geographically in a fourfold sense. A broad view of the
graphical position of the port in its regional setting is des-
ed as the situation, and a closer view of the geographical
ture of the area on which the port is actually developed is a
tudy of the site; and it is necessary to look at both these as-
ts in terms of the land environment and in terms of the water
ironment. Any seaport thus has, in the geographer’s concep-
n;-'a land situation and a land site, a water situation and a
_"_er site; and a satisfactory answer to the question “Where is
¢ port?” involves an examination from these four distinct view-
oints. Such an answer emphasizes the fundamental function of
“port as a place of contact between land and maritime space,
nd also illustrates at the outset the close interaction of physical
‘human influences on the development of a seaport. Although
he study of site is often largely in terms of physical geography,
s can also be greatly modified by man or even created artifi-
ially where the need exists and where the cost is justified in
conomic or political terms. Situation is also a concept involving
h physical and human phenomena, the latter frequently emerg-
‘as the more significant.

‘A second major concern in port geography is introduced by
he question “Why there?”; that is to say, why is the port situ-
ted and sited where it is, and nowhere else? In the case of any
dividual seaport the answer to this question is of considerable
nplexity, for if developed fully it requires not only a further
omment on situation and site (in relation to other possible
cations), but also an analysis of the historical geography of the
ort from its origins to the present day, leading to a study of
- present economic and political conditions under which the
t operates. The geographer’s task is not merely to analyse
he present landscape; it is also to interpret it. No adequate in-
erpretation of present patterns can be made without recourse
:the evidence provided by the ever-changing physical and, more
specially, human conditions which have so profoundly influenced
:the present scene.

Having established, as far as it is possible to do so, the
“geographical rationale underlying the situation, site and chrono-
logical development of a port, the geographer’s further interest
in ‘the subject lies in two main spheres: the facilities and func-
“tions of the port area itself, and the related patterns of activity
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in the hinterland. “The essential task”, writes James Bird, “is to
trace the development of those areas where the function of tran-
shipment is carried out”.2 Naturally the port area cannot be re-
alistically considered in artificial isolation, yet it is necessary at
this stage to look closely at the facilities with which the port is
equipped for the handling of goods and passengers, particularly
since these facilities provide a rough but useful indication of the
extent and significance of the activity of a port. The next ques-
tion must logically be: “What use is made of these facilities?”
Here we come to one of the most essential aspects of port study
— the statistical analysis of patterns of commodity flow through
the port. The nature of the goods handled and the direction of
their movement give a clear indication of the character of a port,
whilst value and tonnage statistics help to form an estimate of
the relative significance of the port compared to others elsewhere.
It is essential to distinguish between different categories and
types of cargo, especially between bulk cargoes that are easily
handled and require little labour, and general cargoes which are
more varied and need individual handling.

To an even greater extent than most other geographical
features, it is impossible to consider a port in isolation, except
for academic convenience. An examination of the facilities and
activities of the port area must therefore be enlarged to include
a study of the port in a much wider setting, in terms of the hinter-
land on the landward side and also in terms of the sea routes and
the foreland on the maritime side. In this aspect of port study
lie the explanations underlying the features of the port itself, and
indeed the reasons for the very existence of the port. An item
of immediate interest in this context is the provenance of the
principal export and import commodities which the port handles.
A study of exports sets the port very firmly in its regional and
national context, in relation to the economy of the country with-
in which it lies. In East Africa, as frequently elsewhere, a dis-
tinction may be made between exports originating within the
immediate environment of the port town, cargoes from various
parts of the country in which the port is situated, and goods
passing through the port from sources beyond the national
boundaries. In dealing with imports it is also possible to dis-
tinguish between goods destined for local, national or extra-
national consumption, and it is of interest to examine the rela-
tive significance of various parts of the maritime foreland in terms
of the sources of imported commodities.

A different question, but one closely related to the move-
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ment of goods, concerns means of transportation. This question
is concerned not only with the different types of ships using
the port, but also with the road, rail and inland waterway sys-
tems serving the port on the landward side. The various types
of ocean carriers are chiefly of geographical interest in so far
as they affect the development of port facilities, although, as will
be made clear in Chapter III, the evolution of shipping in terms
of size and manoeuvrability has profoundly influenced the very
sites of ports. Specialized shipping, for example oil-tankers, needs
special facilities and creates special problems. Very often a vital
question, as Weigend points out,? is whether dredging to a given
depth is economically feasible in relation to actual or potential
traffic flow through the port.

The problem of the hinterland of the port is thus analysed
in terms of land transport routeways, sources of export commo-
dities and destination of imports, that is in terms of the area the
port serves and the means by which it does so. This creates a
complex geographical pattern, and there is a sense in which it is
more accurate to speak of many individual hinterlands (for ex-
ample, the coffee hinterland of Mombasa, or the sisal hinterland
of Tanga) rather than of one composite hinterland which may
not in fact mean a great deal. Few ports can claim an exclusive
hinterland; there is almost invariably a considerable degree of
overlap between the hinterlands of one port and those of an-
other. This is certainly the case in East Africa, and attention will
be directed at a later stage to the patterns and problems of
‘hinterland overlapping’ in this area. In contrast with many other
parts of the world, however, the large size of East Africa and
the small number of ocean terminals enables one to say with
some justification that many areas lie within the exclusive hinter-
land of a particular port.

Outside the immediate area of the port itself, therefore, the
geographer’s interest lies mainly in the patterns of activity in the
hinterland and the relationship of these to the port itself. In
general the main concepts and aims of port geography tend to-
wards the building up of a picture of the port not in isolation
but in its proper context of area and time. One of the main purposes
of geography is to analyse relational patterns, and the appli-
cation of this technique to the study of ports represents a use-
ful method of approach.
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Notes and References

L.

A harbour ton is the unit of measurement for cargo by weight or
cubic capacity, whichever yields the greater charge, as defined by
the Tariffs of Harbour Dues and Charges. Unless otherwise specified
a harbour ton is either 2,240 lbs. (i.e. a deadweight ton) or 40 cubic
feet. Heavy materials such as cement are thus recorded in deadweight
tons, whereas general cargo, being lighter and often more bulky, is
recorded and charged in harbour tons.

J. H. Bird, The geography of the port of London (London,
Hutchinson, 1947), p. 14.

G. G. Weigend, ‘Some elements in the study of port geography’,
Geogr, rev., 48, 1958, 185-200 (see p. 191).




THE GEOGRAPHICAL SETTING OF THE SEAPORTS
OF EAST AFRICA

Harbours and ports

In describing the physical conditions that have influenced
the growth of a port, there is an important distinction between
the harbour, which is the sheltered area of deep water, and the
“port installations where the transhipment of cargo and passengers
‘takes place. Some degree of shelter, natural or artificial, is essen-
tial for port development, and a vital factor involved in the
classification of port facilities is the extent of the sheltered deep
‘water area at a given state of the tide, usually at low water of
" ordinary spring tides (L.W.O.S.T.). The conditions of the har-
*- bour, in its natural or improved state, and the level of develop-
:ment of port facilities within the harbour, thus present two distinct
‘sets of facts, the relationships between which are very variable. A
harbour in its natural state is frequently quite inadequate for
‘more than elementary port development, but because traffic is
concentrated at a particular point extensive artificial additions
must be undertaken. On the other hand, excellent natural har-
bours sometimes remain for long periods relatively or even com-
pletely unfrequented by commercial traffic, since the particular
stretches of coast on which they lie are not important in terms,
-of the land and sea exchanges of their region. In East Africa the
inadequacy of the series of natural harbours is only now begin-
ning to be felt, but the effect of interior communication links
‘on the comparative development of the various seaports is very
“marked.

Situation and site

~ These points draw attention to a further distinction that
';x'nust be mentioned at the outset, and which is the main subject
of this chapter. This is the distinction between situation and
- site. The special significance given by urban geographers to these
terms is now well established and deserves to be followed by
those concerned with the geography of ports. The situation is the
geographical position of a port in a broad sense — the physical,
human and especially the economic environment within which
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the port lies on the landward side, and, on the seaward side, the
port’s relationship to world sea-lanes and to other seaports of
significance. The site, in contrast, is the area of land and
associated waters on which the port and port town are actually
developed: the configuration of the harbour and the con-
ditions of area, depth, temperature and movement of the
waters within it; and to these may be added the details of the
topography, drainage, stability and aspect of the site of the port
town. These two distinct approaches, the broader and the closer
view, are necessarily complementary and form an essential basis
to the study of the geography of any seaport. Clearly, the devel-
opment of a seaport is normally governed to a far greater extent
by the general situation than by conditions of the immediate site.
As Professor Smailes remarks: “However magnificent a site may
be for the approach and accommodation of shipping in a shel-
tered harbour, it cannot create a port unless the situation allows
the development of the all-important relations with the hinter-
land”.! The physical configuration of a land area, and the con-
centration of routeways upon particular stretches of coast, not
infrequently make necessary the development of seaports in areas
where natural harbour facilities are entirely absent; probably the
best African example of this situation is provided by the new
port of Tema in south-eastern Ghana.?2 On the other hand the
small (but in a limited sense excellent) natural harbours at Dar
es Salaam and Mtwara were virtually unused until the late nine-
teenth and mid-twentieth centuries respectively. In spite of the
greater general significance of situation, however, the details of
site conditions exert a marked control over the pattern (rather
than the level) of development at a port.

The question of the relative significance of situation and site
in port development takes on a slightly new aspect in East Africa
when it is remembered that it was essentially from the
seaward rather than the landward side that the seaports of
this area were initially developed. In the case of Mombasa, the
only East African seaport of major significance in both medieval
and modern times, the dual existence of a defensive island site
for the town and of a harbour offering in past times adequate
shelter for sailing craft and in modern times plentiful deep water
has encouraged continuous activity and development. The pene-
tration of the interior by the railway, coupled with the economic
growth of Kenya and Uganda in the present century, has involved
the development of a hinterland focused upon one particular
outlet. This contrasts markedly with conditions in Europe where
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a developing area is often in a position to choose amongst various
potential outlets.3 The situation of the other three major seaports
of East Africa is much the same, in that each was initially
selected as a good harbour and port site by Arab or European
traders and administrators; each became the starting point of a
railway to the interior; and each in some degree was able to
build up an extensive and largely exclusive hinterland focused
upon a single point of outlet.

Factors involved in situation

Whereas the study of the site of a port may be pursued in
relative isolation, the concept of situation implies relationships
over a wide area with a variety of physical and cultural factors.
It is possible accordingly to examine in general terms some of
these relationships for the East African port group as a whole.
Figure 1 attempts to show some of the factors involved in the
situation of the seaports of East Africa: monsoonal conditions
and traffic directions in the Indian Ocean; the main railways; and
the distribution of relatively high and relatively well-watered
areas. Most, but not all, of the main source-areas of export pro-
duce lie within the zones indicated as receiving over 30 inches
of rainfall and lying over 3,000 feet above sea-level. Some of the
major points illustrated by the map are elaborated below.

(@) Indian Ocean commerce and routeways. A fundamental
factor in the general situation of the East African port group is
its relationship to past and present patterns of trade and trans-
port in the Indian Ocean. The East African coastlands prior to
the nineteenth century were essentially part of the western shore
of the Indian Ocean, a significant element within a widespread
network of trading towns and ports stretching in medieval times
through south-western Asia to China. Although trade with India
is still significant, it is the coastwise routes towards the Cape
and towards Europe that dominate. Traffic through the north-
western part of the Indian Ocean and the Red Sea to the Medi-
terranean and north-western Europe owes its modern develop-
ment, of course, to the opening of the Suez Canal in 1869; the exist-
ence of this canal is perhaps the most vital single factor in the
situation of the modern seaports of East Africa, although trad-
ing connections with the Mediterranean, somewhat tenuous at
times, date back to the classical world of ancient Rome.

(b) The development of interior communications. On the
landward side, the principal single factor to which the situation
of the seaports of East Africa may be related is the pattern of com-
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Figure I. Factors involved in the situation of the seaports of
East Africa

Relief and rainfall data from maps accompanying E. W. Russell (ed.),
The natural resources of East Africa {Nairobi: East African Literature
Bureau, 1962).

munications, especially that of railways (Fig. 2). The relation-
ship is an intimate and obvious one for, as mentioned above, it was
precisely from selected port sites that railways were built west-
wards to serve the interior, and through these points and routes
of entry that the modern economy of East Africa has been built up.
Further, since there are no major river transport routes penetrating
the interior, the hinterlands of the various ports are closely related
to the areas directly served by rail, which are (somewhat fortuit-
ously in some cases) the areas where economic development is
most advanced. The development of the pattern of railway com-
munications in East Africa is of vital significance to the growth
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and functions of the seaports. The port of Tanga illustrates par-
ticularly well the fact that port development reflects directly the
extent of communications with the interior; although the first
East African seaport to be established in modern times, Tanga
is now overshadowed by both Mombasa and Dar es Salaam not
only because their harbour facilities are better but also because
they have rail feeders penetrating far deeper into the interior.
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Figure 2. The pattern of surface transport services in East
Africa

(c) Patterns of economic development in the interior. The
relationship between areas of comparatively advanced economic
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development, major lines of rail communication and ocean ter-
minals is obviously very close in East Africa. It must be remem-
bered however that we do not have here a case of areas of marked
potential wealth experiencing development and finding con-
venient routes to suitable outlets at the coast. The seaports of
East Africa have, it iIs true, grown rapidly in response to the
expansion of the economies of the various countries, but the
sequence of events has rather been in the reverse direction. Port
sites were selected, within good natural harbours; railways were
built inland, their length and direction governed largely by poli-
tical and not by economic considerations; and the areas thus
served by adequate communications have in certain cases, where
other factors are favourable, been able to reach gquite a high
standard of economic development. Southern Uganda and the
highlands of Kenya and northern Tanzania are cases in point
where development in a favourable area has been made possible
by rail communications with port outlets. Once the basic pattern
of port, railway and potential development area was established,
such areas have tended to develop rapidly in proportion to their
resources as compared to other areas. The southern highlands
of Tanzania, for example, are relatively undeveloped partly be-
cause no adequate lines of communication with ocean terminals
are available. A proliferation of rail extensions in an economic-
ally advanced area does not necessarily promote commensurate
development; but the provision of basic arteries for the move-
ment of goods is of course a pre-requisite for any development.
The functional pattern of the seaports of East Africa is closely
related to the pattern of these arteries and to the patterns of
economic activity in the areas which they serve.

(d) The political framework. The foundation of the modern
seaports of East Africa is related closely to the political parti-
tion of the area between British and German spheres of influence
towards the end of the nineteenth century. The mathematical
line of demarcation which today forms, unaltered, the Kenya-
Tanzania boundary, exerted a strong influence upon the direc-
tion of railway building from the coast, and for a time the vari-
ous port-railway-hinterland systems of East Africa existed in
parallel isolation. Uganda, of course, situated some 800 miles
from the coast, is almost entirely dependent upon the railway
* link with Mombasa, through Kenya, for her external traffic, since
the northward routeway via the Nile system has never been fully
developed and the Iake route via Mwanza to Dar es Salaam is
inconvenient. The western frontiers of East Africa follow physio-
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graphic divides, separating the higher and relatively more pro-
ductive plateaulands from the lower areas of Zambia, Congo and
Sudan; the hinterlands of Mombasa and Dar es Salaam extend,
however, beyond these frontiers, traffic from Zambia and the
Congo being significant though slight. Very little communication
of any kind, however, exists across the boundaries with Ethiopia
and Mozambique. Within the context of an East African Federa-
tion the real significance of the internal boundaries of East Africa
would not be great, and would decrease further if East Africa
were to become more closely welded as a political and economic
enit. The fact that the railway system of East Africa became in
1963, for the first time, a physical as well as an administrative
unit is an important step in this direction.
o A problem of political geography of special relevance was
= -that of the Kenya Coastal Strip.* Here stands the port of Mom-
~=--basa, which provides services which are vital to all three main-
land countries of East Africa. This added point to the necessity
- of finding a solution to the problem in the period immediately
..“prior to Kenya’s independence in 1963. The East African coastal
strip was defined as the zone lying approximately within ten
~miles of the coast; in Kenya, separated from the interior by the
= semi-desert scrublands more effectively than from Asia by the
3 ~oCean, the strip represents a minor East African parallel with
- “i'the relationship of the Atlas lands to the Sahara and to Europe.
- ==For centuries the coastlands and offshore islands of East Africa
— “were controlled by immigrant Arab traders, and there existed
for long a firm geographical unity, physical and human, reflected
in-historical circumstances and population conditions. With the
coming of the Europeans the Tanzania section of the strip was
ceded by the Sultan of Zanzibar to Germany in 1890, and thus
‘became part of Tanganyika in 1919; the Kenya section however,
‘administered by Britain, remained technically under the authority
of the Sultan until 1963. A commission of inquiry was set up in
1961 and reported that a majority of the inhabitants of the strip
favoured union with Kenya.’ The de jure Arab rule of the coastal
strip was thus brought to a peaceful end, which was quickly
followed early in 1964, a few weeks after Zanzibar’s independ-
ence, by a revolution which ended the de facto Arab rule in the
“offshore islands. The safeguarding of the traffic of Mombasa was
clearly one of the most vital aspects of these political develop-
‘ments; and it has been suggested that, in the event of an East
“African Federation being set up, Mombasa might provide a suit-
able federal capital, a situation that would invite comparison
“with that of Lagos in Nigeria.
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Site conditions

The Pre-Cambrian Basement System which constitutes the
essential foundation of the geology of much of Africa is widely
exposed in eastern Kenya and Tanzania, but the immediate
coastal area is fringed mainly by sediments of Tertiary and
Quaternary age.® Successive marine transgressions along the coast
were a notable feature of the Tertiary era in East Africa; Lower
Tertiary deposits are infrequent, but the Miocene and Pliocene
periods are represenied by widespread sandstones, clays and
limestones mainly of marine origin but sometimes originating in
deltas or estuaries. In southern Tanzania, the sandstones known
as the Mikindani beds reach a maximum thickness of 300 feet,
and similar formations are found along many parts of the coast
and on the offshore islands. During the Quaternary era positive
and negative eustatic changes of sea-level continued along the
coast, and the Pleistocene period is represented chiefly by raised
coral reefs, by drowned river estuaries, and by sandstones, sands
and dunes closely comparable to similar material of Tertiary age.
Most of these sediments dip at a low angle towards the coast.
Faults are not much in evidence in the coastal area, but a feature
of some interest is a line of falls and rapids marking most of the
smaller rivers a few miles inland from the coast and coinciding
with a north-east to south-west fault running from the vicinity
of Tanga to the Rovuma river.

The most interesting geomorphological feature on the coast
of Kenya and Tanzania, and the one most significant from the
standpoint of port development, is the existence of a series of
drowned valleys or rias resulting from the Pleistocene changes
in the relative sea-level to which reference is made above.” A
number of tidal creeks occur on the East African coast; they
vary considerably in size, their rock floors are considerably be-
low present sea-level, and it is clear that they represent land
valleys carved by river erosion and subsequently drowned. The
sub-aerial erosion which produced these valleys probably took
place subsequent to the formation of the Pleistocene raised coral
reefs which form much of the existing coast-line. There is con-
siderable similarity of form between Port Reitz and Port Tudor
at Mombasa and the harbour of Dar es Salaam. These inlets are
characterized by narrow, winding deep-water channels, partly
blocked by submarine shelves of recent coral growth where they
pass through the fringing reefs. During the Pleistocene period,
when the sea-level was at one stage relatively much lower than
at present, the creeks were formed as deep river valleys on the
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seaward slope of the land, and their rapid erosion may have been
- accentuated by a contemporaneous pluvial epoch. Subsequently
. the advancing sea flooded the creeks and caused the gradual
: aggradation of the channels resulting in their present flat-bot-
- tomed form. Small examples of creeks of this nature are to be
. found along many parts of the East African coast; those men-
: tioned above are merely the ones that have been commercially
- utilized, principally on account of their comparatively large size.
: The incidence and length of these drowned valleys is not, how-
~ ever, sufficiently pronounced to justify the classification of this
coastline as a ria coastline comparable with that of, for example,
south-western Ireland. In the Dar es Salaam area, associated
features noted by Threlfall® include a series of low-lying steps,
which appear to be raised beaches and old cliff lines and seem
'to owe their origin to pauses in the retreat of sea-level during
© the later Pleistocene period. The maximum elevation of the
" ‘raised’ coral reefs associated with this lowering of the sea-level
is given by Sikes for various localities as follows: Malindi, 40
. feet, Mombasa, 80 feet, Dar es Salaam, 50 feet, Lindi, 130 feet.?
In general, therefore, the present detail of the coastline of East
Africa has been brought about by discontinuous alterations of
ocean level during Pleistocene and more recent times, alterations
which appear to be still in progress.!® A further feature of in-
terest is that until late Pleistocene times the island of Zanzibar
was a promontory joined to the mainland by a coral-fringed
-~sandbank, whereas Pemba was severed from the mainland by
- ‘faulting in Miocene times; this fact is reflected in the differences
between the living fauna of Pemba on the one hand and of Zan-
zibar and the mainland on the other.

(@) The site of Mombasa. The immediate environs of Mom-
basa provide ample evidence in detail of the submergence to
which reference is made above. The area now occupied by the
open waters of Port Reitz and Port Tudor represents the
drowned mouths of the rivers Kombeni, Cha Simba and Mwachi,
and the present deep channel of Kilindini Harbour marks the
line of the outlet to the sea of a former major river. A somewhat
complex ria thus forms the most fundamental aspect of the site
of Mombasa (Fig. 3). The widespread development of coral off-
shore is subsequent to the formation of the major creeks; silt
Carried in the waters of the numerous streams entering Mombasa
~’and Kilindini Harbours has prevented coral growth across the
entrance (the coral polyp can survive only in clear water at a
temperature of at Jeast 70°F.), and the break between the Leven
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and Andromache reefs which flank the harbour entrance is vital
for the navigation of ships to and from the port.
Mombasa Island, on which the town and most of the port

Figure 3. The site of Mombasa

Adapted from Kenya 1:50,000 maps, series SKII (Y731), sheets 198/III,
201/1.
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facilities are sited, lies between Mombasa and Kilindini harbours
and is separated from the mainland on the northern and north-
western sides by Port Tudor and Makupa Creek. The southern
two-thirds of the island, and the corresponding mainland areas
on either side, are composed of coral reef and coral breccia,
thicknesses of 80 feet being exposed above low water level'l.
Pleistocene beds known as the Kilindini Sands underlie the coral
and form the remainder of the island. Shales and limestones,
through which the Mwachi river cut deeply in the past, are pre-
sent on the adjacent mainland. Borings near the head of Port
Reitz have shown that the rock floor is 70-80 feet below low
water level. Raised coral reefs of early Pleistocene age are hori-
zontally bedded and similar in type on either side of the various
creeks, and appear therefore to have been formerly more con-
tinuous and to ante-date the river erosion that produced the
harbours.

Each of the two major arms of the ria system has been de-
veloped for commercial purposes, though in entirely different
ways. The fact that Mombasa has been a seaport of significance in
both medieval and modern times is largely attributable to her
possession of not one harbour but two, contrasted in area, depth
and capacity, a condition of site which has enabled the port to
adapt itself successfully to functional and navigational changes.
Mombasa Harbour, generally known as the Old Harbour, lies
on the eastern side of the island between Ras Serani and Nyali
Bridge. Overlooked by Fort Jesus and the older parts of Mom-
basa town, this small harbour provided excellent shelter for early
sailing craft; but neither the entrance channel, which involves
a rock bar, nor the harbour itself is sufficiently wide or deep for
modern vessels. Due to physical constriction Mombasa Harbour
retains the form and functions it acquired in the later Middle
Ages. It is still used by the traditional dhows, which come in
decreasing numbers each year on the north-east monsoon; but
port facilities are almost non-existent and there has, naturally,
been no attempt to cater for modern ocean-going vessels. If this
small creek were all that Mombasa had as a harbour, her deve-
lopment as a modern seaport would have been severely limited.

Kilindini Harbour, on the south-western side of the island,
is much wider and deeper than Mombasa Harbour, and is clearly
much better fitted from the standpoint of physical geography to
become the focus of modern shipping at Mombasa. The entrance
from the sea, which of course also leads to Mombasa Harbour,
is a channel some 300 yards wide at its narrowest point between
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the 5-fathom lines, and is flanked by coral reefs on either side.!2
The depth of the channel varies considerably: the maximum
depth is about 25 fathoms, and for some years the minimum has
been maintained at 5} fathoms; this permitted the entry of ves-
sels of up to 45,000 tons and 800 feet in length. Recently, how-
ever, the building of an oil refinery has necessitated the deepen-
ing of the entrance channel to a minimum depth of 13 fathoms
to allow the entry of large tankers of up to 65,000 tons. The tidal
range in the harbour varies from 3 feet to 13 feet during the
year, but does not interfere with shipping movements. A major
advantage of Kilindini Harbour is that deep water is available
close inshore: over 5,500 feet of quay space are available to
vessels of up to 31-foot draught. A significant disadvantage of
the harbour is that the entrance channel, which is a dog-leg in
shape, is wide enough to permit the passage of only one vessel
at a time; since it is rarely possible for vessels to wait outside
the harbour entrance, especially during the monsoon seasons,
considerable congestion sometimes results in the harbour, and
very great care has to be taken by vessels leaving and entering
since the lying-off space for vessels awaiting a berth is no more
than adequate for current shipping manoeuvres.

(b) The site of Tanga. The port and town of Tanga are
developed on the southern shore of Tanga Bay, a considerable
indentation along a stretch of coast otherwise characterized by
mangrove swamps and by muddy or sandy estuarine flats (Fig. 4).
The bay, roughly circular in shape, represents the drowned
mouths of the rivers Sigi and Mkulumuzi; these small streams
merge into the open waters of the bay through a maze of man-
grove swamps fringing the western shores. The harbour is shel-
tered from the south-east monsoon which blows in strongly, set-
ting up a sea; outer reefs, however, protect the harbour from a
heavy swell. Toten Island provides further protection for the
inner harbour. The town of Tanga stands on a coral platform,
a further example of a raised beach, in this case some 50 feet
above low water level. The port facilities are grouped on a small
area of land, partly of artificial construction, at the base of the
50-foot cliff.

Ships approaching the harbour must pass through the ship
channel, a gap in the outer reefs about six miles from Ras Ka-
zone, and the inner harbour is entered through a channel be-
tween the reefs lying off Ras Kazone and off Toten Island; the
width of this channel between the 3-fathom lines is 1,700 feet.
The tidal stream in the harbour is virtually negligible, and ship-
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ping movements are limited only by the depth of water available
at the various berths. Depth of water is the chief physical ob-

1L

Figure 4. The site of Tanga

Adapted from Tanganyika 1:50,000 map, series Y742 (DOS 422), sheet
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stacle restricting the development of Tanga as a seaport; within
the inner harbour, about one quarter of a square mile is avail-
able with a depth of rather more than three fathoms, and a
further quarter of a square mile with less than three fathoms,
suitable only for smaller craft. With these restrictions, Tanga has
been able to develop only as a lighterage port. There are five
anchorages for ocean-going vessels within the inner harbour,
where the maximum length of vessels that can be accommodated
varies between 500 and 600 feet, and the maximum draught be-
tween 19 and 25 feet. There is also an anchorage situated to the
north north-east of Toten Island, suitable for vessels of up to
30-foot draught, but during the north-east monsoon weather con-
ditions fréquently make this berth unsuitable for working cargo.
Several other anchorages are available for small craft. Cargo is
transported between ships at anchor in these berths and the
quays by lighters, a procedure which involves the double handl-
ing of goods and which is obviously unsatisfactory.

(©) The site of Dar es Salagm. Many of the physical features
noted in the case of Mombasa are repeated at Dar es Salaam
(Fig. 5). The harbour, which is a tidal basin with a deep water
area of 237 acres, and the Southern Creek, where four vessels
may swing at anchor in deep water, together represent a further
example of the drowned river valley feature noted elsewhere.
Three small rivers drain into the head of Southern Creek, which
is choked with mangrove swamp.

From the navigational standpoint, Dar es Salaam is in some
ways the most difficult of the East African ocean terminals, for
in spite of its deep water facilities the harbour itself is very
small and the entrance is constricted. The entrance channel, at
the north-eastern end of the basin, is narrow and angular, and
is obstructed by coral growth; the minimum widtk between the
4-fathom lines is 420 feet, and the minimum depth is 19 feet at
L.W.0.S.T. The tidal range is 12 feet and the maximum current
in the channel is 34 knots at the spring tides. Shipping move-
ments in and out of the basin are subject to restrictions depend-
ing on draught and the state of the tide, especially the spring .
tides. Normally vessels of up to 500 feet in length (550 feet in .
the case of twin-screw vessels) are permitted to enter the har- -
bour, and the maximum permissible draughts at various tides -
vary between 19 and 30 feet.

However, few ships entering the harbour exceed 25-foot
draught. Ship manoeuvres, for which pilotage is compulsory at
all times, are limited as far as possible to the hours of daylight,
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and night pilotage is only used for vessels not exceeding 450
feet in length. A major obstacle to free navigation in and out of
the harbour is that vessels must stem the tide when entering or
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Figure 5. The site of Dar es Salaam

Adapted from Tanganyika 1:50,000 maps, series Y742 (DOS 422), sheets
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leaving the harbour during the spring tides.

The picturesque inner harbour, often incorrectly described
as a lagoon, is well concealed from the sea; Captain Owen, when
making his hydrographic survey of the East African coast for
the Admiralty in 1824-6, completely failed to realize its exist-
ence.!? In addition to three deep water berths, partly constructed
on reclaimed land, and four lighterage berths, eight further an-
chorages are provided within the harbour. A small creek in the
south-western corner of the main basin, known as Kurasini
Creek, is about 1,000 feet long and has a maximum width of 350
feet between the one-fathom lines at its entrance. It is obviously
too shallow to be of much use. More important is the Southern
Creek, the main arm of the ria, which is navigable for about
miles for ships drawing up to 30 feet of water. The average width
of the creek between the 4-fathom lines is 1,000 feet. Although
deep water close inshore is lacking, Southern Creek serves as an
extension to the main basin, and a maximum of six vessels may
lie at anchor there.

(d) The site of Mtwara. Mtwara Harbour is the larger of
two almost landlocked stretches of water in the inner reaches
of Mikindani Bay, a considerable indentation on the coast of
southern Tanzania near the Mozambique border (Fig. 6). Mtwara
and Mikindani Harbours, together with Mikindani Bay of which
they form a part, constitute an extensive ria system comparable
to those noted at the more northerly seaports of East Africa.
However, whereas Mikindani Harbour is small and relatively
shallow, Mtwara Harbour provides a spacious area of some 4%
square miles of deep and well-sheltered water, and it is on this
fact that its modern development as a seaport is based. Within
the harbour there is ample room for ship manoeuvres and
numerous anchorages are available in depths up to 18 fathoms.
A limiting factor however is the entrance to the harbour, which
is a dog-leg not unlike that at Dar es Salaam and involving an
awkward turn. Vessels entering Mtwara Harbour from Mikin-
dani Bay must negotiate a narrow channel, some 13 fathoms
deep at its shallowest point, between Mwamba Ribunda and
Mwamba Shagani, two stretches of low coral reef exposed only
at low tide. Abreast a low sandspit known as Msemo (or Masemo)
Spit, the entrance channel is only 14 cables wide, and it is at
this point that a 90° turn is involved. A deep water quay is
situated on the south side of the harbour, developed partly on
artificial ground, and the minimum depth at the quayside is 32
feet.
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Figure 6. The site of Mtwara
Adapted from Admiralty Chart No. 684.

Summary

Table 1 indicates certain particular and relative defects of
locational conditions. It is at once obvious that Mombasa is
unique among the seaports of East Africa, having no major de-
fect of situation or site. Although the water situation of all East
African seaports is broadly the same and is reasonably satisfac-
tory, Mombasa clearly possesses the most advantageous water
site and the best land situation in terms of an extensive and
comparatively well-developed hinterland. These facts clearly go
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TABLE 1
PARTICULAR AND RELATIVE DEFECTS IN THE LOCATION OF EAéH EAST AFRICAN
SEAPORT
Water Water Land Land
Situation site situation site
MOMBASA
TANGA .. .. .. X X
DAR ES SALAAM .. X
MTWARA .. .. X

(X indicates defect).

some way towards explaining the predominance of Mombasa as
East Africa’s principal seaport. Dar es Salaam, in comparison,
does not share the same advantages, having a comparatively re-
stricted water site and a less advanced (although still very ex-
tensive) hinterland. The shallowness of the water within the har-
bour at Tanga, and the disadvantageous land situation between
the two larger ports (so that only minimal hinterland growth has
been possible) help to explain the comparatively low level of
development at that port. The only major defect in the location
of Mtwara, in contrast, is in the land situation: with little de-
velopment in the hinterland, and with no railway, Mtwara still
stands today as a port of potential rather than actual develop-
ment.
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THE MODERN DEVELOPMENT OF THE SEAPORTS
OF EAST AFRICA

Introduction

The growth of port activity on the East African coast may
be divided into two distinct periods, the first stretching from the
first millennium A.D. to the mid-nineteenth century and the
second from the later nineteenth century to the present day. Be-
tween these two periods, so unequal in length and so different in
character, a transitional epoch occurred during which the ex-
ternal trading activity of East Africa focused upon the port of
Zanzibar. This chapter is devoted to an analysis of the second,
most recent, period of port development. The level of develop-
ment of the present East African port group as a whole should,
however, be viewed as a reflection of the varying pattern of re-
lationships with the maritime foreland and with the interior
hinterland; for on the same physical foundations different gene-
rations of men have built up quite different hierarchies of ports.
Today the East African coastlands constitute the maritime
facade of a developing region of considerable economic potential,
and form a vital outward-looking link with the rest of the world.
This orientation is a product of the last hundred and fifty years,
for during all the long preceding centuries the coastlands of East
Africa were for trading purposes effectively nothing more than
part of the western shore of the Indian Ocean.! The new orienta-
tion of the coastlands in the nineteenth century was a result of
several factors: the movement of African traders to the coast,
the inland trading activities of the Arabs (from about 1825),
European exploration (from 1856), and European administration
(from 1885). The rise and present traffic of the modern seaports
of East Africa is an indication of the extent to which the twen-
tieth century economic development of the area has been success-
ful.

The concept of ‘Anyport’

In his study of the principal seaports of the United Kingdom
J. H. Bird introduced the concept of a hypothetical Anyport as
a pattern and standard against which to compare the develop-
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ment of actual individual ports.2 The method is useful in rela-
tion to the growth of the seaports of East Africa since each histori-
cal stage in the development of Anyport involves a change in the
physical layout of the port, and thus the way in which the pre-
sent pattern of port facilities has evolved may clearly be seen.
Further, the application of the concept to a group of ports such
as that existing in East Africa is helpful in assessing the com-
parative progress and patterns of development of the various
individual components of the group. The development of Any-
port begins “when the two-way exchange between land and water
transport is regularly performed at a place, even if there are no
port installations of any kind upon the shore”.? Factors affecting
the choice of site have already been discussed in Chapter II, but
obviously the place selected must be at the point of intersection
of the coastline and at least one serviceable route running in-
land. Since land and water transport systems can never be pre-
cisely integrated, the provision of storage and handling facilities
is necessary; their construction, and that of a quay or jetty de-
signed to steepen the gradient between land and water, marks
the beginning of the first or primitive era of the development of
Anyport (Table 2). Pressure on space, and the increasing size
and number of vessels, soon demand an expansion from the port
nucleus, which sometimes takes the form of a new beginning on
a slightly different site. These events mark the beginning of the
second era of development, that of marginal quay extension,
which involves lineal extension beyond the confines of the pri-
mitive nucleus. Distance from the nucleus, and physical obstacles,
set a limit to this process and introduce the third era of mar-
ginal quay elaboration which is characterized by the construc-
tion of jetties extended into the water and of quays developed
with the help of land excavations, known respectively as water-
encroaching and land-encroaching sites. Pressure on water space
initiates the next era, that of dock elaboration, in which the first
docks are built, equipped with locks, to enclose a number of
ships and to minimize the effects of the tides on the activity of
the port. Such docks are also equipped with warehouses and
often have elaborate outlines, since their designers wished to
obtain the maximum length of quayage in relation to the avail-
able water area. The complex patterns of these docks, charac-
teristic of the nineteenth century in Britain, has meant that in
more modern times, as the size of ships has rapidly increased,
their usefulness has become limited, and the cost of making ex-
tensive alterations is prohibitive. Thus a new period of lineal
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development became necessary; this is termed the era of simple
lineal quayage, and has enabled Anyport to berth the largest
ships efficiently and with flexibility. However, specialized quay-
age is required by many modern vessels, for example by oil

TABLE 2

SUMMARY OF THE GENERAL THEME OF THE DEVELOPMENT OF A MAJOR BRITISH PORT

Era Terminated by the epoch of . . ..

1 Primitive the overflowing of the port function from the
primitive nucleus of the port, or the change
in location of the dominant port function.

11 Marginal quay the change from a simple continuous line of
extension quays.

II1 Marginal quay the opening of a dock or the expansion of the
elaboration harbour.

IV Dock elaboration the opening of a dock with simple lineal quayage.

V Simple lineal quayage | the provision of oil berths in deep water.

V1 Specialized quayage the occupation of all waterside sites between
the port nucleus and the open sea.

Source: J. H. Bird, The major seaports of the United Kingdom, (London:
Hutchinson, 1963), p. 34.

tankers and by bulk ore- and grain-carriers, and the develop-
ment of facilities to meet these needs marks the beginning of the
sixth era of Anyport’s development. Oil tankers, in particular,
are suited to specialized treatment. Large tankers cannot easily
negotiate many harbours; the unloading of oil is a simple and
rapid process; and for security reasons it is preferable that oil
installations should be sited away from other port facilities,
often, in fact, in deep water. In the modern era specialized
qucyage is often carried a stage further: a series of berths serves
public utilities, gas works and generating stations; and certain
berths may specialize in handling certain types of cargo, a cer-
tain class of vessel, or ships of a certain company. In this process
of specialization elements of former eras are adapted to modern
needs. As trade increases and ship design changes, and as one
era of development moves into another, the facilities of earlier
eras become adapted to serve later ones, often in a secondary
capacity. This process of adaptation poses many problems,
especially at large ports, but facilities representative of various
eras of development may often be seen in present-day port lay-
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outs. The usefulness of the Anyport concept is thus not only
that it draws attention to different eras of port development but
also that, bearing the concept in mind, attention is more readily
drawn to any unusual or unique features in the growth of an
individual port.

The application of the concept of ‘Anyport’ to the seaports of
East Africa

This method of analysing the development of Any (British)
port is not applicable in every detail in the case of the seaports of
East Africa. There are several important reasons for this, which
draw attention to significant contrasts between British and East
African seaports. Firstly, there is the fact that whereas many
British seaports have been active since medieval times, the sea-
ports of East Africa are very largely twentieth century develop-
ments, at least as far as material port facilities are concerned,
and they have thus had a much shorter period of time in which
to develop. Secondly, the pattern of development analysed under
the scheme for Any (British) port is closely related to the charac-
teristic siting of major British seaports on tidal estuaries; since
all the major mainland seaports of East Africa are sited on
drowned estuaries, since most have deep-water sites, and since
the tidal range is relatively small, physical influences upon port
development have been somewhat different. The creation of en-
closed docks has not been necessary; the era of dock elaboration,
a result of estuarine sites and of the peculiar tidal regime around
the British coasts, is thus not represented in East Africa.Thirdly,
in more general terms, there is the fact that Britain is a small
area of highly concentrated, advanced economic activity, where-
as East Africa is a much larger area still in a relatively early
stage of economic development. Britain is thus served by a large
number of complex ports with overlapping hinterlands; the sixth
era of specialized quayage has reached an advanced stage and
traffic flow has reached a high level. In East Africa, on the other
hand, a small number of ports with a relatively small traffic flow
and with hinterlands that are to a large extent mutually ex-
clusive, exhibits a much simpler pattern of development and acti-
vity. However, although the system devised for Any (British)
port cannot apply in detail to East Africa, the concept is a valu-
able one and can be worked out in a different form using a
simpler system of stages of development. In working out such
a system for Any (East African) seaport, an obvious contrast is
at once apparent in relation to the stages reached and the stages
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represented at various individual ports. Some East African ports
have not progressed beyond the earlier stages of development;
only in two cases are all the eras represented; and in one in-
stance an advanced stage is represented yet an earlier one is
completely by-passed.

Table 3 summarizes the five eras of port development that
may be recognised at the major seaports of East Africa. In trac-
ing the growth of the modern seaports of the area, it is neces-
sary to go back to the end of the nineteenth century to the era
of dhow traffic. This era, which encompasses virtually the whole
of the period from early medieval times to the end of the nine-
teenth century, and which involved the development of different
hierarchies of ports at different periods, did not necessitate the
construction of any substantial port facilities and was thus an
era in which flexibility of port sites was an important keynote.
Towards the end of the nineteenth century, however, historical
factors made necessary a crystallization of the pattern of port
development into a more permanent system which became the
basis of the present-day hierarchy. Around the turn of the cen-
tury there was a geographical shift from a series of harbours or
open roadsteads used by the dhows to the series of harbours
constituting the present major East African seaports; this move-
ment was made necessary chiefly by the increasing size and in-
creasing manoeuvrability of ships, and affords an interesting

TABLE 3
SUMMARY OF THE GENERAL THEME OF THE DEVELOPMENT OF A MAJOR EAST AFRICAN
SEAPORT
Era . Terminated by the epoch of . ..
I Dhow traffic the construction of the first port facilities on
the modern harbour site.
II Primitive the construction of the first lighterage quays.
I Marginal quay the opening of the first deep-water berths.
extension
IV Simple lineal quayage the provision of oil berths in deep water.
V Specialized quayage the occupation of all deep-water sites within

the confines of the harbour.

illustration of the way in which the design of ships, rather than
the conditions of harbours, has always been the pacemaker in
sea transport developments.
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The period of dhow traffic is thus concluded, and the primi-
tive era introduced, by the construction of the first port facilities
on the site of the nucleus of the modern port. In most cases this
development is associated with the change from sail to steam
propulsion, and with the building of railways inland, and may
thus be precisely dated. The concentration of traffic at particular
points by the simultaneous development of land transport and
port facilities rapidly induced an increase in traffic in the early
colonial period. Thus the primitive era was short-lived and was
soon superseded by the era of marginal quay extension. The inaugu-
ration of this era, marked by the opening of the first properly
constructed lighterage wharves (as opposed to the somewhat
makeshift jetties of the primitive era), may again be precisely
dated; moreover, in all cases where the era is represented, its
beginning in each port is almost simultaneous and its duration is
considerable (Table 4).

The two eras which succeed that of marginal quay exten-
ston in the development of Any (British) port — the eras of mar-
ginal quay elaboration and dock elaboration — are not repre-
sented in the growth of Any (East African) seaport. The small size
of the ports and their rate of growth in relation to their sites
meant that marginal quay extension could continue without diffi-
culty, no part of the port being too far away from the original
nucleus or from the township area with which it was associated.
Similarly, the necessity for dock elaboration did not arise, since

TABLE 4

COMPARISON OF DATES OF THE TERMINATION OF PORT
DEVELOPMENT ERAS AT MAJOR EAST AFRICAN SEAPORTS

Mombasa | Dar es Tanga Mtwara
Salaam

End of dhow traffic era .. 1896 1900 1892 1920
End of primitive era 1907 1907 1914 1954
End of marginal quay

extension era 1926 1956 — —_
End of simple lineal

quayage era 1963 1966 — —

the tidal range in the deep-water harbours of East Africa is
never sufficiently great to affect shipping movements seriously.
Enclosed docks thus do not exist, and the slipways are adequate
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for small-scale ship repairs. As a result of the availability of
plentiful shipping space and of deep water at all stages of the
tide, Any (East African) seaport thus moved on directly to the
era of simple lineal quayage, introduced by the construction of
the first deep-water berths in response to increasing ship size
and increasing traffic. In this era the extent of development
varies considerably between the individual seaports. Tanga, for
example, has not yet entered this era and is not now likely to
do so; Mombasa, however, reached this stage of development
almost thirty years earlier than Dar es Salaam or Mtwara, the
latter port moving directly into the era of simple lineal quayage
from the primitive era, due to somewhat artificial circumstances
of which details are given below.

Only at the present time is Any (East African) seaport in-
troducing major elements of the fifth and final era of specialized
quayage. The term ‘major’ is used because specialized equipment
for the export of Magadi soda has in fact been available at
Mombasa since 1913. The introduction of facilities for the re-
ception of crude oil in association with the construction of oil
refineries is however a dominant feature of the period 1963-66;
facilities for the unloading of refined oil products have of course
been available for many years, but do not fall precisely within
the category of specialized quayage.

Thus at Any (East African) seaport the pre-twentieth century
dhow traffic era has been succeeded by a variety of eras which,
seen in an historical context, have followed one another with
considerable rapidity. The primitive era is seen essentially as a
brief transition, a mere beginning on the modern port site, lead-
ing to the two most significant periods in which lighterage quays
and deep-water quays were respectively developed. For the sake
of easy comparison with Bird’s analysis of the eras of develop-
ment of Any (British) port the terms marginal quay extension
and simple lineal quayage have been retained, but the distinction
between the two forms of lineal development is fundamentally
that of the presence or absence of deep-water facilities, which
in East Africa is a reflection of physical site conditions as well
as of traffic levels. In East African circumstances a deep-water
berth may be defined as a minimum of 500 feet of quay in one
uninterrupted line with a minimum depth of 30 feet alongside.
The analysis of the eras of development of Any (East African)
seaport applies, of course, principally to the larger seaports of
Mombasa and Dar es Salaam, at which all the (East African)
eras are represented; elsewhere certain eras have either been
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omitted completely, or have not yet been reached. Part of the
usefulness of the analysis is thus that it serves to highlight the
significant contrasts between the various seaports of East Africa.
A further point that requires emphasis is that the termination
of an era by the inauguration of its successor does not mean that
the earlier era came to a sudden end or that the constructions
belonging to that era ceased to be of service. Any (East African)
seaport is still a dhow port — although it seems that vestiges of
this period may soon vanish altogether; and although few ele-
ments representative of the brief primitive era now remain, the
facilities constructed during the eras of marginal quay extension
and simple lineal quayage constitute the basis of the present
range of equipment. Further development of simple lineal quay-
age is in fact continuing during the present era of specialized

quayage.

The modern growth of Mombasa

When Mr. (later Sir) George Whitehouse stepped ashore at
Mombasa in 1895 to direct the building of the railway from the
Indian Ocean to Victoria Nyanza one of his most immediate
problems was the provision of some kind of facilities for the un-
loading of the steamers bringing railway materials from overseas.
Whitehouse established his base on the island, and bought 372
acres of land near Kilindini Harbour. Cargoes from the earliest
steamers to use the harbour were landed on the beach: “the
lighters were brought as near high water mark as they would
float, then they were allowed to ground and they were off-loaded
between half-flood and half-ebb tides”.4 In 1896 a jetty was built
on the Mbaraki side of Ras Kilindini — an event which marks
the transition of the port of Mombasa from the era of dhow
traffic into the primitive era. The jetty, which was partly em-
banked and partly of timber piling, “was built so that fully loaded
lighters could lie alongside at any tide and be off-loaded by steam
cranes direct into wagons”.5 A few sheds for perishable stores were
also built. In 1898-99 an experienced engineer, Sir Guildford Moles-
worth, visited East Africa and reported on the progress of the
railway and harbour developments. With regard to Kilindini, the
development of which he strongly recommended in preference
to the Old Harbour of Mombasa, he commented that “the port
possesses great facilities for development as well as sites for
warehouses and wharves of almost indefinite extension”.6 Moles-
worth’s views were strongly endorsed by another inspector,
Colonel T. Gracey, who wrote in 1901 that “the most urgent
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TABLE 5

ERAS AND EPOCHS IN THE DEVELOPMENT OF THE PORT OF MOMBASA

Era

Terminated by . . .

Present-day symbols

—

Dhow traffic:
largely confined to
Mombasa
Harbour

Construction of first port
facilities at Kilindini:
Mbaraki jetty, 1896.

Continuing (though
slight) dhow traffic in
Mombasa Harbour;
landing place.

II Primitive:
Mbaraki jetty

Construction of first
lighterage quay, 1907.

Slipways south of Ras
Kilindini.

III Marginal quay
extension:
lighterage quays

Opening of first deep-
water berths, 1926.

Lighterage quays south
of Ras Kilindini.

IV Simple lineal
quayage: deep-
water berths.

Opening of Kipevu oil
terminal, 1963.

Deep-Water berths nos.
1-5, 7-14.

V Specialized
quayage: oil
terminal facilities

Kipevu oil terminal (jetty
and facilities).

necessity at Kilindini is a deep-water berth, along which large
vessels can lie connected by rail with railway warehouses . . .
The first thing necessary is the preparation of a comprehensive
plan showing what will be the ultimate aim and object to be
attained when traffic largely develops . . .”7

The primitive era came to an end with the construction of
a lighterage wharf in 1907. The earlier wooden structures rotted
away, and traffic continued to increase. The new wharf was 550
feet long, built in concrete, and represents the inauguration of
the era of marginal quay extension at Mombasa. It was hoped
that additional quays would be built to relieve the increasing
congestion, but in fact all traffic was handled at this wharf
until the first of the deep-water berths was opened almost
twenty years later; apart from some temporary wartime con-
structions the only exception to this was a concrete pile wharf
built in 1913 on the present site of berths 9 and 10 to handle
exports of soda ash from Magadi — an early example of special-
ized quayage. The Acting Manager of the railways reported in
1912 that at Kilindini “the wharf and sheds have now been in
full use sufficiently long to satisfy everyone concerned that the
accommodation is totally inadequate to meet the rapidly increas-
ing needs of the port. . .. Wharfage, provided with the necessary
cranes and siding facilities (whether of the expensive deep-water
sort, or a wharf capable of receiving only lighters) is urgently
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wanted and until provided no one can rest satisfied”.? The effi-
cient working of the port was further handicapped by the very
irregular arrival of steamers. At times the wharf and sheds lay
idle, at other times they were overcrowded with goods and the
number of lighters was inadequate. Complaints arising from
damage and delay were frequent. The only remedy to the
problem was the provision of facilities adequate in relation to
the increasing traffic. In 1914 plans were finally approved for the
building of a deep-water berth, and the British Parliament made
available £700,000 for the purpose. The project was however
abandoned on the outbreak of war in August of that year. During
the war Kilindini harbour was taken over by the navy and closed
to public traffic; most of the imports and exports to and from
Uganda and the East Africa Protectorate (Kenya) had therefore
to pass through the Old Harbour at Mombasa which was entirely
inadequate for the purpose, even though lack of shipping space
severely curtailed trade.

Mombasa’s entry into the era of simple lineal quayage was
thus postponed by the war and its aftermath until 1926. The
urgent necessity for deep-water berths had become increasingly
obvious as the railway system was extended and as European
settlement and export crop production increased. Investigations
at a site immediately north of Ras Kilindini were commenced in
1912 and resumed in 1920. Deeper water offshore, and a less
strong tidal current, made this part of the coast of Mombasa
Island more suitable for port development than the Mbaraki
area. On 2 August, 1926 berths 1 and 2 were completed; they
consisted of 1,100 feet of quayage, with 33 feet of water along-
side, together with transit sheds and ancillary equipment. At the
same time a comprehensive plan was drawn up for the extension
of deep-water quayage north-westwards along the shore of the
island, and a contract was placed immediately for the building
of berths 3 and 4; these were completed in 1929 and represented
an extension of 1,000 feet. A fifth deep-water berth was opened
in 1931, at a cost of £550,000, at about the same time as a new
lighterage wharf and the bulk oil jetty at Shimanzi. “Kilindini
was now a well-equipped port, capable of handling simultaneously
at the deep-water berths six of the largest ships plying on the
East Coast of Africa, and an oil tanker at the Shimanzi jetty”.?

No further major developments took place before the second
world war. A significant test of the capacity of the harbour came
in the early months of 1940, when as a result of the closure of
the Red Sea all northbound British shipping in the Indian Ocean
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was sent to Kilindini to await orders. The pilot service at Kilin-
dini had to be expanded quickly, and a rapid survey was made
of Port Reitz as a useful extra space for anchorage. Later, Mombasa
became important as a naval base, and to improve the turnround
facilities two new deep-water berths (numbered 7 and 8, with a
total length of 1,218 feet) were built in 1942-44.10 At one time
during the war a total of 217 ships of all kinds were berthed or
anchored in Kilindini Harbour.

During the immediate post-war period increases in traffic
handled made necessary further development of port facilities,
but unfortunately adequate finance was not available and con-
gestion in the port was the inevitable result. However, work on
two further deep-water berths (nos. 9 and 10) was begun in 1953;
two years later berth no. 9 was completed, and in 1954 a new
lighterage wharf with eight stub jetties was opened south of
Ras Kilindini. No. 10 berth was not completed, however, until
1958, owing to an unfortunate setback in 1954 when the greater
part of the construction work collapsed into the harbour as a
result of subsidence, apparently related to a submarine geologi-
cal fault.

The opening of no. 10 berth in 1958 completed the possible
programme of port works on Mombasa Island since no suitable
sites for the further development of deep-water quays remained
unutilized. It was necessary therefore to direct attention to the
nearby mainland at Kipevu, where further development of
simple lineal quayage is still in progress. Here, on a site running
in an east-west direction, connected to Mombasa Island by a
road/rail causeway built in 1957, the Kipevu Project has involved
the construction of four additional deep-water berths at a cost
of over £4 millions. Two of the berths (nos. 11 and 12) were
fully equipped and brought into service in 1961; the other two,
making up a total length for the Kipevu berths of 2,400 feet, were
not immediately utilized but were brought into service in 1967
in response to increasing traffic pressure.

A further development of great importance has been the
building of an oil jetty at Kipevu to receive large tankers bring-
ing crude oil supplies to a refinery established at Changamwe.
This event marks Mombasa’s entry into the fifth era of special-
ized quayage. An earlier site for a refinery at Likoni was aban-
doned in favour of the Changamwe site because the latter is near
the main Mombasa-Nairobi road and railway routes, in a deve-
loping industrial zone, and within two miles of the tanker jetty
site at Kipevu, to the west of the new deep-water berths. The
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£15 million project involved, in addition to the building of the
refinery itself, the construction of a tank farm on the foreshore
at Port Reitz, adjacent to the oil jetty, and the dredging and
deepening of the approach channel to Mombasa harbour to allow
the entrance of supertankers. These operations were completed
in the period 1961-63. The entrance channel to the harbour is
dredged to 40 feet; and the jetty, 1,100 feet long with a depth
alongside at L.W.O.S.T. of 47 feet, is capable of accommodating
tankers up to 65,000 tons deadweight.!!

The modern development of Tanga

Tanga was the first of the modern seaports of East Africa
to be developed, but its disadvantageous situation and site con-
ditions have seriously curtailed its progress. Situated between
Mombasa and Dar es Salaam, both of which have better water
sites, superior port facilities and more extensive rail connections
inland, Tanga has been effectively prevented from developing as
a major seaport serving a wide area of the East African hinter-
land. Rather, Tanga remains as a port of small, almost local im-
portance, deriving the bulk of its traffic from the sisal-growing
areas of north-eastern Tanzania.

Very little information is available on the earliest era of
Tanga’s development. The harbour was certainly used by dhow
traffic, like most other creeks and inlets along the East African
coast, from an early date. Mtang’ata and Tongoni, of some sig-
nificance as seaports in earlier centuries, are located a few miles
south of Tanga Bay; and in some senses the once-flourishing
port of Pangani stands in the same relationship to modern Tanga
as Mombasa Old Harbour to Kilindini or Bagamoyo to Dar es
Salaam.

In 1891 the German Chancellor, von Caprivi, signed an
agreement with the German East Africa Company which under-
took to form a subsidiary company to construct and operate
ports and railways in German East Africa. The subsidiary com-
pany was known as the Eisenbahn Gesellschaft fuer Deutsch
Ostafrika (Usambara Line), and the construction of port facilities
at Tanga was to be its first undertaking. It was originally in-
tended that three lines should be built: Tanga was selected as
the seaward terminus of a line heading north-westwards towards
Kilimanjaro; a second line was planned to connect Dar es Salaam
with Kigoma; and a third was proposed, but never built, from
Kilwa south-westwards towards Lake Nyasa.!?2 Preparatory work
for the Usambara line was started in 1891, and actual construc-
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tion in 1893. The building of a small jetty in 1892, designed to
receive imported railway materials, marks the beginning of the
primitive era of Tanga’s port development (Table 6). Unfortun-
ately, however, due to bad workmanship, part of the jetty col-
lapsed in 1896. Attention was focussed upon Tanga and the
Usambara line at this early period, rather than upon Dar es
Salaam and the central line, for two main reasons: it was
thought that the Usambara line would be easier to build (al-
though in fact it was very badly constructed and did not reach

TABLE 6
ERAS AND EPOCHS IN THE DEVELOPMENT OF THE PORT OF TANGA

Era Terminated by . . . Present-day
symbols

1 Dhow traffic: Construction of a primi-
tive jetty to unload rail-
way materials, 1892.

II Primitive: Construction of a lighter- | Lighterage quay.
jetty for the unloading of | age quay, 1914.
railway materials.

III Marginal quay Lighterage quay.
extension: lighterage
quay, 1914: extended
1954,

Moshi until 1911); and the German East Africa Company had
already acquired vast tracts of land in the Usambara Mountains
and several coffee and rubber plantations had been started. The
railway proved, as was expected, an effective stimulus to the
ferther development of plantation agriculture in this area. 1893
was also the year in which sisal was introduced into the Tanga
area from Florida, an event which laid the foundation stone of
Tanzania’s principal modern agricultural industry and of the pre-
sent-day export traffic of Tanga.l?

Tanga did not move into the era of marginal quay extension
until 1914, some years later than either Mombasa or Dar es
Salaam. The unsatisfactoriness of the primitive jetty had been
obvious for some time, but funds for improvements were not
available until 1909 when the German government voted
1,500,000 marks for new installations at Tanga harbour. These
installations consisted of a lighterage quay, together with sheds
and ancillary equipment, and construction was completed in 1914.
Unfortunately, however, the project was “an ignominious failure.
It was, indeed, a strange and complex design. In 1913 the shore
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at Tanga was littered with thousands of tons of reinforced con-
crete piles cast at Mannheim on the Rhine. They had been
carried by river barges to Rotterdam and thence shipped to
Tanga. The available records provide no answer to the question
why these concrete works were not cast at Tanga. Soon after
completion, part of the quay wall collapsed, another example of
bad design, bad work and lack of common sense”.l4

No further major extensions took place at Tanga for forty
years. Any further German developments were prevented by the
first world war, after which, in the context of an East Africa
unified under British administration, it seemed more reasonable
to concentrate development on the larger ports of Mombasa and
Dar es Salaam. From time to time considerable sums were spent
in major repairs to the single lighterage wharf, but no strong
pressure for an extension of the available facilities came until
1944 when Mr. ]. R. Farquharson, then Chief Engineer, Tanga-
nyika Railways, recommended the post-war construction of two
deep-water berths at Dar es Salaam and one at Tanga.!’ This
recommendation in respect of Tanga has, however, never been
implemented, since traffic levels do not warrant the heavy ex-
penditure that would necessarily be involved in overcoming the
physical obstacles which the site of Tanga presents.

Unlike the two major East African seaports, Tanga has thus
never progressed beyond the era of marginal quay extension.
Certain major improvements were however completed in 1954,
at a total cost of £1 million, and at a time when congestion at
Mombasa was particularly severe. Clearly, pressure on facilities
at Mombasa provided a stimulus for the provision of additional
equipment at Tanga so that the latter port could absorb Mom-
basa’s overflow traffic as required. The new developments con-
sisted of a prolongation of the original 1914 lighterage quay to-
wards the north-east, adding 770 feet to the length of the wharf.
Large new warehouses were built, together with a modern
passenger terminal, port offices, a small dockyard and a mar-
shalling yard. Certain improvements were effected at the same
time at the old wharf, and modern cargo-handling equipment
was installed.

The origin and growth of Dar es Salaam

Whereas Mombasa, equipped with a dual harbour suited to
both medieval and modern needs, has for centuries been a sea-
port of significance, the harbour of Dar es Salaam has no history
of commercial activity before the third quarter of the nineteenth
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century. Arab and Portuguese navigators and writers largely
ignored the coast between Kilwa and Bagamoyo. The hostility
of local inhabitants may have deterred an early Arab settlement,
and the harbour is well hidden from the open sea and may have
remained for long unknown; among others, Captain Owen!6 failed
to realize the existence of the harbour at Dar es Salaam during
his hydrographic survey of the coast in 1824-26, and in 1850 the
explorer Krapf put in at Msasani but ignored the large harbour
nearby.!” However, to discover the scene of the dhow traffic era
in the development of port activity in the Dar es Salaam area,
one must travel a few miles north along the coast to the open
roadstead port of Bagamoyo. For a very long period, but es-
pecially in the nineteenth century, Bagamoyo marked the end of
the long caravan route to Tabora and Ujiji, along which unknown
numbers of slaves and unknown quantities of ivory and other
goods had travelled. Bagamoyo acted in the nineteenth century
as a kind of mainland outport to the principal emporium at Zan-
zibar; no port facilities were necessary, and none were built,
since dhows could easily be drawn up on the beach.

TABLE 7

ERAS AND EPOCHS IN THE DEVELOPMENT OF THE PORT OF DAR ES SALAAM

of Bagamoyo; Seyyid

facilities at Dar es Salaam

Era Terminated by . . . Present-day
symbols
I Dhow traffic: .
the open roadstead port | Construction of first port | Beach at

Bagamoyo; no

Kigamboni jetty for the
reception of crude oil for
refining nearby.

Majid’s  attempts to | 1900. present port
develop Dar es Salaam. activity.

II Primitive:
Masonry stairways and | Opening of first lighter- | Town Quay
shoots, 1900; railway ( age quay, 1907.
contractors' jetty, 1905.

Il Marginal quay Opening of deepwater | Town Quay
extension: berths, 1956.
lighterage quay, 1907;
extended 1929, 1933.

IV Simple lineal quayage: | The provision of modern | Main Quay.
Main Quay (deepwater | facilities for the reception
berths). of crude oil, 1966.

V Specialized quayage: Kigamboni jetty

and associated oil

refinery.
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One may justifiably ask why the open roadstead at Bagamoyo
was used in preference to the port of Dar es Salaam where
the potentialities were so much greater. Apart from the import-
ant consideration of the greater proximity of Bagamoyo to the
main centre of trade at Zanzibar, the chief reasons are related
to navigational conditions and techniques and to the physical
characteristics of the sites of the two ports. The development
of a new port at Dar es Salaam and the simultaneous decline of
Bagamoyo provides, in fact, a very interesting example of the
interaction of geographical circumstances and historical events.
In the days of sailing ships and small, easily handled cargoes, the
flat sandy shore at Bagamoyo was quite adequate. Dar es Salaam,
however, with its almost enclosed harbour, awkward entrance,
and strong winds, tides and currents, was quite unsuitable for
sailing ships; with the development of more easily controllable
steamships the advantages of Dar es Salaam became increasingly
clear, and Bagamoyo quickly declined into insignificance as
ships and cargoes increased in size.!® The period 1867-70, during
which increasing interest was shown in Dar es Salaam harbour
at the expense of Bagamoyo, is a curious and interesting period
of transition during which the first attempts were made to utilize
the deep-water harbour. The period does not fall squarely into
the dhow traffic era, because dhows continued for the most part
to use Bagamoyo; nor does it fall in the primitive era, since no
port facilities were constructed. The foundation of a new port
and town within the harbour of Dar es Salaam, near the site
of the small village called Mzizima, was the work of Seyyid
Majid, who succeeded his father Seyyid Said as Sultan of Zan-
zibar in 1856. Majid realized the advantages of a large and shel-
tered harbour, and decided to create there a new seaport, a new
centre of trade, and an alternative, somewhat cooler residence
to Zanzibar. His precise motive, like the motive of his father in
moving to Zanzibar, is obscure, but seems to have been not so
much the extension of Seyyid Said’s trading network as a desire
to escape from the political insecurity and intrigues of Zanzi-
bar.!® There is evidence that Seyyid Majid formally opened Dar
es Salaam as a seaport in 1867;2 the acting British consul at
Zanzibar, Dr. Seward, did not rate the chances of success of the
new venture very highly, writing that “the conception is good
but the want of labour appears to be fatal to its realization; no
considerable body of slaves could be kept together there . . .
The settlements of Lamoo and Mombasa are flanked by tribes
more dangerous to the fugitive slave than the Arab, but the
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country behind Dhar Salaam has no such flight-restraining
terror”.2! In 1867 Father Hoerner estimated the population of
Dar es Salaam at “about nine hundred”;?? in the following year
Bishop Steere commented that “there are some very fine build-
ings” and that “several Europeans went to Dar es Salaam for the
sake of their health, and found great benefit”.23

In 1870, however, Seyyid Majid died and was succeeded by
Seyyid Barghash, who did not share his brother’s enthusiasm for
the development of Dar es Salaam. A hurricane in April 1872
caused much damage, and the buildings of the new town, many
incomplete, were left to decay. Joseph Thomson, first of the
early explorers to begin his expedition from Dar es Salaam,
visited the town in 1879 and described its desolation: “the
tenantless houses give shelter only to bats, owls, lizards and
snakes, and the whole place wears the aspect of an old, battered
and deserted city, instead of a new one just springing to life . . .
But certainly, from the advantages which Dar es Salaam possesses
over most places on the coast, there can be no doubt that it will,
sooner or later, become all that its founder wished it to be”.2*

The establishment of a small trading station and of a mission
settlement in 1887 marked the beginning of the period of German
activity at Dar es Salaam, and also of a new phase in the deve-
lopment of the port.2’ Dar es Salaam became, under von Wiss-
man, the main military depot of German East Africa, whilst Baga-
moyo was retained for a time as the seat of government. In 1891,
however, the government was transferred to Dar es Salaam,
several commercial enterprises moved over from Zanzibar, and
a customs department was created. Yet in 1898-99 the export
customs revenue at Bagamoyo was Rs. 115,000, whilst that at
Dar es Salaam was only Rs. 38,000.26 A few port facilities were
established at this time: the buoying of the intricate harbour
entrance was begun in 1891, and a lighthouse was built on an
outer coral reef in 1892-94; Bornhardt records that in 1900 “a
series of masonry stairways and shoots, up and down which all
cargo was manhandled into lighters, led from the natural narrow
beach up the steep slope of the lowest coastal terrace to sheds
and warehouses perched along the latter’s upper edge”.?” A float-
ing dock came into service in 1902, and a small dockyard was
built near the entrance to Southern Creek; the small fleet of
coastal vessels continued to grow, and repair facilities were pro-
vided for naval vessels.

Thus the period of Seyyid Majid’s unsuccessful efforts to
develop Dar es Salaam and the earliest years of the German
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period lead gradually into the primitive era in the evolution of
the port. The year 1900, when evidence first becomes available
of the building of some simple aids to the unloading and loading
of cargo, may be taken to mark the beginning of this era. A
major stimulus to the development of the port in this era came,
as at Mombasa and Tanga, with the construction of the railway
to the interior, a project essential for the consolidation and ex-
tension of German political control and for the continued growth
of Dar es Salaam at the expense of Bagamoyo, served only by
slow-moving caravans. Surveys for a railway to Lake Tanganyika
began in 1894 and construction commenced in 1905; closely
following the route of the old slave caravans, except at its sea-
ward end, the railway reached Tabora in 1912 and Kigoma in
1914. To facilitate the unloading of railway materials a small
jetty was built at Dar es Salaam in 1905, and in the same year
work was begun on a large customs shed and upon a more sub-
stantial quay equipped with cranes and joined to the town by
road and rail. These developments form the basis of the present-
day Town Quay. It is interesting to note that as early as 1906
the desirability of deep-water berths was pointed out, but it was
not until fifty years later that this objective was achieved.?8
The entry of Dar es Salaam into the era of marginal quay
extension was marked by the opening of the first lighterage
wharf in 1907. No further significant changes occurred until the
end of the first world war when, after the defeat of Germany,
Tanganyika emerged as a mandated territory under British ad-
ministration. In 1921 an important development took place when
sites at Dar es Salaam and Kigoma were leased to the Belgian
Government to facilitate the handling of traffic to and from the
eastern Belgian Congo; under the terms of the Milner-Ortz Con-
vention, Britain undertook to grant freedom of transit across
East Africa to all traffic to or from the Belgian Congo and
Ruanda-Urundi (former German territories administered by Bel-
gium after 1919) on a footing of equality with traffic to and from
Tanganyika. The sites in the ports of Dar es Salaam and Kigoma
were leased to the Belgian Government in perpetuity, in return
for an annual rent of one franc; the Dar es Salaam site was
originally the northernmost of the two lighterage berths on the
Town Quay. These sites were operated by a company entitled
L’Agence Belge de I'Est Africain, S.A., known as Belbase.
Improvements to the port facilities at Dar es Salaam were
made at various times in the 1920’s and 1930’s. An extension to
the lighterage quay was completed in 1929; it then consisted of
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930 feet of wharf, under British control, and a further 280 feet
in the Belgian concession. A further extension, completed in
1933, had the effect of lengthening the British section to 1,166
feet. The inter-war period was also marked by a considerable
improvement in the entrance to the harbour, achieved by dredg-
ing after a careful survey. There was a considerable increase in
traffic in the late 1920’s, partly as a result of increased mineral
exports from the Congo, and a large new goods shed and mar-
shalling yard were added to the existing terminal facilities. The
depression of the 1930’s meant that for a time little use was made
of these facilities and, in the words of the Tanganyika geogra-
pher Clement Gillman, “reminded optimistic enthusiasts that the
reviving port’s vast hinterland was not a land of unlimited dor-
mant wealth . . . but at best a somewhat precarious borderland
. . . a realm where prudent stocktaking of resources rather than
adventurous boasting . ... was the only correct way of
approach.”?

The post-1946 period has shown very considerable advances
in tonnages handled at Dar es Salaam, and in terms of port facili-
ties the principal reflection of this growth has been the provision
of deep-water berths. This development, which marks the entry
of Dar es Salaam into the era of simple lineal quayage, was ac-
tively considered for a number of years, and the original site
investigations were made between 1927 and 1933. The decision
to proceed with the construction of two deep-water berths was
taken in 1949, and the Belgian Government, conscious of the need
to develop its own share of the facilities of the port, decided to
finance the construction of a third deep-water berth. In these
circumstances a new agreement, supplementing the Milner-Ortz
Convention of 1921, was signed in 1950; this provided for the
development of the new deep-water site in exchange for the old
lighterage quay, and it was agreed that should the volume of
Congo traffic expand so as to necessitate further extensions, such
facilities would readily be made available. Work on the three
deep-water berths was begun in 1951, and completed, at a cost
of £4 millions, in 1956. The construction of the new deep-water
berths involved the demolition of the old German dockyard,
south of Kurasini Creek, and a new one was opened nearby in
1954.

The era of simple lineal quayage is still in progress at Dar
es Salaam, since additional deep-water berths are now under con-
struction. However, at the same time, the port has moved on
into the era of specialized quayage, by the construction of an oil
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refinery and the rehabilitation of an existing small jetty to re-
ceive crude oil. These facilities were completed in 1966.

The foundation and development of Mtwara

The story of the development of Mtwara is somewhat differ-
ent from those of the more northerly seaports of East Africa.
The dhow traffic era is comparable, but the transition into the
primitive era did not take place, as at the other ports, as a re-
sult of railway building projects. The era of marginal quay ex-
tension, moreover, is completely unrepresented at Mtwara, for
the port progressed directly from the primitive era into the era
of simple lineal quayage when deep-water berths were opened
in 1954. Thus the stages of development at Mtwara do not
follow the pattern established elsewhere on the East African
coast and, although the port is today a small and relatively in-
significant trade centre, the details of its evolution merit atten-
tion because of this departure from the more characteristic pat-
tern of Any (East African) seaport.

In pre-steamship days the winds, currents and reefs off the
mainland coast of East Africa induced sailing ships to keep well
out at sea when making their way up and down the coast be-
tween Mozambique and the ports to the north. This explains,
in part, why some of the present-day seaports remained unutilized
and even unknown outside their immediate locality until rela-
tively recent times. Mtwara, however, provides an example of

TABLE 8
ERAS AND EPOCHS IN THE DEVELOPMENT OF THE PORT OF MTWARA

Era Terminated by . . . Present-day
symbols

I Dhow traffic:
Mikindani Harbour Construction of a sisal | Mikindani

wharf in Mtwara | harbour.

harbour, ¢. 1920.

II Primitive: Opening of deepwater | Sisal wharf
Sisal wharf berths, 1954. (disused)

IV Simple lineal quayage: Deep-water
deep-water berths berths.

a harbour known to navigators from the late eighteenth century
but which remained unutilized until the mid-twentieth century
when changed economic circumstances made its development
possible. Mtwara thus illustrates clearly the general principle



46 THE SEAPORTS OF EAST AFRICA

that port development is not a reflection of the availability of
good natural harbours, but rather of changing navigational and
economic circumstances and of changing patterns of land and
sea traffic.

Evidence relating to the dhow traffic era of the develop-
ment of Mtwara is available from the late eighteenth and
nineteenth centuries. In Chapter II attention was drawn to the
distinction between the two separate harbours located in the
inner reaches of Mikindani Bay; the shallow Mikindani
Harbour and the deep-water Mtwara harbour. Mikindani Har-
bour provided the setting for the dhow traffic era of port
development in this area, and this small harbour stands as the
southern counterpart of Mombasa Old Harbour and of Bagamoyo
and, like them, retains the form and function of earlier centuries
since modern developments have utilized a different site.
French traders, taking slaves from the mainland to their
new plantations on the Ile de France (Mauritius) and Bourbon
(Reunion) were probably amongst the first to become aware
of the existence of Mikindani Bay. Sir John Gray has
drawn attention to a reference to ‘Miquimdany’ by the
Chevalier Saulnier de Mondevit, who made a hydrographical
survey of part of the East African coast in .1787.3% The French
were also responsible for a chart delineating Mtwara Bay,
reproduced by Alexander Dalrymple, hydrographer to the East
India Company, in 1796.3! Dr. David Livingstone stayed at
Mikindani in 1866 at the outset of his last journey, and described
the bay as “a beautiful landlocked harbour . . . a first-rate
harbour for Arab dhows . . . completely screened by the masses
of trees growing all around it from seaward observation”.3? The
reference is clearly to Mikindani Harbour and not to Mtwara
Bay. The first detailed survey of Mtwara Harbour was under-
taken by Captain J. W. Dixon of H.M.S. Nassau in 1874,3* Dixon’s
chart remained unaltered until 1947, and it was on the basis of
the promising figures marked on his chart that Mtwara was
selected as the site of a new port seventy-five years later.3* The
explorer Joseph Thomson passed through Mikindani and
recorded in 1882 that it had “prospered immensely since
Livingstone visited it in 1866. . . . The trade has increased
exceedingly, almost the entire produce of the Rovuma region
finding its way there — gum copal, rubber, millet, rice and other
grains being the chief articles, though the trade in ivory and
slaves . . . is by no means unimportant. South of Bagamoyo,
Mikindany will now rank in importance next after Kilwa and
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Lindy”.3 Again the reference is clearly to Mikindani rather than
to Mtwara, but the account provides the first firm indication of
significant commercial activity other than slave-trading in the
Mikindani Bay area.

The first indication of a transition from the dhow traffic era
to the primitive era, and of a change in the balance of activity
between Mikindani and Mtwara harbours, is provided in 1920
by the building of a small jetty on the western side of the
entrance to Mtwara harbour. This jetty, the first port construc-
tion of any kind within Mtwara harbour, was developed to
facilitate the export of sisal from an estate, originally a German
undertaking, which then occupied much of the land around the
harbour. The fact that the sisal transported over this jetty was
subsequently transhipped at Mikindani reveals the dominant role
still played at this time by Mikindani harbour. The sisal jetty,
still in existence today but no longer used, is the only evidence
of the utilization of Mtwara harbour for trade purposes before
very recent years.

It was not until 1954, when deep-water berths were opened,
that Mtwara moved on from the primitive era to a more advanc-
ed stage of port development. The era of marginal quay exten-
sion was completely by-passed, since no lighterage quays were
built, and the era of simple lineal quayage was introduced in
somewhat artificial circumstances. In spite of its excellent site
conditions, Mtwara has never been able to overcome its dis-
advantageous land situation, with a small and relatively un-
productive hinterland. The necessary stimulus for post-primitive
development at Mtwara was provided by the ‘“groundnut
schemes” of the immediate post-1945 period, when there was a
serious world shortage of edible oils and fats. Despite local
advice to the contrary, it was envisaged that several centres in
Tanganyika could quickly become the foci of major groundnut-
producing areas. In 1946 the Overseas Food Corporation, in
association with the British Government, drew up a plan for
the establishment of 107 mechanized units of 30,000 acres each,
designed to produce a minimum of 600,000 tons of groundnuts
a year by 1950-51; of these units, the principal group of 55 was
to be in the Southern Province of Tanganyika in the hinterland
of Mtwara, with 25 elsewhere in Tanganyika, 17 in Northern
Rhodesia and 10 in Kenya. Capital expenditure was estimated
at £24 millions, and a profit of £10 millions a year was envisaged
on the basis of the estimated minimum production of 600,000
tons.3¢ Localized production for export on such a scale demanded
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the provision of port facilities which at that time were not in
existence anywhere in Tanganyika. Considerable development
was therefore necessary at whatever terminal might be selected.
A Harbour Commission appointed by the British Ministry of
Food visited Lindi and Kilwa Kisiwani in February 1947; these
ports were initially thought to be able to provide adequate out-
let facilities; finding their disadvantages of site too great for the
construction of deep-water berths, however, the Commission
recommended the development of an entirely new port within
the harbour of Mtwara, designed to meet the needs of the
groundnut project and also such further requirements as future
developments beyond the groundnut schemes might one day call
for. In addition to its deep, sheltered and capacious harbour,
Mtwara provided a suitable site since there were no difficulties
involved in finding adequate level ground for the construction
of wharves, a rail terminal, a town and an airport.

As first proposed, the groundnut schemes gave rise to consider-
able optimism which proved in the event to be unfounded. The
scheme in southern Tanganyika was thought likely “to cause a re-
volutionary upheaval at Mtwara, one that will advance the area and
its people and provide opportunities for such progress in so short
a time that none could have dreamed possible. ... The villagers
of Mtwara already speak of their village as a future Mombasa”.3
A detailed hydrographic survey was made, and plans for the new
port and town were rapidly drawn up. Construction work on the
new port facilities began in 1948, and in the following year a
railway was opened from Mkwaya, at the head of Lindi Creek,
to Ruo and Nachingwea.’® The port of Lindi, meanwhile, was
improved so as to serve the scheme until the Mtwara develop-
ments were completed. By 1951, however, local conditions and
the world market made it apparent that large-scale groundnut
production was not a practical proposition and the scope of the
scheme was therefore considerably reduced. The railway admin-
istration nevertheless hoped that general agricultural develop-
ment might eventually provide sufficient traffic to cover operating
costs on the new line within the space of a few years; the
Mtwara-Ruo rail link was therefore completed and opened at
the same time as the new deep-water facilities at Mtwara in 1954.
The date marks the transition of the port from the primitive
era of development directly into the era of simple lineal quayage.
In 1958 a 23-mile rail extension to Masasi was added as a last
bid to attract more traffic. There proved, unfortunately, to be no
tendency for earnings to increase and the total freight traffic
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handled — amounting only to 32,616 tons in 1958, the peak year
—- never reached 25 per cent of the level originally envisaged.
In addition to the failure to produce cash crops on the scale
forecast, the eventual closing of the line in 1962 was partly due
to increasing road competition; road transport was the tradi-
tional method, focused on Lindi before Mtwara was developed,
and the planned re-orientation to the new rail-served port never
took place to the expected extent; furthermore, road hauliers
avoided transhipment costs at the Nachingwea and Masasi rail-
heads and, by using the railway to absorb peak loads, could
operate generally at full capacity.

The failure of the complex plans involved in the groundnuts
project had important repercussions at Mtwara. The town was
never built as planned, but a few shops, a bank, an hotel and
various government offices now stand in isolation, separated from
each other by bumpy lanes and stretches of open grassland. The
town has been “built in small patches, like a crossword just
begun”.? The closed railway to Nachingwea and Masasi has now
been lifted, and the lines used elsewhere; the government of
independent Tanganyika was not prepared to meet the annual
losses of about £200,000 that were entailed. In a sense the port
facilities now available at Mtwara are not fully utilized, since
traffic there follows a very markedly seasonal pattern; although
at certain times of year facilities are under pressure, for the
remainder of the year the activity of the port reaches only a low
level.40

Although they have been widely discussed, the reasons for
the failure of the development schemes so closely associated
with transportation in this corner of East Africa are not easy to
assess, and a lengthy discussion of the problem would not, in
any case, be appropriate here. The basic reason was, however,
an urgent desire for rapid and spectacular results, of a type which
Africa rarely yields, a desire that inevitably involved inadequate
preparation and inadequate investigation of the complex ecolo-
gical factors that to a large extent control development in such
an area. The eventual total cost of the scheme — some £35
millions — was not, however, entirely wasted. Southern Tan-
zania is now equipped with a deep-water port which, although
not proving a marked stimulus to development within its hinter-
land, probably provides adequate port facilities for some time to
come. Groundnut production in the Nachingwea area is quite
considerable, and the agricultural pattern of this and cther deve-
lopment areas associated with the groundnut project has to some
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extent been diversified. Skilled labour and professional services
have also proved, in part, to be of permanent benefit. But per-
haps the most worthwhile result of the project was a new and
rather expensive demonstration of the fact that in Africa deve-
lopment schemes must make haste slowly and in full cognizance
of the ecology of the areas involved.
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PORT EQUIPMENT AND ORGANIZATION

Port capacity, in as far as it determines a country’s ability
to engage in external trade, is often an indicator of the country’s
prosperity. This is particularly true of the new states of Africa,
the vast bulk of whose trade is with overseas areas. In this
chapter, therefore, an attempt is made to compare briefly the
principal seaports of East Africa in terms of their present-day
facilities. In using the present-day equipment of the ports as a
basis for comparison it must be remembered that the value of the
comparison is to some extent reduced by the fact that berths
and cargo handling appliances are not necessarily in full use at
all times, since the flow of traffic at Any (East African) seaport
may vary considerably from one season to another. Further,
assessment of port capacity in a geographical sense is an exercise
not normally carried out by the East African Railways and
Harbours Administration; the view of the Administration on
the complex question of port capacity is that “different assess-
ments might be given for any combination of an unlimited
number of separate sets of circumstances and conditions, and
would vary quite substantially according to the period on which
the average is based”.! The figures given in Table 9 cannot re-
present more than an approximate indication of the relative
capacity and significance of the seaports of East Africa. They do
however serve to illustrate the very wide variation that exists
between the largest and the smallest of these ocean terminals,
and to emphasize the present-day hierarchy of seaports as it has
been shown to exist in Chapter 3.

Port facilities at the four sea terminals

There is no doubt whatever that Mombasa is the best equip-
ped of the seaports of East Africa, not only in terms of the ex-
tent of quayage and associated equipment but also in most other
senses as well. In spite of this Mombasa has frequently suffered
in the past, and still suffers today, from congestion which at
times is serious. The modern port of Mombasa, or Kilindini, is
made up basically of three component parts: a series of lighter-
age wharves, slipways and other relatively minor port installa-
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tions situated on the south-western shore of Mombasa Island be-
tween Ras Kilindini and Likoni Ferry; a series of nine deep-
water berths, and the Shimanzi oil jetty, built along the north-
western shore of Mombasa Island between Ras Kilindini and
Makupa Creek; and a series of four deep-water berths, and the
Kipevu oil terminal, situated at Kipevu on the mainland north
of the entrance to Port Reitz and connected to the island by a
road-rail causeway.? The extent and predominance of deep-water
facilities is an important feature at Mombasa which contrasts
with the position at the other major East African terminals.
Minor installations include bulk cement loading equipment locat-
ed at Ras Kidomoni within the Old Harbour. The extensive
stacking grounds and transit sheds which lie adjacent to the
deep-water quays at Kilindini are all rail-served, emphasizing
the fact that transport within the port area itself, as well as
transport to and from the port by land and sea, is an essential
aspect of port working.

The extent of port facilities and the cargo-handling capa-
city is considerably less at Dar es Salaam than at Mombasa.
Whereas Mombasa is able to accept ships of up to 65,000 tons
deadweight and can accommodate over 50 ships at one time, Dar
es Salaam is only able to accept ships of up to 25,000 tons and
cannot provide simultaneous anchorage for more than 15 deep-
water vessels. Port facilities at Dar es Salaam may be divided
geographically into two main parts, separated by the shallow
Kurasini Creek: to the north of the Creek lies the Town Quay,
the older part of the port, where there are four lighterage
wharves; and to the south is situated the Main Quay, where
there are three deep-water berths, one of which is now under
the administration of a quadripartite Commission established by
the governments of the Congo (Kinshasa), Rwanda, Burundi
and Tanzania. A dhow and schooner wharf and a bulk oil jetty
are situated on the western shore of Southern Creek.

Tanga is equipped only as a lighterage port, as a result of
restricted draught at all points near the shoreline. There are two
lighterage wharves, a passenger landing pier and a dhow and
schooner wharf. Tanga is able to accommodate at any one time
five ocean-going vessels of up to approximately 17,000 tons.
Lighterage is, of course, an awkward and time-consuming pro-
cess, but since Tanga acts chiefly as a sisal-exporting port the
delays and damage often associated with lighterage are not
particularly significant factors in this case. Port facilities at
Mtwara bear little relation to the extensive deep-water harbour
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available there; a deep-water quay with two berths is sited on
the southern side of the harbour, and this quay is used for all
cargo movements including the unloading of petroleum products
by pipeline. Mechanization is employed as much as possible at

Adapted from Admiralty Chart No. 666.

all four ports, especially at Mombasa, but the amount of equip-
ment varies considerably.
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The inadequacy of present port facilities
There is little doubt that the level of facilities at the ports
serving East Africa is not adequate to deal with present-day traffic

Figure 8. Port facilities at Dar es Salaam
Adapted from Admiralty Chart No. 693.

movements without involving frequent and considerable delays.
This is particularly true of the two larger ports. During the 1950’s
a very unsatisfactory situation developed at Mombasa in relation
to the average length of time that a ship had to wait for a berth
and the average time taken in working a ship, and the opening of
the Kipevu extensions in 1961 did no more than keep pace with
traffic increases. In 1964 the average waiting days in port per
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ship declined to 0.76 (1963, 1.24) and the average working days
to 3.05 (1963, 3.23);3 but in the first half of 1965 a serious state
of congestion arose at Mombasa involving delays of up to 12 days
before working. A number of factors caused congestion at this
particular period; the simultaneous arrival of an unusually large
number of ships with heavy cargoes (imports for January-March
1965 were 35 per cent higher than for the same quarter of 1964);
the inadequacy of the port labour force at such a time; and the
shortage of wagons for railing goods up-country. Although extra
labour was promptly recruited, it became very clear that present
port facilities at Mombasa are inadequate for the prompt and
efficient movement of goods during peak periods, and that the
margin of spare capacity available over and above normal work-
ing conditions is very small. In these circumstances it is sur-
prising that five years were allowed to elapse between the
completion of the basic construction and the final equipment for
service of the third and fourth deep-water berths at Kipevu; the
main problem is, of course, shortage of capital and the dangers
cf over-capitalization and resultant high interest charges. Atten-
tion has now been directed, however, to the course of further
port expansion, and plans have been drawn up for the building
of four further deep-water berths on the mainland coast at
Kipevu between berth 14 and the oil terminal. Initial site clear-
ance began towards the end of 1965.

At Dar es Salaam there was a marked improvement in ship-
ping turnround immediately following the opening of the deep-
water quays there in 1956, an event which relieved a consider-
able degree of congestion that had built up, and changed the
character of the principal port operations at Dar es Salaam from
lighterage to normal wharfage. At the time this development
gave rise to the widespread opinion that the port was equipped
with adequate facilities for handling the likely volume of traffic
for a good many years to come. Ten years later, this optimistic
opinion was no longer justified, and plans have been announced
for the building of two additional deep-water berths to the south
of the Main Quay. The facilities for the reception of oil have also
undergone improvement: a project similar to the Changamwe-
Kipevu oil developments at Mombasa was completed at Dar
es Salaam in 1966, involving the rehabilitation of the oil
jetty to receive tankers discharging crude oil, and the connection
of the jetty by means of a submarine pipeline to a refinery at
Kigamboni on the eastern shore of Southern Creek. The
oil jetty is designed to accommodate tankers of up to
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36,000 tons deadweight, but the maximum size of tanker
that can be received in the harbour at present is 575 ft. length
and 32 ft. draught. The reception of larger tankers would neces-
sitate considerable dredging and deepening of the harbour
entrance. In spite of pressure from the oil companies involved,
who would naturally have favoured a more economic project in-
volving larger tankers and a larger refinery, the Tanzania govern-
ment is not at present prepared to finance developments which
are inessential in present circumstances. In view of current trends
in tanker size and oil consumption it may prove in due course
that the siting of the refinery is suited only to temporary condi-
tions.

Pressure on facilities at the two smaller ports is not so
marked. At Tanga, where exports of sisal, the main commodity
handled, have risen steadily over the past decade, there has been
only a slight tendency towards congestion. This reflects the com-
paratively low level of traffic handled, but may also result from
the situation of Tanga; in the event of undue pressure develop-
ing on facilities there, traffic could without difficulty be diverted
from all but the immediate environs of Tanga to either Mombasa
or Dar es Salaam. The process of course works also in the
opposite direction; the expansion of lighterage facilities at Tanga
in 1954 took place at a time when port congestion at Mombasa
was particularly severe, and one of the main factors stimulating
the physical growth of Tanga was the function of the port as an
overflow for Mombasa, a role which Tanga could perhaps fulfil
more effectively today if political circumstances allowed.
Mtwara, in the far south of Tanzania, is too far away from the
main East African centres of export crop production to serve the
same function in relation to Dar es Salaam. Yet congestion has re-
cently made itself felt at Mtwara, in spite of the fact that the port
has fallen far short of fulfilling its originally planned function as
a major groundnut-exporting port. The chief cause of delays to
shipping at Mtwara — which in 1964 were higher than at Tanga
in terms of waiting days — is essentially the markedly seasonal
nature of the export traffic of the port. At the larger East Afri-
can seaports exports of certain major commodities are also con-
fined to certain seasons, but the seasons tend to occur at differ-
ent times of year so that although overlapping occurs extreme
seasonal congestion is to some extent avoided. At Mtwara, how-
ever, facilities are very limited and there is only one major item
of export — cashew nuts; exports take place largely in the
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November-January period, and sometimes coincide with the
movement of the bulk of the cassava crop. During this period,
therefore, the port of Mtwara is very busy indeed, and to cope
with pressure on storage facilities a new transit shed has recently
been built. During the rest of the year, however, the facilities at
Mtwara are definitely underworked, and comparatively little
traffic passes across the quays.

Port capacity and port efficiency

The related questions of port capacity and port efficiency are
complex issues and to a large extent they lie outside the scope of this
geographical study. Some general points of geographical interest
may, however, be made. At the two major ports of Mombasa and
Dar es Salaam berths are comparable from the viewpoint of effi-
ciency of working. At these ports the practical (as distinct from
the potential) capacity per fully equipped berth is taken as
142,000 deadweight tons per annum. The potential capacity of
the two lighterage wharves at Tanga has been assessed at 320,000
deadweight tons per annum. No detailed estimate has been made
of the potential capacity of Mtwara, but the figure is thought to
be between 200,000 and 250,000 tons per annum.*

A number of factors, several of them geographically signi-
ficant, affect the variations in tonnages handled per ship working
day at the individual ports.5 The generally higher levels achieved
at Mombasa and Dar es Salaam no doubt reflect the greater size
and greater degree of mechanization at these ports, whereas
Tanga with its inefficient lighterage system remains fairly con-
sistently at the bottom of the scale. Mtwara, which shows the
widest variation, is rather a special case; very high figures are
achieved there during the October-January period when the
cashew-nut crop is exported along with cassava and other pro-
duce, and when the port is working under pressure; during the
remainder of the year much lower figures are the rule because
there is little traffic moving and little incentive to move goods
quickly. At the larger ports the most potent factor influencing
the pattern of tonnages handled per ship working day is the
weather. During the early part of the year, especially the period
March-May, and again at the end of the year (October-December),
the coastlands of East Africa experience heavy rainfall which fre-
quently interferes considerably with ship working. Conversely,
the peaks which occur at Mombasa and Dar es Salaam in the
third quarter of the year represent a higher level of working
during the cool dry season.
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The organization of port working

The East African Railways and Harbours Administration
is the statutory port authority for all the mainland ports of East
Africa, and administers each one, on a non-profit-making basis,
on behalf of the East African Common Services Organization
which provides common services in Kenya, Uganda and main-
land Tanzania. The authority over port matters is vested in the
General Manager of the E.A.R. & H. (Nairobi), and is exercised
departmentally for the East African mainland seaports by a
Chief Ports Manager with headquarters at Mombasa; each indi-
vidual port is under the immediate control of a Port Manager
(Mombasa, Dar es Salaam and Tanga) or Officer-in-Charge
(Mtwara). The E.A.R. & H., as the port authority, is responsible
for port management, the construction and maintenance of facili-
ties, the provision of shore equipment (the maintenance of which
is carried out by the railways as distinct from the port authority),
and the direct operation of ancillary port services such as pilot-
age, tug assistance to ships, and cranage.

All cargo handling on shore and on ship is carried out on
behalf of the East African Railways and Harbours Administra-
tion by its contractors, East African Cargo Handling Services
Ltd. This system came into operation in 1964 as a result of a
major re-organization of cargo-handling facilities and methods.
Previously the handling of cargo at the four ocean terminals had
been divided between the two complementary services of steve-
doring (handling of cargo on board ship) and shore handling.
These services were carried out by different organizations; steve-
doring was carried out under licence by four privately-owned
commercial firms, the East African Lighterage and Stevedoring
Company Ltd., the African Wharfage Company Ltd., the Tanga-
nyika Boating Company Ltd., and Associated African Dock
Enterprises Ltd., whereas the sole contractor for shore handling
was the Landing and Shipping Company of East Africa Ltd., in
which the E.A.R. & H. held a majority of the shares.

In 1962, at a time when tonnages handled per ship working
day were declining at all East African seaports as compared with
the period 1959-61, and when labour unrest was causing serious
concern, it became increasingly obvious that this system was un-
satisfactory and was not conducive to maximum efficiency in port
working. The government of Tanganyika thereupon engaged Dr.
Amos Landman, manager of the port of Haifa, to examine the
working of the existing system with special reference to Dar es
Salaam, and to make recommendations for improvements. The
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Landman Report, although concerned specifically with Dar es
Salaam, was generally taken to refer to all the four mainland
ocean terminals. The report recommended that, in the interests
of cargo-handling and the national use of costly equipment and
manpower, complete co-ordination of ship and shore working
should henceforward be effected through the medium of a single
operating company, publicly-owned and operated under the
direct authority of the E.A.R. & H. The report made it clear that
the division of responsibility for stevedoring between four private,
profit-making firms, led to a marked loss in efficiency, adversely
affecting the turn-round of shipping and the prompt clearance
of cargo. This move towards the ‘nationalization’ of port work-
ing, as it has been termed, was widely supported and was ac-
cepted by the three East African governments. The result was
the formation of a unified organization termed the East African
Cargo Handling Services Ltd. in which all shares are held by the
E.A.R. & H. Administration. The new system came into opera-
tion on 1 January 1964. All the employees of the four com-
mercial companies were offered employment in the new company,
which took over the shares and assets of the defunct companies
at agreed valuation. The new company employs over 12,000 em-
ployees of whom over 10,000 are manual workers. The adoption
ot the system of placing cargo handling on ship and on shore
under the control of a single organization, a system that is part
of the accepted pattern at many large ports, has effected an im-
provement in the efficiency of port working in East Africa.

Notes and References

1. Communication from Mr. D. A. Simister, Commercial Assistant to
the Chief Ports Manager, E.A.R. & H., Mombasa, 25 July, 1963.

2. The disparity between the enumeration of the deep-water berths
at Mombasa and their actual number arises from the non-existence
of berth no. 6. See Chapter III, note 10.

3. Details from correspondence with the Chief Ports Manager, E.A.R.
& H., Mombasa, March-June 1964.

4. Ibid.

5. A ‘ship working day’ is a statistical concept based on the fact that
on several holidays during the year no ship working takes place.
Other interruptions such as strikes are also taken into account. The
number of ship working days per year is thus equal to six days per
week minus holidays, strikes etc.

6. A. Landman, Report on the port of Dar es Salaam (Haifa, 1962;
reproduced by the E.A.R. & H., Nairobi). Cyclostyled, 23 pp.
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THE STRUCTURE OF PORT TRAFHC

Patterns of commodity flow through a seaport may be
analysed in various ways. In East Africa, with four separate main-
land ocean terminals and a large number of commodities moving
through each port in both directions and in varying quantities,
it is not easy to build up simultaneously a detailed picture of the
total traffic handled at each individual port and a comparative
statement of successive aspects of the traffic of the port group
as a whole. In this chapter emphasis is placed on the question of
comparability, thus to some extent leaving the reader to build
up in his own mind a parallel impression of the traffic of the in-
dividual terminals. Attention is devoted mainly to exports since
these reflect more closely than imports the detailed relationships
between port and hinterland.

Shipping movements

The number and net registered tonnage of shipping entering
the four major mainland seaports of East Africa has shown a
gradual overall increase during the past twenty years. Recently,
the number of ships has shown little tendency to change signi-
ficantly, and the following figures for the year 1964 are typical
of recent years: Mombasa, 1,548; Dar es Salaam, 1,030; Tanga,
571; Mtwara, 232.1 The net registered tonnage of ships entering
East African seaports has risen more sharply than the number
of ships; this is important, since a declining, steady or only slightly
rising number of ships does not necessarily indicate a lack of
progressive activity at a port but more often reflects increasing
ship sizes and economies in sea freight movements, for the greater
the proportion of cargo landed or shipped at one port, the greater
are the economies effected in ship working. The net registered
tonnage of ships calling at Mombasa in 1964 was 5.4 million tons,
and the corresponding figures for Dar es Salaam, Tanga and
Mtwara were respectively 3.6 million, 2.1 million and 0.6 million
tons. The differences between these totals are not so great as
those between the corresponding totals for cargo traffic move-
ments, since the same ships frequently call at several of the in-
dividual ports but tend to land or ship a greater proportion of
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their cargo at the larger terminals. At all the major East African
ocean terminals except Mtwara a predominant place is occupied
by shipping of British registration. This is the outcome of three
main factors: British political interest in East Africa, Britain’s
dominant role in East African trade patterns, and the strength of
the British merchant marine on the world seas. Shipping of other
European nationalities is also important in East African waters:
ships of Dutch, West German, French and Italian registration
are all important. Oil tankers comprise much of the Dutch traffic.
Although East Africa’s long-standing maritime links with Asia
are still actively maintained, the absence of internationally signi-
ficant merchant marine services has not permitted Asian shipping
to become strongly represented in East Africa, with the import-
ant exception of Japan. American shipping services are quite im-
portant at all the East African terminals.

The general pattern of cargo traffic

The comparative significance of the four major East African
mainland terminals in 1963, in terms of import and export traffic,
is shown in Figure 9. The overwhelming predominance of Mom-
basa is at once obvious, with 70 per cent of the exports and 74
per cent of the total traffic of the port group as a whole. The
contrast with Dar es Salaam, which handles only 25 per cent of
Mombasa’s total, is particularly important, for it emphasizes the

TABLE 10
CARGO HANDLED AT MAJOR EAST AFRICAN MAINLAND SEAPORTS IN 1963
Dar es
Mombasa | Salaam Tanga Mtwara Total
Imports
dry cargo 645,637 | 282,599 27,429 16,856 972,521
bulk oils 1,305,583 | 253,609 15,156 7,946 | 1,582,294
total imports | 1,951,220 | 536,208 42,585 24,802 | 2,554,815
Exports 1,284,903 | 279,737 168,047 92,227 | 1,824,914
Totall .. 3,253,636 | 821,461 210,986 117,906 | 4,403,989

1. Totals include goods in transhipment.
All figures in deadweight tons.
Source: E.AR. & H. Annual report, 1963 (Nairobi, 1964), p. 63.

disparity between the facilities at the two ports and in the extent
of development in their respective hinterlands. Nevertheless, the
two major terminals taken together contrast even more strikingly
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with the smaller seaports of Tanga and Mtwara, where the total
traffic handled constitutes respectively only 6 and 4 per cent of
that dealt with at Mombasa. In the case of Mombasa, and to a
lesser extent in the case of Dar es Salaam, these figures reflect
a relatively advanced level of development within an extensive
hinterland. In the case of Tanga the low level of traffic handled
is directly related to the location of the port mid-way between
the two major terminals; this circumstance, together with Tanga’s
relatively poor facilities, has prevented extensive hinterland
growth. The small amount of traffic handled at Mtwara is cer-
tainly not a reflection of an inadequate harbour but rather of the
low level of economic development in the hinterland and the
consequent lack of demand for a better-equipped port at the pre-
sent time.

Another feature of general interest is the fact that at the
two major terminals imports far exceed exports in terms of
weight. This is chiefly a reflection of the large quantities of pet-
roleum products imported in bulk at these ports. If these pro-
ducts are disregarded, imports and exports are almost equally
balanced at Dar es Salaam, but at Mombasa exports exceed dry
cargo imports by approximately 100 per cent. A different pattern
is seen at the two smaller ports, where the tonnages of oil pro-
ducts imported are much smaller and where exports outweigh
imports by a wide margin. This pattern reflects the fact that the
primary function of both these ports is the export of a single
primary product from the immediate hinterland, an area which
does not constitute in either case a very important market for
imported goods.

Export cargo traffic

Table 11 shows the principal export commodities passing
through Mombasa in terms of volume and value. Although con-
siderable variations have occurred over the years in respect of
individual commodities, the principal exports are clearly divisible
into two types: agricultural primary products and semi-manu-
factured raw materials. In the first group cotton and coffee are
the most important; cotton was outstanding as Mombasa’s prin-
cipal export item from 1954-59, but since 1960 coffee exports have
exceeded those of cotton. Stimulated by high world market
prices, coffee cultivation increased rapidly in East Africa in the
1950’s, but in present circumstances, when world coffee prices
have fallen sharply and over-production is a problem, it is un-
likely that coffee exports through Mombasa will see further
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sharp rises in the near future. Thus in the case of coffee the
world market exerts a firmer control over exports than do hinter-
land factors. In 1964, for the first time, cement exports took first
place at Mombasa in terms of weight; derived entirely from the
Bamburi factory a few miles north of the port, cement is ex-
ported in bags from Kilindini and in bulk with the aid of special
loading facilities in the Old Harbour. Soda ash is another heavy
item of export at Mombasa, and of much longer standing than
cement, having been exported in quantity as early as 1913; used
mainly in glass manufacture, exports of soda ash are strongly
regulated by overseas demand, and it is unlikely that exports will
rise sharply unless the demand from foreign markets shows any
marked increase. Exports of sisal have shown a gradual steady
increase at Mombasa over the past decade, and this may well
continue. In contrast, exports of grains vary between wide limits
from year to year, as a result of the official policy directed to-
wards the production of a surplus of maize for export sufficient
to provide a safety margin against seasonal fluctuations in home

TABLE {1
MOMBASA: VOLUME AND VALUE OF PRINCIPAL COMMODITIES EXPORTED, 1963

Commodity Harbour tons £000
Coffee .. .. 233,729 41,630
Cement .. .. .. 170,221 490
Cotton .. .. .. 153,580 16,050
Soda ash .. .. .. 107,002 1,230
Grains .. .. .. 106,239 1,800
Sisal .. .. .. 103,149 7,180
Oil seed cake .. 60,170 500
Tea .. 59,438 7,706
Beans .. 26,156 1,080
Wattle bark & extract .. 20,674 800
Hides and skins .. 15,986 1,900
Copper .. 15,717 3,980
Castor seed .. 15,705 670

Note: The table shows all items exported through
Mombasa in 1963 exceeding 12,000 tons or
£1m. Coffee exports from areas outside East
Africa are not included.

Source: Volume statistics from E.AR. & H. Annual
report 1963 (Nairobi, 1964), p. 62. Values based
on correlation of volume data and East African
Customs and Excise Arnnual trade report for the
year 1963 (Nairobi, 1964).

production, especially in Kenya where maize is the basic food
crop of many people. Substantial quantities become available for
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export therefore only in occasional years, and imports are in fact
quite frequently necessary. Exports of tea have risen sharply in
recent years, and now rank quite firmly amongst the major items
passing through the port. This growth is expected to continue,
for there has been for some years a healthy relationship between
supply and demand on the world tea market, and prices have
shown a greater degree of stability than in the case of some other
primary commodities. The case for expanding tea production in
East Africa, both in terms of estate production and smallholder
cultivation, largely rests on the relative efficiency of the industry
in East Africa in relation to the major exporting countries else-
where. Much of the tea industry of East Africa has been estab-
lished fairly recently, under the influence of the latest technologi-
cal methods, and market results indicate that the quality of East
African tea is high. Further substantial increases in tea exports
through Mombasa are therefore likely. Exports of wattle bark
and wattle extract have, on the other hand, declined as a result
of the gradual replacement of wattle by other cash crops, by
mixed farming and by settlements in the central area of Kenya
during and since the Emergency of 1952-60, and of unfavourable
world market conditions. Although measurement by weight is
the most important consideration in terms of port working,
measurement by value is of wider economic significance, and a
comparison of the volume and value of the major export items
passing through Mombasa reveals several points of interest. In
1963, for example, the volume of cotton exported was 66 per cent
of that of coffee, but in terms of value the proportion was only
38 per cent. Tea, with a high value per unit of weight, takes third
place on the list of exports in terms of value compared to eighth
place in terms of weight. Copper and canned meat are other com-
modities taking a much higher place in terms of value than in
terms of volume, whereas conversely soda ash and cement reflect
their very low value per unit of weight.

Sisal and cotton are the two outstanding exports at Dar es
Salaam. Sisal has for many years been the leading export in
terms of volume, and since 1959 tonnages in excess of 100,000
harbour tons have been exported each year. Sisal thus constitutes
approximately one quarter of the total volume of exports passing
through the port, but the commodity is not so important, either
in absolute or relative terms, as it is at Tanga. There has been
a rapid increase in cotton exports during the past decade, largely
attributable to increased acreage under the crop in the Lake Re-
gion of Tanzania and to the stimulation provided by high cotton
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prices maintained by the Tanzania government by means of a
price stabilization fund. Market conditions in the Far East and
in Europe are good, and there is likely to be a further increase
in cotton exports through Dar es Salaam, but this is likely to be
achieved at the cost of continued expansion of acreage rather
than by the achievement of higher yields per acre. Increases in
cotton exports have been parallelled by increases in exports of
oil seed and seed cake, largely a by-product of cotton. Exports
of coffee through Dar es Salaam are slight and variable com-
pared with those through Mombasa; this results from the vary-
ing quantities moving through Tanzania from Rwanda, Burundi
and the Congo, and from the fact that most of the coffee crop
from northern Tanzania passes through Mombasa. Grains are
occasionally important, as at Mombasa, and hides and skins repre-
sent a fairly stable minor export item. Tea exports are increas-
ingly important, and exports of cashew nuts, castorseed and
canned meat are also rising. Cotton easily takes first place
amongst the commodities exported through Dar es Salaam in
respect of value, although the volume of sisal is greater, and the
relatively high value of coffee, tea and canned and frozen meat
is also noteworthy.

TABLE 12
DAR ES SALAAM: VOLUME AND VALUE OF PRINCIPAL COMMODITIES EXPORTED, 1963
Commodity Harbour £000
tons

Sisal .. .. .. 107,391 6,750
Cotton .. .. 97,793 9,430
Oil seed cake .. .. 34,609 1,070
Castor seed .. .. 21,774 980
Cashew nuts .. .. 15,187 720
Coffee .. .. .. 12,021 3,000
Hides and skins .. 9,116 1,060
Groundnuts .. .. 8,670 560
Tea .. .. 8,216 1,200
Canned & frozen meat 6,134 1,700
Sunflower seed . 5,284 160
Wattle bark & extract . 5,015 220

Note: The table shows all items exported through Dar es
Salaam in 1963 exceeding 5,000 tons or £100,000.

Source: Volume statistics based on information provided
by the Port Manager, ELA.R. & H., Dar es
Salaam. Values based on correlation of volume
data and East African Customs and Excise
Anélil)ﬂl trade report for the year 1963 (Nairobi,
1964).
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The most noteworthy feature of the export traffic of Tanga
is that there is only one major commodity involved. Exports of
sisal, which rose in 1963 to a record level of 231,105 harbour
tons, constituted in that year 88 per cent of the total volume of
exports through the port of Tanga and 72 per cent of the total
volume of traffic handled at the port. The predominance of sisal
exports at Tanga, and their leading role in the export pattern at
Dar es Salaam, reflects the fact that sisal constitutes the premier
industry of Tanzania, contributing almost 25 per cent of the
country’s total exports in recent years and accounting for about
10 per cent of the total product of the monetary economy. Ex-
ports of sisal have grown gradually since the first shipments took
place at the beginning of the century. In 1959 and in 1962-64 ex-
ports of sisal through the port of Tanga have exceeded 200,000
harbour tons a year, and the annual rate of increase has risen
quite sharply in most recent years, although 1964 showed a slight
decline to 219,938 harbour tons. This situation reflects the
steadily growing world demand for sisal, which is likely to con-
tinue, and also the relatively high prices at present obtainable.
The recent sharp upward trend in sisal exports thus represents
a policy of cutting and selling as rapidly as possible whilst prices
remain high. Although Tanzania still leads the world in sisal pro-
duction her percentage of the total world output has shown a
slight decline over the period 1958-63, chiefly as a result of a
notable increase in exports from Brazil. Other commodities ex-
ported through Tanga are comparatively of very minor signifi-
cance, although exports of tea, canned meat and timber have
risen in recent years.

At Mtwara the most important item of export is cashew
nuts. Exports of this commodity have risen from a level of three
to four thousand tons a year, in the period immediately follow-
ing the opening of Mtwara as an ocean port in 1954, to 44,708
harbour tons in 1962 (declining slightly to 40,907 tons in 1964).
To some extent therefore cashew nuts have taken the place which
it was expected that groundnuts would take in the structure of
port traffic at Mtwara, although the volume of cashew nuts ex-
ported has by no means equalled the anticipated level of ground-
nut traffic which was scheduled to rise to 600,000 tons a year by
1950-51 (see Chapter III). It is arguable that the presence of
Mtwara as a deep-water port has done something to encourage
the development of cashew nuts as a cash crop, although con-
siderable quantities of cashew nuts continued to move through
the older port of Lindi (1955-59: 7,000-11,000 tons annually)
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TABLE 13
TANGA: VOLUME AND VALUE OF PRINCIPAL COMMODITIES EXPORTED, 1963
Commodity Harbour £000
tons
Sisal .. .. .. 231,105 15,050
Timber .. .. .. 5,151 90
Maize & maize meal .. 3,114 50
Tea 2,998 352
Wattle bark & extract .. 2,833 150
Qil seed cake 1,802 30
Canned & frozen meat 1,098 250

Note: The table shows all items exported through
Tanga in 1963 exceeding 1,000 harbour tons
or £50,000.

Source: Volume statistics based on information provided
by the Port Manager, E.A.R. & H., Tanga.
Values based on correlation of volume data and
East African Customs and Excise Annual trade
report for the year 1963 (Nairobi, 1964).

until deep-sea ships ceased to use that port in 1962. More im-
portant factors in stimulating production, however, have been
the suitability of large areas of southern Tanzania for cashew
nut cultivation, which does not require good soil and can tolerate
dry conditions; and the rising demand for cashew nut products
on the world market. The only other export commodities of
significance at Mtwara are cassava and sisal. Cassava shipments
rose to a record level of 26,816 harbour tons in 1964; sisal was

TABLE 14
MTWARA: VOLUME AND VALUE OF PRINCIPAL COMMODITIES EXPORTED, 1963
Commodity Harbour tons £000
Cashew nuts .. . 36,138 1,530
Cassava .. .. .. 19,441 320
Sisal .. .. .. 18,651 1,270
Groundnuts .. . 3,304 210
Beans and peas .. . 3,247 260
Timber .. .. .. 2,617 50
Coffee .. .. .. 1,683 420

Note: The table shows all items exported through Mtwara
in 1963 exceeding 1,000 harbour tons or £50,000.

Source: Volume statistics based on information provided
by the Officer in Charge, Southern Region,
E.A.R. & H., Mtwara. Values based on correla-
tion of volume data and East African Customs
and Excise Annual trade report for the year 1963
(Nairobi, 1964).
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exported from Mtwara during the primitive era in the develop-
ment of the port (see Chapter III), and production from local
estates is still of some importance. A total of 18,651 harbour
tons of sisal was exported in 1963. The volume of groundnuts
exported has never risen above 2,000-3,000 tons a year, and
exports of timber (which in the 1950’s usually stood at about
10,000 tons a year) declined by 1962 to the level of groundnuts.
In 1962-63 a total of 9,927 tons of railway material was shipped
from Mtwara, consisting of the lines, sleepers etc. from the
Southern Province Railway which ceased to operate in July
1962; most of the material was sent to Mombasa for use on the
Northern Uganda railway extension which was in progress at that
time.

Monthly variations in the volume of the principal commodi-
ties exported through each of the seaports are important, espe-
cially because exports consist primarily of agricultural products
the cultivation of which is closely related to climatic conditions.
The seaward flow of these commodities tends as a result to be-
come concentrated in particular seasons which are sometimes
quite sharply defined. If the exporting seasons of several com-
modities coincide pressure upon port capacity may occur tem-
porarily, whereas at other seasons of the year port facilities may
be underworked. At Mombasa there is a double peak in coffee
exports in March-April and September-November. The crop is
exported through Mombasa from four major areas each with a
different peak exporting season. The bulk of the Uganda crop
passes through the port in January-April, and this overlaps with
the slightly later Kenya crop which is shipped chiefly between
February and May. Coffee from Rwanda and from northern Tan-
zania is exported chiefly towards the end of the year. There is
some degree of overlap therefore between coffee-exporting sea-
sons in different parts of East Africa but in fact exports from
Mombasa do not often fall below about 10,000 tons in any one
month. Variations in monthly tonnages of cotton exported
through Mombasa chiefly reflect the Uganda cotton exporting
season which runs from January to May. Sisal exports through
Tanga and Dar es Salaam do not show variations that are signi-
ficant in the same respect; changes are attributable largely to
market conditions than to circumstances of production. The
degree of concentration in particular seasons of the exports of
coffee and cotton is however more marked at Dar es Salaam
than at Mombasa; coffee exports rise sharply in June and con-
tinue at a fairly high level until October, and within this mid-
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year period coffee is exported both from Tanzania and from the
Congo. Exports of cotton through Dar es Salaam chiefly take
place in the period September-January, so that there is an im-
portant overlap in September-October as cotton exports rise
rapidly before the shipping of the coffee crop is completed. At
Mtwara there is the striking phenomenon of an extreme concen-
tration of cashew nut exports in the period November-January
which in certain years overlaps with the main cassava exporting
season which extends from August to December. During these
peak periods, especially as a result of the recent heavy cashew
nut crops, port facilities at Mtwara are definitely under consider-
able pressure; but during the rest of the year, from February to
October, the volume of traffic handled is comparatively slight.

Import cargo traffic

As an element within the structure of the total traffic at a
group of seaports such as those of East Africa, the pattern of
import cargo traffic is relevant to two main broad considerations:
the general level of the economy of the hinterland, chiefly in
terms of the purchasing power of the population, and the general
nature of the resources of the hinterland, in terms of the degree
of dependence upon overseas sources of essential goods. The
economies of the East African countries, like those of many
developing areas, are fundamentally based upon the production
for export of a fairly narrow range of primary raw materials,
almost entirely agricultural. Local resources for the development
of manufacturing industry are relatively slight, although much
progress has already been made in this field. In these circum-
stances the basic pattern of import cargo traffic at the seaports
of East Africa comprises four main elements: fuel and power
supplies, industrial products (machinery, transport materials etc.),
manufactured goods for the consumer market, and supplementary
foodstuffs.

Petroleum products imported in bulk represent by far the
most important item in the structure of import traffic at all four
major mainland terminals. East Africa seems unfortunately to
be completely devoid of significant oil resources, and such coal
reserves as are known have yet to be exploited. In spite of con-
siderable developments in the hydro-electric field, East Africa
therefore remains heavily dependent upon imports of petroleum
and petroleum products. Heavy diesel oils, petrol, kerosene, gas
and lubricating oils are all imported in large quantities for in-
land distribution; and the opening of oil refineries at Mombasa
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and Dar es Salaam in 1963-66 has introduced the added element
of crude oil imports. At Mombasa, in recent years, the tonnage of

TABLE |5
MOMBASA: YOLUME OF PRINCIPAL COMMODITIES IMPORTED, 1963
Commodity Harbour tons
Fuel oils in bulk .. .. 704,090
Petroleum in bulk .. .. 240,887
Kerosene in bulk .. .. 144,543
Motor vehicles and tractors .. .. 143,614
Fertilizers .. .. .. .. .. 61,831
Ironware .. .. .. .. .. 46,077
Cotton piece goods .. .. 42374
Coal in bulk .. .. 40,260
Salt .. .. .. .. .. 38,205
Lubricating oil in bulk .. .. .. 20,547
G.C.IL sheets .. .. 17,691
Motor vehicle tyres and tubes .. .. 16,715
Sugar .. .. .. .. . 16,041
Gunnies .. .. 13,929
Pipes and fittings .. .. 13,111
Motor vehicle spares and batteries .. 12,132
Railway materials .. .. 12,028
Bitumen .. .. .. .. .. 11,410
Malt .. .. .. .. .. 8,556
Rice .. .. .. .. .. 8,433
Wines and spirits .. .. 8,099
Condensed and preserved milk .. .. 6,779
Agricultural machinery .. .. .. 4,500

Source: Based on information provided by the Chief
Ports Manager, E.A.R. & H., Mombasa.

TABLE 16
DAR ES SALAAM: VOLUME OF PRINCIPAL COMMODITIES IMPORTED, 1963

Commodity Harbour tons
Bulk oils

diesel oils .. 128,632

Petrol .. 102,516

kerosene .. 22,054

gas oil .. 11,214

lubricating oil .. 5,149

liquid gas .. 284

total .. .. .. 269,849
General cargo .. .. .. .. 243,253
Bulk cement .. .. .. 58,461
Vehicles .. . .. 41,678
Railway material .. .. .. 17,044
Maize .. .. .. 10,085
Sugar .. .. .. 8.830
Wheat .. .. .. 6,349
Fertilizers .. .. .. 4,592
Bitumen .. .. .. 3,614
Salt .. .. .. 3,584

Source: Based on information provided by the Port
Manager, E.A.R. & H., Dar es Salaam.
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TABLE 17

TANGA: VOLUME OF PRINCIPAL COMMODITIES IMPORTED, 1963

Commodity Harbour tons
Bulk oils .. .. .. 15,156
Vehicles .. .. .. .. 5,236
Cement .. .. .. 3,564
Fertilizers .. .. .. .. 3,076
Iron and steel .. .. .. .. 3,063
Ghee .. .. .. .. .. 2,165
Coffee .. .. .. .. .. 1,660
Salt .. .. .. .. .. 1,490
Milk .. .. .. .. .. 1,157

Source: Based on information provided by the Port
Manager, E.A.R. & H., Tanga.

TABLE I8

MTWARA: VOLUME OF PRINCIPAL COMMODITIES IMPORTED, 1963

Commodity Harbour tons
Bulk oils .. .. .. .. 7,946
Cement .. .. .. .. .. 5,737
Gunny bags .. .. .. .. 1,296
Maize meal and flour .. .. .. 1,065
Tinned milk .. .. 809
Rice .. .. .. .. .. 588
Sugar .. .. .. .. .. 367
Lubricating oils .. .. .. 297
Fertilizers - .. .. .. .. 215
Onions and potatoes .. .. .. 214
Cigarettes and tobacco .. 213
Maize .. .. .. .. .. 200

Source: Based on information provided by the Officer-in-Charge,
E.A.R. & H., Southern Region, Mtwara.

petroleum products imported has exceeded that of all other import
cargoes: in 1963, 67 per cent of all imports at Mombasa (ex-
cluding transhipment) were comprised of bulk oils. The propor-
tion is much smaller at the other terminals, and reflects the
greater degree of concentration of population, wealth and in-
dustry in the hinterland of Mombasa than elsewhere. At Dar es
Salaam imports of bulk oils are rising more sharply than those
of general cargo, and comprised in 1963 some 47 per cent of the
total imports. At Tanga the proportion is reduced to 35 per cent
and at Mtwara to 32 per cent. These facts may be clearly cor-
related with the character of the respective hinterlands as des-
cribed in Chapter 6.

Apart from the predominance of petroleum, varying as it
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does between one-third and two-thirds of the total imports at
individual ports, no very clear pattern emerges in the structure
of import cargo traffic beyond what has already been stated con-
cerning its general nature. Furthermore, information on imports
is less easily accessible than details of exports; the E.A.R. & H.
Administration is clearly much more interested in the movement
of the products of its home area, and records of import commo-
dities are often much less detailed. Tables 15-18 make it quite
clear that the range as well as the volume of imported goods is
greater at Mombasa than elsewhere. Tanga and Mtwara are, in
fact, of very little significance as importing ports.

Passenger traffic

Emphasis on the structure of cargo traffic at the seaports of
East Africa should not be allowed to mask the fact that at all
the four terminals of the mainland group passenger traffic is of
some significance. The varying amounts of passenger traffic
handled re-emphasize the pattern of quantitative relationships
between the various terminals which has been illustrated in other
respects. Mombasa deals with well over half the total number
of passenger movements and the bulk of the remainder passes
through Dar es Salaam. Passenger traffic at the smaller ports of
Tanga and Mtwara (and Lindi), although never entirely absent,
is comparatively slight. Since 1958 there has been a gradual ten-
dency towards a reduction in the number of passengers using the
ports, the decline in the number of passengers arriving being
more marked than that in the number of those leaving. In 1964,
45,728 passengers disembarked at the four major mainland ter-
minals and 65,619 passengers embarked; of these, 26,048 disem-
barking passengers and 44,486 embarking passengers passed
through Mombasa, and the corresponding figures for Dar es
Salaam were 16,659 and 17,530.

Notes and references

1. Attention is drawn to Appendix A — Statistical Note, in
connection with the figures used in this Chapter and in Chapter 6.
Except where otherwise stated, statistical data quoted in these
chapters are taken from the Annual reports of the E.A.R. & H. Ad-
ministration and from the unpublished records and files of the Ad-
ministration in Nairobi and at the ports.
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THE HINTERLANDS OF THE PORTS

The concept of the hinterland

The geographical analysis of a seaport or group of seaports
is impossible without reference to the concept of the hinterland.
Just as the study of a port in chronological isolation may lead
to superficiality of treatment, so the examination of a port with-
out reference to its hinterland leads inevitably to a partial and
truncated view of reality; for the port cannot exist in geographi-
cal isolation since its sole raison d’etre is to connect together the
land and sea transport systems. The broad concept of the hinter-
land, the land area behind the port which is served by it, has
been long familiar, but no very successful attempt has been made
to define the term with any precision. This is perhaps under-
standable in view of the complexity of even the simplest hinter-
land when analysed in detail, the great differences between the
hinterlands of different ports, and the overlapping of one port’s
hinterland with that of one or more others. A simple parcelling
out of the land area behind a series of ports is clearly an inade-
quate interpretation of the concept of the hinterland, and a more
realistic approach is that involving the building up of a compo-
site hinterland from a series of individual commodity hinter-
lands. Three main factors may be said to influence, in different
ways, the hinterland of a port: firstly, the nature of the com-
modities exported from, or needed by, the hinterland area and
which thus pass through the port; secondly, the facilities of the
port (i.e. the type and level of traffic that the port is equipped
to handle), together with the number and type of vessels regularly
using the port; and thirdly, the extent, character and degree of
efficiency of the inland surface transport services linked to the
port.! It is possible to introduce, on the basis of these factors,
an elementary distinction between ‘primitive’ hinterlands, linked
with only one port, and ‘complex’ hinterlands where an inland
area has access to two or more ports and where lateral traffic and
overlapping of hinterlands both occur. Attention may also be
drawn to a further distinction within the ‘complex’ hinterlands
between the ‘primary’ area firmly within the sphere of influence
of a single port, and the ‘secondary’ area tributary to two or
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more terminals, although there can rarely be a sharp break be-
tween the two on the ground. Beyond this, port geographers have
suggested a host of terms by means of which hinterlands may
be further classified, but these appellations generally contribute
more to the description of individual hinterlands than to the
analysis of the concept in a way that is universally applicable.?
As suggested above, the variety of hinterlands is so great that
any such analysis, other than in the most general terms, is un-
likely to be found.

The present analysis of the hinterlands of the seaports of
East Africa is based upon the fact, generally accepted, that a
port has not one hinterland but a multiplicity of hinterlands.
For each individual commodity that a port exports or imports a
separate hinterland may be said to exist and, if adequate statisti-
cal records are available, it may be analysed in detail. The cor-
relation of all these individual hinterlands then leads to the build-
ing up of a broad but nevertheless fairly accurate picture of the
composite hinterland of a port. The statistical records main-
tained by the E.A.R. & H. would permit the development of this
method of analysis in the fullest sense, if unlimited resources of
time and labour were available. However, a partial but still
reasonably accurate analysis of the pattern may be arrived at by
directing attention to the outstandingly significant export com-
modities and to representative import commodities. From the
analysis of these individual hinterlands an accurate representa-
tion of the bulk of the port’s traffic may be arrived at, and the
range of minor commodities not dealt with individually may
generally be assumed to fall within the pattern thus established.
Certain export commodities occupying an important place in the
general structure of port traffic in East Africa (e.g. soda ash and
cement exports passing through Mombasa) are, however, derived
from a single source in the hinterland and thus do not require
cartographic analysis of the type used for the major cash crop
exports.

Export hinterlands
(a) The coffee hinterland of Mombasa

Coffee ranks as the leading commodity exported through
the port of Mombasa, and has attained this position partly be-
cause it is the only major cash crop produced for export in all the
three most important areas that lie within the hinterland of
Mombasa: Uganda, northern Tanzania and the highlands of
Kenya. Figure 10 attempts to give a quantitative expression to
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the coffee hinterland of Mombasa, by indicating the tonnages of
coffee railed to Mombasa from individual stations in 1963. The
picture that results is not as clear as it might be, since the towns
of Kampala, Nairobi and Moshi act as major collecting centres
for coffee produced over a considerable area, and the map gives
no indication of the extent of the area tributary to each of these
centres. Kampala emerges as the most important single point in
the coffee hinterland of Mombasa by virtue of the volume of
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Figure 10. The coffee hinterland of Mombasa

Based on statistical data obtained from the East African Railways a
Harbours Administration.
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coffee despatched from that station. Kampala acts as the sole
collecting centre for Uganda dry Robusta coffee, which is brought
into the Coffee Marketing Board by road from a wide area of
southern Uganda. Arabica coffee grown in West Nile, Toro,
Ankole and Kigezi is also collected by the Board, but Arabica
coffee grown in the Bugisu District of eastern Uganda is collected
independently by the Bugisu Co-operative Union. In 1963 a
significant amount of coffee of Congolese origin also passed
through Kampala, coming in to the capital mainly by road al-
though some was railed through Kasese; this traffic has now en-
tirely ceased. The total amount of coffee despatched from
Kampala makes up over one-third of the total exported from
Mombasa. Coffee is also despatched coastwards from stations in
Uganda — chiefly between Kampala and Tororo — without pass-
ing through the capital centre, but on the whole the degree of
centralization is fairly strong.

The relative importance of Nairobi as a coffee collecting
centre is greater than that of Kampala, although the total volume
handled is considerably less. Coffee from both African growers
and from estates reaches the Nairobi market almost exclusively
by road, and few other stations enter into the picture to give a
clearer impression of the extent of the coffee-growing areas of
Kenya. The same is true of Moshi, which acts as the principal
collecting and despatching centre for the coffee-producing areas
of northern Tanzania. The fact that the Moshi area, and the
Bukoba area west of Lake Victoria, both lie within the coffee
hinterland of Mombasa rather than of Tanzanian ports, is signi-
ficant; it reflects, in the case of Bukoba, the greater convenience
of transport via the lake and the Mombasa railway than. via
Mwanza to Dar es Salaam, and in the case of Moshi the utiliza-
tion of a modern deep-water port in preference to a small lighter-
age port. The export of East African coffee and its distribution
on the world market is, moreover, largely controlled through
Mombasa, since the coffee exchange established there is the only
recognised trade centre for all East African coffees. Coffee auc-
tions are, however, carried out both by the East Africa Hard
Coffee Trade Association in Mombasa and by the Mild Coffee
Trade Association in Nairobi.

(b) The cotton hinterland of Mombasa. The cotton hinter-
land of Mombasa is much less widespread than the coffee hinter-
land; although all the three East African mainland countries are
again represented, the degree of concentration in Uganda is much
more marked in the case of cotton than in the case of coffee.
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Cotton remains par excellence the export crop of Uganda,
in the sense that cotton production in Uganda is not rivalled
elsewhere in East Africa; but coffee production has risen rapidly
in recent years and has now exceeded the cotton output. The
degree of concentration in Uganda is such as to make the repre-
sentation of the East African pattern of production on a single
map somewhat awkward; Figure 11 therefore shows the general
pattern, with railings from stations in Kenya and Tanzania indi-

shown on a separate

Figure 11. The cotton hinterland of Mombasa

Based on statistical data obtained from the East African Railways and
Harbours Administration.
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cated in quantitative terms, but with stations in Uganda shown
only by a qualitative symbol, and in Figure 12 a quantitative
elaboration of the Uganda pattern is presented on an enlarged
base map.

The marketing and despatch of cotton is less centralized
than that of coffee, although carefully controlled by the Lint and
Seed Marketing Boards. Thus the railings to Mombasa from in-
dividual stations present a more accurate picture of the pattern
of the cotton hinterland of the port than in the case of coffee.
Within Uganda, production is markedly concentrated in the
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Figure 12. The cotton hinterland of Mombasa: Uganda

Based on statistical data obtained from the East African Railways and
Harbours Administration.

eastern half of the country, the traditional major cotton-growing
zones being in Buganda and in the Eastern and Northern Re-
gions. Some expansion of cotton production has taken place in
the east and north in recent years as the coffee output has grown
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in Buganda. The opening of the northern railway line beyond
Soroti to Lira (1962) and Gulu (1963) has been principally signi-
ficant as a more satisfactory means of transporting the cotton
crop of northern Uganda towards the coast than the earlier lake
steamer services, now withdrawn. The prolongation of this line
to Pakwach (1964) and its proposed continuation into West Nile
District is important in the same respect.

Kenya constitutes an almost negligible component in the
cotton hinterland of Mombasa. Production is important in the

Figure 13. The sisal hinterland of Mombasa

Based on statistical data obtained from the East African Railways a
Harbours Administration.
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Western Region, around the shores of Kavirondo Gulf, and a
small amount is grown in the dry eastern areas in the vicinity of
Kibwezi. The hinterland extends, however, as with coffee, to
parts of Tanzania; some cotton is despatched to Mombasa from
the Moshi area and, more significantly, from Tanzanian ports on
the south-eastern shores of Lake Victoria.

(c) The sisal hinterland of Mombasa. Sisal ranks high
amongst the principal cash-crop exports passing through Mom-
basa, and an analysis of the hinterland in terms of sisal (Fig. 13)
reveals an interesting pattern that contrasts forcibly with the
patterns established for coffee and cotton. Since sisal is a crop
characteristically associated with the drier parts of East Africa,
its cultivation is very limited in Uganda, which is in any case
rather too far from the coast to permit the economic exporta-
tion of so heavy a crop. Production is, however, significant in
several parts of Kenya, notably in the drier parts of Nyanza
Province and in the Thika area north of Nairobi. Produc-
tion in the dry zone between Nairobi and Mombasa is limited,
as is the volume despatched from the Moshi-Arusha area of
Tanzania.

(d) The tea hinterland of Mombasa. The inland sources of
tea exported through Mombasa are less numerous than those of
sisal, although both the volume of tea exported and the extent
of the tea hinterland are increasing. The most important single
source within the hinterland is the Kericho area of western
Kenya, where highly suitable conditions of altitude, temperature
and rainfall have encouraged the establishment of a major tea
industry on an estate basis.? Tea production in other parts of
western Kenya is much less significant (Fig. 14). Tea production
in Uganda does not exhibit the same degree of concentration.
A number of estates are found in scuthern Buganda between
Mityana and Jinja, and production in the Fort Portal area of
western Uganda is also important. Tea production could be ex-
tended to several other parts of western Uganda where suitable
conditions are found; production in Kigezi and in Ankole, for
example, is now bringing these areas within the tea hinterland
of Mombasa and, unlike sisal, the crop can easily bear the cost
of long-distance transport to the exporting port.* In the past a
certain amount of tea of Congo origin has also entered into the
picture, being railed to Mombasa either from Kasese or from
Kampala.’

(e) The sisal hinterland of Dar es Salaam. Although sisal
ranks as the leading export commodity passing through Dar es
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Salaam, the source area of this commodity is largely restricted
to a relatively small area within a radius of less than two
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Figure 14. The tea hinterland of Mombasa

Based on statistical data obtained from the East African Railways and
Harbours Administration.

hundred miles from the port (Fig. 15). This is not so much a
reflection of the particular suitability of this zone for sisal cul-
tivation, for the crop requirements of sisal are minimal and are
fulfilled over a wide area of Tanzania, but rather of the bulky
nature of the crop which encourages cultivation as near as pos-
sible to the exporting port so as to reduce heavy transport costs
as much as possible. Large amounts of capital are required to
establish the industry on an economic footing, and this has en-
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couraged concentration of production on an estate basis rather
than its dispersal amongst individual farmers. The core area of
the sisal hinterland of Dar es Salaam does not extend far beyond
Kilosa and Mikumi, and lies close to the main railway line

Mombasa

- DAR ES SALAAM

The mop shows the total tonnages of 3usol
Der es Soloam in 1963 from various points
Rinteriona..

Stotion cespatching over 10,000 tons
Stotlens and_collecting contres despalcning]
belween 00 tons and 10,000 tons
{omount shown Dy Dor.grapn - 3colc ot left)
Other 3tations and collecting centres

Ge3polching loss than 100 tons (no bar-
groph).

Mtwara

Figure 15. The sisal hinterland of Dar es Salaam

Based on statistical data obtained from the East African Railways and
Harbours Administration.

serving the port. Outside this area, sisal passing through Dar es
Salaam is derived in small quantities from a number of points,
notably in the Mwanza area. Sisal from the Musoma area passes
through Dar es Salaam, whereas cotton from the same zone is at
times sent through Mombasa.
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(f) The cotton hinterland of Dar es Salaam. The cotton
hinterland of Dar es Salaam is shown in Figure 16. The pattern
exhibited is the reverse of that for sisal, the most significant
area of production being the Lake Region south of Mwanza,
whereas the main sisal zone near the port is relatively unim-
portant for cotton growing. The transport factor is not, clearly,
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Figure 16. The cotton hinterland of Dar es Salaam

Based on statistical data obtained from the East African Railways and
Harbours Administration.

a very significant one in the economy of cotton production for
export in East Africa, since in the case of both the cotton hinter-
lands of Mombasa and Dar es Salaam the core areas lie towards
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the north-western extremities of the respective rail links. Cotton
production in the Mwanza area extends around the lake shore
and is important on some of the islands in the southern part of
Lake Victoria; the most significant areas of production lie, how-
ever, inland, to the south of the lake and in the zone served by
the northern half of the Mwanza-Tabora railway. A small
amount of cotton reaches Dar es Salaam from the Congo, via
Kigoma, from the Moshi area and from the locality of Morogoro.

(g) The sisal hinterland of Tanga. Of the various cash crop
hinterlands of the seaports of East Africa, the sisal hinterland of

Based on statistical data obtained from the East African Railways and
Harbours Administration.
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Tanga (Fig. 17) is one of the most restricted, at least in the sense
that it is confined to an area within relatively close proximity to
the coast. Although other cash crop hinterlands are areally res-
tricted, in most cases they lie some considerable distance in-
land. Sisal is the only commodity handled in large quantities at
Tanga, and the sisal hinterland may be taken to represent at
least the core area of the hinterland of the port as a whole. Ref-
erence to Figure 17 will show that the sisal hinterland of Tanga
is fairly precisely confined to the area served by the Tanga rail-
way which extends as far as Arusha; the hinterland does not
extend outside Tanzania, but production is fairly evenly distri-
buted through this zone, showing a slight tendency towards con-
centration in, if anywhere, the Korogwe-Mkomazi zone.S The
pattern emphasizes, as in the case of the sisal hinterland of Dar
es Salaam, the importance of proximity to the coast for com-
mercial sisal production.

(h) The cashew nut hinterland of Mtwara. Cashew nuts
constitute the only really important commodity exported through
the port of Mtwara. Figure 18 attempts to show the extent of
the cashew nut hinterland of the port, and since there is now no
railway linking Mtwara with its hinterland the map is drawn on
a different basis from Figures 10-17. Since the area involved is
so restricted, the map is confined to a small part of south-eastern
Tanzania; all cashew nut markets in the area are marked on the
map and a quantitative symbol indicates the volume of cashew
nuts exported through the port of Mtwara from each market
during the 1962-63 season. The map thus represents the period
immediately following the closure and removal of the railway
from Mtwara to Nachingwea and Masasi, the period in which
Mtwara emerged as the only deep-sea terminal in southern
Tanzania. Although cashew nuts are grown quite extensively
northwards along the coast, the map indicates that the main
focus of cultivation lies in the Newala area, on the main Mtwara-
Masasi road near to the Mozambique border. Beyond Masasi and
Nachingwea the incidence of cashew markets is notably less
marked, although cultivation continues sporadically even beyond
Tunduru. The relationship of the cashew nut hinterland of
Mtwara to the road network of the area is important in two
further ways. Firstly, the present road system is inadequate, and
funds are urgently needed for improvements including extensions
to areas that are potentially productive but at present virtually
inaccessible. In the 1963-64 season a heavy strain was placed on
the road system when a record crop of 43,000 tons of cashew
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nuts was shipped and when unusually heavy rains occurred in
November. Secondly, the marketing pattern of cashew and other
export crops in the area has traditionally been closely geared to
the road system and to the coastal port of Lindi, so that the im-
pact of the new facilities provided by the railway in 1949-62 was
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Figure 18. The cashew nut hinterland of Mtwara

Based on statistical data supplied by the Regional Agricultural Officer,
Mtwara Region.

comparatively slight. The opening of the railway coincided, more-
over, with a period of road improvement, and road transport for
both exports and imports through Mtwara has generally been
more convenient and sometimes cheaper than rail. The poverty
of the hinterland of Mtwara is a considerable problem, and “there
is reason to suppose that a more fundamental cause of the lack
of development around the railway is the fact that it did not
offer any-real attraction to agricultural or business enterprise, and
that no development was likely unless the government took action
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to exploit the opportunities it provided. Inadequate transport
facilities may not in fact be the main problem in this area, and
if this is the case their improvement could not be expected to
stimulate new development”.”

Import hinterlands

Attention was drawn in Chapter 5 to the fact that at the
two major East African ocean terminals imports exceed exports
in terms of weight, as a result of the large quantities of oil and
oil products imported in bulk at these ports. However, dry-cargo
exports exceed imports at Mombasa, as at Tanga and Mtwara,
by a considerable margin; whereas at Dar es Salaam there is a
rough balance between exports and imports. The export com-
modities constitute, in general terms, the key to the hinterlands,
partly because they are usually more important than imports (if
oil and oil products are excepted), but mainly because it is chiefly
to the source areas of the main exports that most of the import
commodities are directed. An important distinction between im-
ports and exports is, however, that whereas exports originate
largely from a series of core areas that are to a considerable
extent mutually exclusive, as has been shown, a representative
proportion of most of the imported commodities is distributed
to almost all populated parts of the hinterland of each port, the
proportion varying with the density and purchasing power of the
population of each region.

The pattern of distribution of imported commodities may
be briefly illustrated by reference to certain selected items known
to be characterized by wide dispersion throughout East Africa.
Of these commodities the various types of oil products are the
most important, and the largest up-country movements consist
of petrol, kerosene, and gas and diesel oils. Some 10,000 to
15,000 tons of petrol in tanks are despatched from Mombasa
each month, and the equivalent figure for Dar es Salaam is
around 3,000 tons. Oil products are received in all parts of the
hinterlands where motor vehicles and machinery are found and,
indeed, in almost all areas where population is present since
kerosene is very widely used for cooking and lighting. Oil pro-
ducts are thus despatched to all stations on the East African
railway system, the main concentrations being of course found
in the larger towns from which secondary distribution is effected
both by road and rail. Nairobi and Kampala, amongst the inland
towns, stand out as major consuming areas for oil products of
all kinds.
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A similar pattern is reflected by the inland distribution of
bicycles from the ports. Bicycles form a popular, relatively cheap
and almost ubiquitous means of transport amongst the African
population of East Africa, in both urban and rural areas. The
distribution of bicycles thus extends to almost all parts of the
hinterlands, corresponding to the oil products hinterlands and
to the export hinterlands. The monthly tonnage of bicycles im-
ported at Mombasa is about 200 to 300; at Dar es Salaam the
figure is variable but rarely exceeds 100 tons per month. Other
goods having a similar distribution from the ports include cotton
cloth and cotton goods, imported at the rate of approximately
500 tons per month at Mombasa and 100 to 200 tons per month
at Dar es Salaam. Certain other categories of imports are also
of interest in that their inland distribution from the ports shows
a pattern which does not parallel the distribution of population
alone but also reflects the influence of other factors. One such
category is comprised by machinery, agricultural and dairy im-
plements, and tractors. Although the main markets for machinery
are naturally found in the towns — the chief industrial centres,
apart from the ports themselves, being Nairobi, Jinja and
Kampala — the consuming areas for agricultural machinery and
tractors are concentrated in the core areas of production of some
of the principal export crops. The cultivation of sisal and grain
crops, and the processing of coffee, cotton, sisal and tea, all re-
quire a considerable degree of mechanization and this is naturally
concentrated in the main producing areas.

The composite hinterlands of the seaports of East Africa

In Figure 19 an attempt is made to summarize some of the
main points made above in relation to the individual commodity
hinterlands of the seaports of East Africa. On the basis of Figures
10-18, compiled from statistical sources, and of the author’s
knowledge of East Africa gained from reading and from travel,
the map sets out to show the core areas of the cash crop hinter-
lands of each port. The presentation is necessarily somewhat
subjective, but it is thought to be reasonably accurate. In ad-
dition to indicating core areas, an attempt has been made to in-
sert boundaries around the composite hinterland of each port;
although based largely upon the export hinterlands, these bound-
aries apply also to the import hinterlands. The boundaries are, of
course, by their nature, generalized and arbitrary, but part of
their value is that they draw attention to significant areas where
hinterland overlapping occurs. These three aspects of the hinter-
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lands — core areas, boundaries and overlapping — will each be
examined in turn.
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Figure 19. The composite hinterlands of the seaports of East
Africa.
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A cursory glance at the map reveals at once that the pattern
of core areas within the hinterland of Mombasa is far denser
than in the case of any of the other three seaports. The hinter-
land of Mombasa contains core areas for the production of coffee,
cotton, sisal and tea, together with all the four East African
sources of minerals and cement that are exported in quantity by
surface transport.8 In terms of area there is a strong emphasis
on Uganda; but production of cash crops in the highlands of
Kenya is intensive and it is mainly from this area that a wide
variety of other export commodities is obtained, although none
is so outstandingly significant as to compare with those included
on the map. The hinterland of Dar es Salaam affords a striking
contrast, since it contains only two core areas; sisal in the Dar
es Salaam-Kilosa zone and cotton in the Lake Region around
Mwanza. Also, in contrast to the Uganda section of Mombasa’s
hinterland, the hinterland of Dar es Salaam affords no examples
of the overlapping of core areas. In the case of Tanga the core
area of sisal production close to the port is most significant, but
the port has some share also in the coffee core area of the Moshi-
Arusha zone. The hinterland of Mtwara compares in size with
that of Tanga, but the cashew nut core area is somewhat larger
than the sisal core area of Tanga; the contrast in the traffic levels
between the two ports reflects the greater weight of the sisal crop
and also a variation in the intensity of production as between
the two core areas.

No definitive boundary delimits the hinterlands of the East
African port group as a whole. Nevertheless, in northern and
western Uganda, and in western and southern Tanzania, the
political boundaries of these countries set a general limit across
which only small amounts of traffic reach the ports at irregular
intervals. Very little traffic of any description passes between
Mombasa and the southern Sudan, for example; and although,
in the south, trade across the Tanzania-Zambia frontier is in-
creasing (and may accelerate quite sharply if the proposed rail
link is established) the total involved is as yet very slight. The
most important element in the extra-national hinterlands of the
East African seaports is undoubtedly traffic from Congo, Rwanda
and Burundi; this passes through Dar es Salaam, and in the past
has also moved through Mombasa, and consists largely of coffee
exports. A considerable area of the eastern Congo lies well with-
in the potential hinterland of the two major East African ter-
minals, each of which has rail links penetrating almost to the
Congo border, but traffic to and from this area through Mom-
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basa has now virtually ceased and that through Dar es Salaam
has shown marked fluctuations. Moreover, reliable information
on traffic between non-East African areas and the seaports of
East Africa is extremely difficult to obtain. Certain points of
entry through which traffic passes intermittently across the
general hinterland boundaries are indicated in Figure 19.

Within East Africa the southern boundary of the hinter-
land of Dar es Salaam is partly defined by the extent of the hinter-
land of Mtwara. In the north there exists a broad zone stretch-
ing over north-eastern Uganda and northern and eastern Kenya
which is the source and destination of only negligible traffic
movements and so hardly qualifies for inclusion within the
hinterland of Mombasa as properly defined. The most interest-
ing part of the hinterland lies in the central area where, as the
map shows, a certain degree of complexity arises as a result of
the phenomenon of hinterland overlapping. The basic feature of
note is that the hinterland of Mombasa extends considerably
into the northern part of Tanzania, and in two areas this results
in a degree of overlap with the hinterlands of Tanzanian ports.
There are three areas of special interest in this central zone.
Firstly, the north-western corner of Tanzania, lying between the
western shores of Lake Victoria and the Rwanda border, is an
important coffee-producing area and lies within the hinterland
of Mombasa by reason of the convenience of transporting coffee
exports through the port of Bukoba, across the lake to Kisumu
and thence to Mombasa, rather than via Mwanza to Dar es
Salaam. Secondly, much of the cotton crop from the south-
eastern coastlands of Lake Victoria is exported via Kisumu and
Mombasa rather than via Dar es Salaam; this has largely in the
past been a reflection of the shortage of railway rolling stock
on the central Tanzania line during the main cotton exporting
season; this overlap may now, however, disappear partly as a result
of the building of the Mnyusi-Ruvu rail link and partly for politi-
cal reasons. Thirdly, the Moshi-Arusha area of north-eastern
Tanzania is in many ways orientated economically more strongly
towards Kenya than towards central Tanzania, and exports the
bulk of its coffee crop through Mombasa rather than through
Tanga. This is a result of the superior facilities available at
Mombasa and of the concentration there of the control of the
coffee trade.

A significant general point in relation to the hinterlands of
the seaports of East Africa is that the three larger ports of Mom-
basa, Tanga and Dar es Salaam are situated relatively close to-
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gether, so that their hinterlands are quite narrow at the coast
but broaden out considerably inland. Hinterland overlapping
occurs partly for this reason — indeed, it is perhaps surprising
that the phenomenon is so limited — but a more important cause
of the southward penetration of the hinterland of Mombasa into
three important areas of northern Tanzania is the existence of
superior facilities at the port of Mombasa which far outrank
those of the Tanzanian ports, and which are in turn a reflection
of the more advanced level of economic development in Kenya
and Uganda than in Tanzania. With the possible exception of
Mtwara, none of the major seaports of mainland East Africa
can claim an exclusive hinterland, with no overlapping, although
the greater part of East Africa may be said with some justifica-
tion to lie within the exclusive hinterland of one of the four
chief port outlets.

Notes and references

1. A somewhat similar, though simpler, list of factors is given by F. W.
Morgan in Ports and harbours (London: Hutchinson, 2nd ed., 1958,
p. 111). This is elaborated and criticised in G. G. Weigend, ‘The
problem of hinterland and foreland as illustrated by the port of
Hamburg’, Econ. geog., 32, 1956, 1-16.

2. J. Mikolajski gives a list of 33 such appellations in his paper ‘Polish
seaports, their hinterlands and forelands’, (Geographia Polonica, 2,
1964, 221-29).

3. Kericho does not lie on a railway, although an extension through
Kericho to Kisii has often been proposed. Tea railings take place
mainly through Lumbwa station.

4. For an account of the expansion of tea cultivation in Uganda see
A. M. O’Connor, ‘The geography of tea and sugar production in
Uganda: some comparisons and contrasts’, (E. Afr. geogr. rev., 3,
1965, 27-35).

5. The consignment of tea from Korogwe (Tanzania) to Mombasa, shown

on Figure 14, is unusual and may represent either a consignment for
a special purpose or a statistical error.

6. The isolated consignment of sisal from Musoma is of no general
significance.

7. A. M. O’Connor, ‘New railway construction and the pattern of eco-
nomic development in East Africa’, (Trans. 1.B.G., 36, 1965, p. 25).
For a general account of the cashew nut industry of southern Tan-
zania see P. J. Northwood, ‘Cashew production in the southern pro-
vince of Tanganyika’, (E. Afr. agr. for. journ., 28, 1962, 35-39).

8. Diamonds are exported by air from Tanzania.



THE PORT OF ZANZIBAR

The port of Zanzibar forms the subject of a separate chapter
for several reasons. Firstly, the situation of the port involves
physical separation from the East African mainland, and Zanzi-
bar therefore does not share in the wide hinterlands and extensive
transport links of the mainland seaports. Secondly, the nine-
teenth century predominance of Zanzibar was followed by de-
cline as the mainland ports rose to prominence in the service of
their developing hinterlands; Zanzibar now therefore suffers from
a considerable degree of isolation from the main currents of East
African traffic and trade. Thirdly, the port of Zanzibar does not
operate under the authority of the East African Railways and
Harbours Administration, since Zanzibar is not a member of the
East African Common Scrvices Organization; as a result, the
type and form of material available on Zanzibar is not always
strictly comparable with that on the mainland ports. Fourthly,
Zanzibar is still, at the time of writing, living in a post-revolu-
tionary era;! political developments have had an adverse effect
upon the already stagnant economy of Zanzibar, and at the port
there has been a deterioration in the level of traffic handled and
in cargo security. Whilst this may not be a permanent trend, the
pattern of imports at least is not likely to return to normal until
the internal security situation in Zanzibar is considerably im-
proved. The year 1963 is thus the most recent year for which
statistics may be regarded as normal, and the account of port
traffic given below refers mainly to the pre-revolutionary era.

In terms of organization and administration the principal
difference between the port of Zanzibar and the mainland ports
is that whereas on the mainland the E.A.R. & H. is responsible
for all aspects of port working, no such central authority exists
in Zanzibar. The Port and Marine Department (controlled by a
Port Officer responsible to the Ministry of Communications, Works
and Power) is responsible for the pilotage and movement of ship-
ping, the operation of two government steamers, and the record-
ing of dhow traffic. The maintenance of the quays and all shore
- - on the other hand, are the responsibility of the Public
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Works Department (of the same Ministry); and the movement
of merchandise is controlled by the Customs and Excise Depart-
ment (of the Ministry of Finance), and is carried out by the
Zanzibar Wharfage Company.2 The division of port operation
and maintenance between four separate organizations has obvious
disadvantages, but given the fact that Zanzibar is a small port
where pressure on facilities occurs only rarely, the system seems
tc work satisfactorily.

Situation

Several of the factors that have influenced the growth of the
mainland seaports of East Africa have also been involved in the
general situation of the port of Zanzibar; but, because of Zanzi-
bar’s insular location, the various factors outlined in Chapter II
have been significant in rather different ways. Firstly, the for-
tunes of Zanzibar have been more closely geared to the wind
regime of the western Indian Ocean than have those of the main-
land ports; the nineteenth century period of Zanzibar’s predo-
minance was a period when most of the shipping using the port
still moved under sail, whereas the twentieth century growth of
the mainland seaports had taken place within the era of steam
propulsion. Secondly, in relation to communications in the in-
terior of East Africa, Zanzibar occupied a fortunate position in
the nineteenth century; utilizing small mainland outports, prin-
cipally Bagamoyo, Zanzibar stood for a time as the eastern
terminus and controlling-point of a series of inland trade routes,
at least one of which is perpetuated by present-day railway lines.
With the coming of the railways, however, Zanzibar was placed
at a distinct disadvantage and was no longer able to maintain
its dominant position. The economic development of the interior
has further tended to emphasize the growth of the mainland ports,
so that Zanzibar, with its comparatively minute hinterland, has
shown a steady relative decline in the present century. The politi-
cal subdivision of mainland East Africa furthermore reduced the
once intensive (although undemarcated) domains of the Arab
Sultans to nothing more than the offshore islands, so that after
the 1964 revolution political union with Tanganyika remained
the only logical course. The circumstances of situation which so
favoured Zanzibar in the nineteenth century no longer apply, and
the predominance of the port at that time was a result of Seyyid
Said’s aptitude in taking advantage of a transitional period that
was by its nature bound to be short-lived. Many of the circum-
stances which actively encouraged the growth of Zanzibar in the
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nineteenth century now actively discourage it, the most import-
ant of all being the virtual restriction of the hinterland to the off-
shore islands.

Present day circumstances of situation thus militate more
strongly against the growth of Zanzibar than against any other
major East African seaport, with the possible exception of
Mtwara. In the eras prior to the development of railways on the
East African mainland, Zanzibar profited from a water situation
that was as good as that of any mainland port, and took full ad-
vantage of it politically. The coming of the railways linking the
mainland seaports with extensive hinterlands enhanced the land
situation of these rapidly developing terminals, and nullified the
advantage of the water situation of Zanzibar. The only redeem-
ing feature of the situation of Zanzibar today is its considerable
strategic value, in relation to East Africa as a whole, a factor
which has obviously not escaped those foreign powers that have
recently taken an interest in the area. Unfortunately this general
pattern of nineteenth-century suitability and twentieth-century
unsuitability in terms of situation is repeated in the conditions
of site.

Site conditions

The port and town of Zanzibar lie on the western side of
Zanzibar Island which is more varied geologically and orographi-
cally than the eastern side and, as in the case of Pemba, is more
sheltered and better equipped with natural harbours and safe
anchorages. Both islands have a core of sedimentary rocks of
Miocene-Pliocene age, closely related to similar rocks on the
mainland and surrounded by recent reefal limestone which in
the case of Zanzibar occupies the whole of the eastern and south-
ern half of the island. Pemba is separated from the mainland by
a deep, faulted trough, but the Zanzibar Channel is compara-
tively shallow.?

The water site of the port of Zanzibar is shown in Figure
20. There is no harbour as such, in the sense of an almost en-
closed area of sheltered water, as at all the major mainland sea-
ports. Instead, as demarcated on Admiralty Charts, Zanzibar
Harbour consists of an area of water sheltered not by promon-
tories but by a number of small islands rising from coastal reefs
which form a semi-circle and which ensure that the waters of
the harbour are almost always fairly calm. Ships approaching
Zanzibar from the north use the English Pass between Chapani
Island and the coast of the main island near Mtoni. From the
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south entry is made via the broader Southern Pass, and thence
through a narrow gap in the reefs south-west of Ras Mbweni.
Vessels may also enter from the west through the Western Pass.
The navigation of these passes, which are well buoyed and
lighted, is not difficult, although pilotage is now compulsory.

The principal feature of the land site of the port of Zanzibar
is a triangular promontory culminating in Ras Shangani (Fig. 21).
In the early nineteenth century the tip of this promontory was
virtually an island, separated from the more easterly parts of the
peninsula by a shallow creek but connected at the southern end
by a sand bank. This situation is clearly portrayed on a French
map, dated 1846, in the Zanzibar Museum. A road across the
southern end of the creek was built by Bishop Steere* and a
German map dated 1882 (also in the Zanzibar Museum) shows a
certain amount of infilling at the southern end of the creek. The
creek was described in 1928 as “an ill-defined stretch of mud
flats only covered with water at HW.S.T., and . . . the receptacle
for every kind of filth pertaining to an Eastern town.”’ In the
1930’s the creek was canalized as far north as the Darajani
Bridge, and it was filled in, in the 1950’s, so that only the part
to the north of Hollis Road, known as Funguni Creek, is now
covered by water at high tide. The area of the former creek,
largely unsuitable for building purposes, still remains an open
space effectively separating the former Arab “stone town” on the
tip of the peninsula from the African township, constructed of
less substantial materials and known generally as Ng'ambo, “the
other side”.

From the standpoint of navigation and port activity the
significance of the promontory occupied by the town is chiefly
to be seen in relation to the wind regime of the Indian Ocean.
During the north-east monsoon (December-March) the waters off
the exposed north-western shore of the promontory become
rough, and the sheltered waters south of Ras Shangani were
therefore formerly used at this period. Conversely, during the
south-west monsoon (June-October) the area of water north of
Ras Shangani, lying in the lee of the peninsula, is the more shel-
tered. During the rainy seasons that occur between the monsoons
(March-May and November-December) the sea is generally fairly
calm, except during storms. At virtually all times of year, there-
fore, some part of Zanzibar harbour is able to provide sheltered
anchorage. This natural circumstance is an important one which,
as will be shown below, has been perpetuated in the construc-
tion of the modern port facilities.
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The development of port facilities

When Seyyid Said came to Zanzibar in 1832 and began the
development of the port and town, the place which he selected
for his activities was extremely well-adapted to his purposes both
in terms of local land and water site conditions and in relation
to the East African mainland. Moreover, the site was virtually
uninhabited except for a small fishing village near the tip of the
peninsula, for earlier capitals of the island had been located else-
where. Until the end of the nineteenth century there were no
port facilities in the modern sense, and, as at the mainland sea-
ports in operation at that time, the open beach served quite ade-
quately for the loading and unloading of cargoes during the dhow
traffic era (Table 19). In the mid-nineteenth century port activity
chiefly took place near the tip of the Shangani peninsula, con-
centrating to the north or south of the point according to season.
The name Shangani — ‘the place of beads’ — is perhaps indica-
tive of early trading activity, and it was in this quarter (in the
vicinity of the present Kilele Square) that the slave market was
originally sited. Movement of cargo over the beach was permitted
at many points; the various consulates with water frontages, for
example, imported goods over their own beaches since their land
titles included foreshore freehold.

From the tip of the Shangani peninsula the focus of port
activity at Zanzibar has gradually migrated northwards, al-
though there have been temporary structures on the southern
side of the point including a wooden coal jetty used until 1929
and an iron oil pier which was not dismantled until 1956 (Fig. 21).
Towards the end of the nineteenth century it became increasingly
obvious that port facilities were essential if Zanzibar was not to
lose her trade supremacy on the East African coast. In 1892,
before any of the mainland ports had moved on from the dhow
traffic era to the primitive era, a small stone-built lighterage quay
was completed at Zanzibar a short distance to the nerth of Ras
Shangani,$ thus representing the beginning of the era of marginal
quay extension within which the port still remains today. The
quay wall, about 800 feet long, was continued north-eastwards
as a sea-wall for a further distance of some 950 feet. The new
lighterage quay, equipped with a lighthouse and several steam
cranes, and backed by covered transit sheds, was generally known
as the Customs Quay; the name ‘Forodhani’ (Swahili for ‘Cus-
toms’) is still used for the main road along the seafront at this
point and for one of the administrative areas of the town.
Immediately behind the port area, an eighteenth-century Arab
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fort was used partly for Customs purposes, and partly as the
main depot and workshops for a railway built in 1906 by an
American company from this point to Bububu, a village situated

near the coast some seven miles north of Zanzibar town. The
railway was closed in 1927 as a result of increasing competition
from motor traffic.

The Customs Quay proved inadequate, however, due to its
restricted land site and its exposure to the north-east monsoon.
It was replaced in 1929 by the opening of a completely new port
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TABLE 19

ERAS AND EPOCHS IN THE DEVEI.OPMENT OF THE PORT OF ZANZIBAR

Era Terminated by . . . Present-day
symbols
1 Dhow traffic Various early Beaches around
landing steps Shangani Point
II Primitive Opening of Customs

Quay in 1892

IIl Marginal quay extension:

(@) Customs Quay, Opening of new People’s Gardens
1892-1929 wharf in 1929
(b) The Wharf, 1929 Present port area

area, an event which may be said to mark the continuation of
the era of marginal quay extension at Zanzibar on a slightly
different site. The need for the development of modern facilities,
on a site less restricted than that afforded by the old Customs
Quay, had been felt for some years, but progress had been pre-
vented by the first world war. In 1919 a scheme was put for-
ward for the construction of what was originally envisaged as a
deepwater pier consisting of a three-berth reinforced concrete
pile wharf backed by a reclaimed area of some twenty acres.’
On the eastern side of the reclaimed area, provision was made
for dhow traffic in the form of a sheltered basin with ancillary
facilities; it was considered particularly important that transit
between the ocean wharf and the dhow wharf should be short
and direct, since a large proportion of the imported goods were
distributed by sea, and the bulk of those for export were brought
in by sea also. This project was approved by the British Secretary
of State and in 1920 negotiations were completed between the
Government of Zanzibar and the South African Government for
the loan of a resident engineer and a European foreman to super-
vise the carrying out of the harbour improvements.? These offi-
cials arrived in Zanzibar in May 1920, and a survey was immedi-
ately undertaken of the depths and tidal characteristics of the
harbour area. The exact bearing on which the new wharf was to
be laid down was decided;® the significance of the alignment,
which is approximately north-south, is that the west-facing quay
wall is sheltered by Shangani Point from the south-west mon-
soon and from the north-east monsoon by the reclaimed port
area itself. The triangular reclaimed area of the port thus artifi-
cially reproduces, at least in part, the advantageous natural con-
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ditions associated with Shangani Point in the dhow traffic era.
After many financial and practical difficulties the new port deve-
lopments were opened in 1929, and the Customs Quay fell into
disuse.10

Port equipment and organization

Although the 1929 wharf at Zanzibar was originally con-
ceived as a deep-water pier, the port remains essentially a lighter-
age port since neither the wharf itself nor the dredging alongside
were ever completed to the original specifications. The main quay
is 823 feet long, and the depth alongside increases seawards to a
maximum of about 18 feet. Small coasting vessels may thus be
brought alongside, but otherwise the wharf is used for the load-
ing and unloading of lighters. Larger vessels anchor a short dis-
tance offshore, where there is adequate space in from seven to
ten fathoms of water. The dhow wharf is some 550 feet long and
the depth of water alongside rarely exceeds 10 feet. The area of
reclaimed land behind the two wharves is occupied by various
transit sheds, storage sheds used by the Zanzibar State Trading
Corporation, and Public Works Department workshops. The
range of cargo-handling appliances is very narrow: cranage
capacity totals 13 tons, and there are two diesel tractors and one
forklift truck, but no pallets are used because of the small quanti-
ties and wide variety of goods handled. The harbour craft com-
prises 24 lighters with a total capacity of 4,771 harbour tons,
three water boats with a total capacity of 720 tons, four tugs and
five labour launches. All port workers are employed by the Zan-
zibar Wharfage Company; together with office and supervisory
staff the total labour force includes 442 persons. Although the
port of Zanzibar is not very well equipped, either in terms of the
level and range of facilities or of the general standard of efficiency
of port working, the port is nevertheless able to deal with the
type and level of traffic that passes through it with a minimum of
delay, so that there is little incentive to improve facilities from
this standpoint. The general level of mechanization is extremely
low, and some mechanical appliances (e.g. cranes) are badly in
need of renewal; transport between quayside, transit shed and
warehouse is generally by means of human effort, aided only by
the traditional ‘hamali’ carts, which are elongated four-wheeled
trolleys capable of transporting up to a ton load when propelled
by four or five men. This method of transport provides employ-
ment for a considerable number of people, and it is difficult to see
how it could be replaced by a more efficient motorized system be-
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cause of the location of many of the traders’ warehouses within the
‘stone town’ where the streets are extremely narrow. In one
sense, therefore, the port of Zanzibar is unsatisfactorily equipped
in terms of the mechanization and modernization of equipment,
but in another sense the port is over-equipped for the handling of
the amount of traffic that passes through it, since the level of
traffic handled has not yet caught up with the facilities provided
in 1929. It is essentially the qualitative rather than the quantita-
tive aspect of port facilities that is lacking; this point is under-
lined by the fact that it is extremely rare for a vessel to be kept
waiting in the harbour before being worked; most vessels (other
than dhows) calling at Zanzibar are worked in less than a day,
partly because only a small proportion of their cargo is, in most
cases, landed or shipped at the port.

The structure of port traffic

The general pattern of port traffic at Zanzibar is broadly
similar to that at the mainland seaports of East Africa, and the
particularly marked concentration of the export trade upon a
single primary product immediately suggests a close parallel with
Tanga. The number and net registered tonnage of ocean-going
ships entering the port of Zanzibar has risen in recent years to
around 450 vessels and to slightly more than 2 million tons. To
these must be added some three thousand coastal and native
vessels with a total net registered tonnage of under 200,000 tons;
in this category many vessels are recorded numerous times. The
volume of ocean-going shipping of the modern type has increased
at Zanzibar during and since the 1950’s, but this reflects an in-
creasing density of shipping in East African waters rather than
growing cargo movements at Zanzibar itself. Separate statistics
of the traditional ocean-going dhow traffic are not available in
present circumstances, but it is very clear that the dhow trade
has declined to almost negligible proportions and that in present
political circumstances the ocean-going Arab dhow trade has
entirely ceased at Zanzibar and it is unlikely that Indian dhows
will continue to visit the port since they have experienced in-
creasing difficulty in selling their cargoes.!!

Some general aspects of the cargo traffic of the port of Zan-
zibar are shown in Tables 20-21. The high value per unit of
‘weight of the principal export, cloves, partly explains the fact
that the volume of exports is generally lower than that of imports.
The total volume of cargo traffic handled at Zanzibar only
slightly exceeds that dealt with at Mtwara, the smallest main-
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land terminal, but because both Tanga and Mtwara are predo-
minantly exporting ports the volume of imports handled is ex-
ceeded in both cases by the volume handled at Zanzibar. How-
ever, the predominance of imports at Zanzibar is not as great
now as formerly; imports have shown a general tendency to dec-
line during the past decade, whereas exports have remained
fairly static. The importation of coal for bunkering purposes used
to be quite important, but ceased entirely after 1957; the supply
of water to shipping continues to be significant, for Zanzibar has
long enjoyed a reputation as the best watering place on the East
African coast.

Table 22 shows the volume and value of the principal export
commodities passing through the port of Zanzibar in 1963. The
products of the clove and coconut trees provided in 1963 96.9
per cent of the total value of the domestic exports of Zanzibar;
the clove is the more important of the two, and the reliance
which Zanzibar places upon this single predominant item of ex-
port is obviously unhealthy from an economic standpoint. Clove
plants were probably first introduced into Zanzibar from
Mauritius in 1818; on the orders of Seyyid Said much of the best
land of Zanzibar and Pemba was planted with cloves, and by the
middle of the nineteenth century the industry had become well
established. The initial success of the crop was partly due to the
use of slave labour, and following the final abolition of slavery

TABLE 20
TOTAL TONNAGES OF CARGO HANDLED AT THE PORT OF ZANZIBAR, 1951-64

(in harbour tons)

Year Exports Imports Totall Water
1951 .. .. .. 55,298 100,211 155,509 69,422
1952 .. .. .. 67,737 99,039 175,034 81,107
1953 . .. .. 46,002 82,832 132,293 81,363
1954 .. .. .. 59,361 100,050 161,611 78,118
1955 .. .. .. 84,719 132,579 219,298 92,556
1956 .. .. .. 76,163 111,358 187,521 79,427
1957 .. .. .. 58,187 97,795 156,194 46,320
1958 .. .. .. 62,558 83,447 146,005 57,271
1959 .. .. .. 58,764 79,270 138,034 97,636
1960 .. . .. 65,950 70,489 136,439 61,367
1961 .. .. .. 59,672 79,327 138,999 66,978
1962 .. .. .. 62,607 80,396 146,948 66,552
1963 .. . .. 65,546 72,405 139,765 67,360
1964 .. .. .. 45,686 54,956 85,959 31,003

1. Thetotals shown include coal imported for bunkering purposes, but exclude
the water supplied to shipping shown separately in the end column.
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TABLE 21
VALUE OF CARGO TRAFFIC AT ZANZIBAR, i959-63 (AVERAGE)
Imports: £
Trade imports .. 5,085,870
Transhipment .. 639,123
Government imports 252,538
Bullion and specie .. 20,914
Total: .. .. .. .. 5,996,445
Exports:
Domestic exports .. 3,920,900
Re-exports .. 939,188
Direct transhipment 637,124
Total: .. .. .. .. 5,497,211
Total Trade: .. 11,493,656

Source: Zanzibar Government, Trade report for
the year 1963 (Zanzibar: Govt. Printer,
1964), pp. 1, 3.

TABLE 22

VOLUME AND VALUE OF PRINCIPAL COMMODITIES EXPORTED THROUGH THE PORT OF
ZANZIBAR, 1963

Commodity Harbour tons Value (£)
Cloves .. .. .. .. .. 11,206 3,051,992
Copra .. .. .. .. .. 11,518 622,730
Fibres, unmanufactured .. .. .. 5,614 132,775
Clove oil and clove stem oil .. .. 149 117,524
Coconut oil .. .. .. .. 1,177 102,108
Coconuts .. .. .. .. .. 3,063 79,327
Qil cake .. .. .. .. 1,529 37,899
Marine shells .. .. .. .. 196 18,665
Chillies .. .. .. .. .. 89 11,891
Hides .. .. .. .. .. 41 6,366
Beche de mer .. .. .. .. 23 4,336
Mangrove bark .. .. .. .. 13 4,307
Fibres, manufactured .. .. .. 64 4,247
Others .. .. .. .. .. 84,461
Total domestic exports .. .. .. 4,278,638
Re-exports .. .. .. .. .. 853,375
Direct transhipment .. .. .. 765,822
Total exports .. .. .. .. 5,897,835

Source: Based on Zanzibar Government, Trade report for the year 1963 (Zanzibar,
Govt. Printer, 1964), p. 3.

in Zanzibar in 1897 a decline in the standard of cultivation took
place in the early years of the present century. Between the two
world wars the Government of Zanzibar took an increasing share
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in the organization and marketing of the clove crop, and in 1927
the formation of the Clove Growers’ Association!? introduced a
measure of price control. A characteristic feature of the clove
industry is the very wide variation in production from one
seasonal year to another; in a good year the crop may exceed
20,000 tons, and in a bad year may fall below 3,000 tons. This
does not however directly affect the pattern of exports, since
cloves may be stored for long periods without loss of quality.
Storage for several years may cause discoloration, but the oil
content remains unimpaired. New cloves are therefore sold as
spice, and old cloves on markets where the oil content is the main
criterion. Exports do not therefore show such wide annual varia-
tions as do yields, and are rather more closely allied to market
demand than to home production. A further feature is that the
value of clove exports on the world market has varied in the
past between quite wide limits, so that for the years 1950-55, for
example, there is no close correlation between the volume and
value of clove exports. The general pattern, however, is that
whereas the volume of clove exports has fluctuated in recent
years between 7,500 and 12,000 tons, and the value between £2
million and £4 million, the current overall tendency is one of
gradual decline. In 1950 the condition of the clove industry of
Zanzibar was described as “not unsatisfactory””!? in spite of the
ravages of “Sudden Death” disease in Zanzibar Island. This state-
ment is hardly true today, partly as a result of the declining de-
mand for cloves in the main market areas, and, more immediately,
as a result of the aftermath of the 1964 revolution during which
many clove plantations owned by Arabs have been confiscated
and have not subsequently been tended wit