Chapter 12

THE IMPACT OF THE
MACAO-MANILA SILK TRADE

Rui D’Avila Lourido

Above there is heaven, on earth, Suzhou and Hangzhon.”'

The Macao Maritime Trade Network

Between the fifteenth and the sixteenth centuries the Portuguese made
contact with lands and peoples previously unknown to the Western
World—areas which stretched from the Eastern coast of Africa, Arabia,
India and China up to Japan and Korea, throughout the whole of South-
east Asia, from Malaysia to the Philippine Islands. The Portuguese
empire attempted to control local oceanic space economically and polit-
ically from the Atlantic through the Indian Ocean to the Pacific Ocean.

China? was very important for Portuguese trade due to the various
kinds of merchandise produced and the large quantities of silver con-
sumed. The regions best known to the Portuguese were the flourishing
mercantile regions of Liampé (Ningbo in the province of Zhejiang),
Chincheo (this name was used by the Portuguese to designate the traders
of Zhangzhou and the Quanzhou region of Amoy, in the province of
Fujian?), and particularly Macao (Aomen in the district of Xiang Shan)
in the province of Canton.

During the Spanish occupation of Portugal, conflicts arose among
the Portuguese, Spaniards, and Chinese over the sharing of interests; at
the same time the Dutch were fighting for control of the China Sea.
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It is widely acknowledged that one of the factors which enhanced con-
tact between European and Asian peoples, particularly the Chinese, was the
exchange not only of goods but of knowledge, technology, and culture.

Main commodities

Chinese silk and Japanese and American silver were the main goods
traded in Macao. A regional or long-distance circuit was used for their
import and export to Japan (via Nagasaki), the Philippines (via Manila
and then to Spanish America and Southeast Asia), India, and Europe (via
Malacca-Goa). The Portuguese silk and silver trade was not isolated, but
an integrated part of South China trade (ceramics and other precious
goods), more specifically the trade of Canton and Macao. Goods arrived
in Macao from the complex network of the trade routes of the Cape of
Good Hope, the Red Sea, the Persian Gulf, and the Indian Ocean as well
as those of Southeast Asia and America (via the Philippines).

In general, the Asian trade was the main source of profit for Macao
as well as for the Far East Portuguese trade network (Estado da [ndia)
when compared with the trade to Europe via the Cape of the Good
Hope.’ Macao’s maritime trade was in competition with other Euro-
pean powers such as the Spanish in the Philippines, the Dutch in For-
mosa or in Batavia, and also with Asian powers such as the Chinese and
the Japanese.®

The Macao and Estado da India trade network was in general terms
a continuation of the earlier Muslim, Indian, Southeast Asia, Chinese,
and Japanese trading network.” In the sixteenth and seventeenth cen-
turies, the Portuguese maritime trading system was original in that it led
to the creation of permanent settlements (populated with citizens of
Portuguese origin, usually under military protection) throughout the
vast area covered by their trade from Western Europe to Japan.® Macao
was a crucial point of support for the Estado da India. It sought to be the
exclusive intermediary for import and export trade between all Europe
and China. The Macao-Manila-New Spain trade was one of the new
maritime trade routes that connected European markets directly with
Asian ones.’

Routes

There were four main trading routes from Manila: the most important
of these connected the Philippines to New Spain; the second linked the
Philippines to the Japanese market; the third the Malocan route linked
Manila and Malacca; the last one led from the Philippines to Borneo,
Siam, and Cambodia. Macao, on the other hand, was the center of three
fundamental routes of Portuguese trade in the Far East. The Macao trade
routes will now be described briefly.
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The Macao-Japan Route

On 15 August 1549 the first formal Portuguese mission to Japan arrived
in Kagoshima. This is considered to be the beginning of formal relations
between the Estado da India and Japan.'® The Portuguese royal mon-
opoly on trade with Japan was established in 1550. The usual route
from Estado da India for Japanese trade via Goa, Malacca, and China
(Macao only after 1557) to Nagasaki. Until the Portuguese were expelled
from Japan, the Macao-Japan route was the central and the most prof-
itable part of their trade network. The historian Anténio Bocarro wrote:
“The voyages from the City of the Name of God [Macao] to Japan were
the most important as we well know.”!!

The voyage from Macao to Japan was usually undertaken by four
pataxos, which took about twelve days outward to Japan and ten days on
the return trip. The bulk of the merchandise carried was pure Chinese
silk, although Chinaware, wood, and other goods were also traded,
mainly in exchange for silver, but also for copper and gold. In the 1630s,
these voyages would bring in 65,000 taels to the royal treasury, exclud-
ing the copper profits, and one particular voyage brought in 10,000
taels.'* In the period between 1585 and 1630, it is estimated that some
14,899 thousand taels of silver entered Macao, most of which was prob-
ably invested in Chinese goods which, in turn, were sold in Japan.'?

In 1639, Japan issued a decree of expulsion, effectively limiting
trade. Although traders from Macao continued to trade with Japan using
Chinese agents and ships as intermediaries, the quantities were insignif-
icant compared to previous volumes—one of the most profitable Macao
trade routes was effectively closed.

The reaction of this enterprising community to such a dramatic sit-
uation, which was to be aggravated by the Dutch takeover of Malacca in
1641, was the intensification of the routes already connecting Macao to
Southeast Asia: “Annually, in the city of Macao, navettas, junks, fragatas
and small ships are sent to Tonquim, Quinam, Chiampa, Cambodia,
Macassar, Solar, Timor and other places where trading is prosperous.”!

The Macao-Malacca / Goa-Lisbon Route

The Macao-Malacca/Goa-Lisbon route was the one the Portuguese used
to supply oriental products to Europe via the Cape of Good Hope. It was
the official route between the Estado da India, with its headquarters in
Goa, and Lisbon. It was used to transport the administrative, political, and
military staff of Estado da India to the Orient. Traders, merchandise, and
mail from Europe, Africa, and Japan circulated along the Macao-Goa-Lis-
bon route. The political feature of this route was underlined by the persis-
tence of royal support even when it was no longer profitable in economic
terms. It suffered devastating attacks by European powers competing in
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the Eastern and Far Eastern markets. Thus, the conquest of Malacca by the
Dutch in 1641 dealt an irreparable blow to the safety of the Macao and
Goa links, as it meant that the Dutch had replaced Portuguese authority
along the sea routes between the Indian and Pacific Oceans.

Raw silk was the preferred merchandise exported from Macao to
Goa. Between 1580 and 1590 alone, some 15 tons, worth 240,000 taels,
were transported. The major import to Macao was silver; between 1585
and 1591 some 900,000 taels of American silver arrived in the city via
the Cape of Good Hope. Other goods were also imported, including
spices (mainly pepper), ebony, ivory, and sandalwood.

The Macao-Manila Route

In the context of the Macao-Manila route, we shall describe the fre-
quency, fares and agents, kinds of sales contracts, rules governing the
shipment of goods, and sailing regulations. Another important element
is the smuggling trade which was carried on along this route, mostly by
Portuguese and Chinese traders.

When analyzing the sea traffic between Macao and Manila, which
totaled about cighty ships (seventy-seven ships have been documented
between 1580 and 1642) from Macao, the first point to note is its irreg-
ularity (bearing in mind economic and political military constraints).
The traffic can be subdivided into three distinct periods, each of some
twenty years.!?

A feature of the first period, between 1580 and 1600, is the spas-
modic nature of the arrivals, i.e., one or two ships per year. During this
period, only eight ships made the journey from Macao to Manila: there
were two ships in 1580, one in 1582, one in 1583, and once again two
ships in 1584 and 1588.16 These twenty years can therefore be defined
as a preliminary period.

In the second period, from 1601 to 1621, there were twenty-three
ships—almost a threefold increase in relation to the previous period.
Most of this increase came towards the end of the period, but neverthe-
less this can be considered to have been the period of growth and devel-
opment. In 1601 there was one vessel, followed by a period of two years
without any arrivals from Macao. From 1604 to 1606, respectively five,
two, and one vessel entered Manila. Following a three-year gap, one ves-
sel arrived in 1609 and another in 1610. In 1612, it is difficult to deter-
mine the origin of the seven Portuguese ships recorded by the Manila
customs; however, it would seem that six came from Macao and one
from Goa. In 1620, another five ships from Macao were recorded, but
only one vessel sailed from Macao to Manila in 1621.
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The third period from 1622 to 1642 presents a certain homogene-
ity and continuity, as in the fifteen years from 1627 to 1642 there was an
average of three boats per year, although no arrival was recorded in 1634.
The total number of forty-six boats represents a 50 percent increase in
comparison with the 1601-1621 period. This period can therefore be
regarded as one of expansion and the peak of the trade route between
Macao and Manila (in terms of the traffic between the sixteenth and
eighteenth centuries), ending suddenly with the official recognition of
the new Portuguese King—Joao VI—in 1642 in Macao.

1627 and 1630 were the years that saw the greatest number of ships
(six) sailing from Macao to Manila.!"” In 1628, 1629, and 1641, two
ships came to Manila each year. The number of ships increased once
again to three in 1631, 1633, and from 1637 to 1640 respectively. It rose
to four in 1632 and 1635. The last ship in this period arrived in 1642.
A full thirty years would pass before the arrival of a boat (pataxo) from
Macao recorded once again in Manila, in 1672.

Periodicity

Before the invention of the steamship, navigation between China and
Manila depended on the monsoons. There was therefore a period which
was considered to be more favorable for the trip to Manila and back. The
best period to leave the coast of China was at the time of the new moon
in March; the ships returned from Manila at the end of May or June,
before the typhoons season.'®

According to Anténio Morga and official Portuguese documents,
for example, a certain Lopo de Carvalho requested reduction of his debt
after one of his ships sank on a journey to Manila; the request was
refused, although he said “that the voyage will be sold only to whom will
navigate in the ordinary monsoons.”!? In this document it is stated that
a license for a trip to Manila corresponded to each of the monsoons, but
the owner of the license could send as many ships as he liked.

The intensity of the maritime traffic originating from the coasts of
China can be classified by comparing a large number of documents.?
The month when the largest number of ships arrived in Manila from
China varied according to the period under observation. Between 1577
and 1644, some 1088 ships arrived, mostly in the months of May and
June. Nevertheless ships continued to arrive throughout the rest of the
year. From 1607 to 1645, January was the first month when ships
arrived in Manila. Most of the ships arrived before July, but there were
also one or two arrivals in November and even December.

From 1607 to 1610, of the 160 ships which called at Manila, the
majority arrived in June, followed by May (with an average of 40 percent
fewer ships) and March. In the years 1611-1612 and 1620, ninety-five
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ships were recorded; February registered the greatest number of arrivals
each year. From 1627 to 1630, there were more arrivals in June, with
more than twenty ships compared to an annual total of seventy-three.
Berween 1627 and 1635, 171 ships were counted, and June registered the
greatest number of arrivals (around twenty), while January was the sec-
ond busiest month. Between 1636 and 1640, May, followed by June, was
the busiest month, with 154 ships entering the port of Manila each year.
Between 1641 and 1644, cighty-six ships were registered; most of these
entered the port of Manila between January and March, but they con-
tinued to arrive with a certain frequency during the following months up
to July.

We may thus conclude that trade berween Macao-Manila was con-
ducted on an annual basis, though intermittently. Often the link was not
officially established—illicit trade also took place more or less inten-
sively, but did not always observe the cycle of the monsoons. When the
Macao-Manila trade was officially authorized, the authorities of the Por-
tuguese State of India laid down regulations specifying the need to
observe the favorable period of the monsoons, “because the success of
the voyages from Japan and Manila normally involves the ships with
which they sailed from China to those parts at the beginning of the

»J1
monsoons.

Regulations Governing the Macao-Manila Voyage

The opening of China to overseas trade placed the trading community of
Macao in an unfavorable position by reducing its importance as an inter-
mediary between China, Japan, Manila, and the rest of Southeast Asia.
The merchants reacted to this challenge in two ways: first, they continued
their clandestine voyages to Manila, either using ships and Chinese con-
tacts that sailed directly to the archipelago, also known as Lugées,?? or via
indirect routes (Japan or regions in Southeast Asia); second, they intensi-
fied the pressure to have the Macao-Manila route reopened and regulated.

The intensification of trade along the routes from Macao to “Solor,
Timor, Macassar, Cochinchina and other parts of that coast”?® reduced
the revenue of Malacca as the profits that traditionally went to it were
then absorbed by Macao.?* The clandestine trade that linked Macao to
Manila damaged the interests of merchants and of the Spanish pressure
group connected to the Seville-New Spain route.?> When the Macao
traders supplied silk to the American market via the Philippines, the
Spain silk trade from Seville to America and to the Philippines declined.
Thanks to that trade, Macao increased the amount of American silver
sent to China via the Philippines. This also increased the price of silk
sold by the Portuguese in Manila. Goa revenues also decreased with the
reduction of the quantity of silk sent to Europe via the Philippines. All
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of these factors contributed to making the Indian regional authorities
decide to legalize the Macao-Manila route and make it official as the
only way of supervising it and regulating its trade by making of it a royal
monopoly. Thus the Viceroy Count of Linhares, after referring to these
facts, adds that this legalization, according to his understanding, elimi-
nates the rivalry between Macao and Malacca along the Southeast Asian
routes with the aim of reaching Manila.?® In a letter dated 4 May 1523,
Viceroy Count Admiral D. Fernando da Gama ordered that all profits
from the Macao-Manila route be directed to the royal treasury.”” Thus
emerged new laws and judicial rights, such as contracts and regulations
governing navigation between Macao and Manila. The Treasury Coun-
cil defined regulations concerning voyages and supervised their imple-
mentation (either through a Royal Treasury monopoly or under a private
regime) according to the general principles set out in the royal letters.
When, on 16 November 1629 the Council decided to move for a con-
cession system to private merchants, it justified its decision by stating
“that it would be more profitable to sell the voyage with this system, than
to do so at the expense of the Crown.”*®

The Treasury Council (consisting of the Viceroy, various ministers,
and deputies of the Estado da India), after publicly announcing the sale
and having respected the legal period of time stipulated by the regime
(for the conditions of purchase), could sell the Macao-Manila voyage,
either singly, or for one or three successive years (for a sum of 30,000
xerafins per annum in the 1620s and 1630s), or together with the voy-
age Macao-Japan (for 70,000 xerafins).

The obligations stipulated by the regime required that a minimum
number of ships and voyages should be made during the period of con-
cession. The reason for this was that the profits from this voyage allowed
the Royal Treasury and the private merchants to finance their projects.
Thus the 1629 contract stipulated, for the owner for three years of voyages
between Macao and Manila and between Macao and Japan, a minimum
of nine ships to Manila (three per year) and thirteen to Japan. The other
obligations under the contract were that, on each voyage from Japan,
1200 picks of copper should be transported (the royal monopoly); that
50,000 xerafins in cash should be paid in advance to the treasurer of Goa;
that the warrantors should be wholly responsible; that 30,000 patacas
should be paid to reimburse the providos;?’ that the registers and account-
ing books should be submitted to the Provedor Mor;*® and that goods
should be identified and kept in storehouses reserved for the purpose.

Under the regime, the main benefit for the owner of Macao-Manila
and Macao-Japan navigation rights was a monopoly of these routes: “No
one may send goods to or go to Japan or Manila during the period of this
contract without a licence from Lopo Sarmento de Carvalho.”! The
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owner could thus handle freight for other traders also wishing to send
goods to Manila or Japan. He enjoyed the right of compensation in case
of shipwreck; the possibility of undertaking these voyages personally or
through his administrators; and finally, the possibility of keeping and
taking advantage of all profits derived from the voyages and the number
of ships that he intended to put to sea (under the obligation of payment
established in the contract). These conditions usually made it possible for
the owner to become wealthy following a single voyage. Manoel Ramos,
on behalf of the Estado da India treasury, was appointed administrator of
the voyages to Japan and Manila. In 1629 he received 500 taels less than
the Capitio Mor (who received 2,000 silver taels of reales).>

In 1637 the royal monopoly on the Macao-Manila route was estab-
lished by a new regime. Direct private trade with Manila was forbidden;
private traders were allowed to carry their goods only in a small royal
ship, to avoid rivalry with the Seville route trade. Lourengo Liz Velho, a
Macao citizen, was appointed Capitdao Mor of the Macao-Manila route,
and also given the functions of feitor (factor). It was laid down that he
should not be involved in any trade but would receive a salary of a thou-
sand patacas and two patacas per day as living expenses; the clerk or sec-
retary would receive 400 patacas.??

The rules also determined what was to be done with the profits
from the voyages, which were usually addressed to the Royal Treasury
and were now reserved for the building of new ships and financing the
Goa shipyard.* According to the diary of the Third Count of Lin-
hares,” the Treasury Council, at its meeting in 1629 to sell the rights to
the voyages to Japan and Manila, gave first preference to Macao, whose
representative, however, refused to buy the rights as he did not agree
with the terms. The rights were then sold to a wealthy shipowner and
nobleman living in Macao, Lopo Sarmento Carvalho.

The laws and regulations with regard to the Macao and other Estado
da India routes reflected the Portuguese administration’s conservative
view regarding mercantile innovation. In contrast, Holland and England
had, by this time, already laid the foundations for a precapitalist eco-
nomic system, which then overtook the debilitated Portuguese and Span-
ish economic and colonial system.

Each merchant was considered to be one soldier fewer by the cen-
tral and local Portuguese administration of Estado da India and Crown
staff. Official Crown policy preferred soldiers to merchants and therefore
sought to prevent public officers and soldiers from participating in pri-
vate trade. The documentation reflects these conflicts and the negative
effect of these orientations. The maritime trade to Manila was so prof-
itable that the Portuguese (traders, officers, soldiers, clergymen, and
sailors) continued to trade, even when it was forbidden; they used clan-
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destine Chinese ships and other ports of departure. In 1592 the Por-
tuguese authorities ruled that any person sailing from China to India
(merchants included) should not disembark before arriving at the port of
Goa in order to ensure that there were enough men on board to defend
the vessels in case of danger.3

Another aspect of the anti-trade mentality of the Portuguese admin-
istration, was the discrimination against wealthy traders (possessing
more than 50,000 xerafins) who were mainly New Christians (meaning
Jews). Bocarro, the official chronicler, mentions that the wealthy Por-
tuguese traders did not feel free to trade in Goa, fearing that they (or
their money) might be called on to serve the King or that the Inquisition
might interfere with their business and habits.’” The Spaniards in
Manila were in a similar situation; all Spanish soldiers were strictly for-
bidden to trade with America (mainly with Acapulco).?®

Regulations Regarding the Shipment of Goods

On 4 May 1635 the Viceroy Count de Linhares wrote to Goa to the
administrator of the voyages from Japan to Manila, instructing that
sailors should be hired in sufficient numbers and that nothing be trans-
ported on deck or in the cabins, other than clothes, and everything
should be in the right place, because carrying goods on deck was the
cause of many shipwrecks.?

These measures were meant to rectify common profit-driven, but
unsafe, practices such as the overloading of ships and the use of areas not
intended for transport as well as the reduction of the number of crew-
men to increase profits by transporting more goods in empty cabins—
this obviously made sailing the ship more difficult and increased the risk
of shipwreck in case of bad atmospheric or maritime conditions. Further
regulations (Regimento) were laid down in 1637 concerning the Macao-
Manila route. Romio de Lemos was ordered to ensutre that crews did not
transport larger quantities of goods than allowed by the regulations and
that goods were not transported in the wrong places.®* The Regimento
also stipulated a monetary compensation of 50 patacas®! for officers who
did not break the rules by loading goods in the cabins.®

From these instructions it can be deduced that on journeys from
Macao to Manila, over which the Royal fazenda ruled, the same abuses as on
the other maritime routes were being committed. Some owners even mod-
ified the interior compartments of their ships and also filled the deck with
goods, thus threatening the stability of the ship and restricting the crew’s
mobility.* The penalty for transgressing the regulations regarding the sea-
son was the loss of the right to any compensation in case of damage or loss.
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Taxes

The Macao-Manila route and its silk trade was a source of profit not
only for the traders themselves, but also for the Macao and Manila cus-
toms in the form of taxes. The Chinese authorities also imposed various
types of taxes on the Portuguese and other foreign vessels whether they
arrived in Macao or in Guangzhou. Two kinds of taxes were levied on
the Portuguese, a trade tax on ships, and rent for the right to live in the
territory of Macao.

Foreign and private trade with South China, particularly with the
Fujian province, was officially allowed in 1567 following lengthy nego-
tiations between the Chinese authorities (imperial and regional). Until
1567 only official tribute trade was allowed in China, Macao being the
only exception. The Chinese demand for silver was clearly, as mentioned
earlier, the reason for Chinese acceptance of Portuguese trade along the
South China Coast in a report of 1535 from the Cantonese Governor,
Bu zheng shi, called Lin Fu.%

Customs duties were the responsibility of the Department of For-
eign Commercial Ships, or Shi Bo Si, which the Chinese authorities
transferred to Macao in 1535. The method of calculating these taxes
changed over this period. Between 1535 and 1571, the Chou Fen
method was used (taxes being worked out on a percentage basis, 20 per-
cent over the value of the goods), then in 1571 the Zhang Chou method
was adopted (taxes were worked out according to the tonnage of the
ships). The reason for this change was that there was some difficulty in
calculating the specific value of each of the goods.%

These customs duties were not applied equally to all foreign ships; the
Portuguese in fact received privileged treatment in relation to other Euro-
pean and even other Asian ships. Portuguese ships, up to 200 tons, were
classified in two categories depending on whether it was their first voyage
to China or not. The tax on the first voyage was 1,800 taels of silver. For
all subsequent voyages, Portuguese ships had to pay only 600 taels of silver.
Other foreign ships, independent of the number of trips made to China,
had to pay a tax of 5,400 taels of silver. Portuguese ships thus (except for
their first voyage) paid one-ninth of what other foreign ships paid.

Various Chinese sources mention the customs duties charged in
Macao and the manner in which they were charged.?” On the arrival of
foreign ships in Macao, the Mandarin in charge would inform the dis-
trict of Xiang shan in order to receive instructions from Bu zheng shi
and from Hai Dao Fu shi (Admiral of the Command Station of Guan-
dong Province). The Shi Bo Si and the Chief of the District would send
officials to the ship in order to measure it and thus establish the tax
according to the regulations. The ship would then be registered and the
money handed over to the Chinese authorities.
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There were two other ways in which Portuguese ships were privi-
leged: first, the military ships which escorted Portuguese vessels paid no
taxes; and second, a Portuguese ship involved in an accident would be
rescued by the Chinese without payment being asked, whereas other for-
eign ships in such situations would be charged by the rescue service.
Commerce with Portugal was therefore clearly favored—there were con-
siderable advantages for the transport of goods in Portuguese ships.

Zhang Ru Lin and Yin Guang Ren (the authors of Monograph of
Macao Ao Men Ji Lue) tell us that the fan bo (smaller than ocean-going
ships) were authorized to sail in Chinese waters, classified as xiang.
Twenty of these ships were granted licenses by the Chinese maritime
authorities. These authors also mention that over the next twenty years,
disasters at sea reduced the number of ships by half.%®

Other Macao Taxes

The City of Macao, through its Council, charged half a percent on the
goods entering the city. In 1606 the Portuguese Viceroy, Bishop D.
Pedro de Castilho, wrote to his king about the tax of half a percent
requested by the inhabitants of the city of Macao in China in order to
strengthen the walls of the city and pay for a captain.®” On 10 January
1607 the king gave his assent.”®

In response to attacks from the Dutch and English navies, the Sen-
ate of Macao raised the taxes on goods aboard foreign ships, according
to their quality, from 1 percent on lower quality goods, 1.5 percent on
those of medium quality, and 2 percent on high quality goods.”! In
1623 Macao customs duties rose to 10 percent for the fortification of
the city.”?

According to the representatives of Macao in Goa,”® in 1623, the
Macao City Council’s expenses were as follows: 10 percent for payment
of taxes to the Chinese customs, another 10 percent to pay the Capitdo
Mor of the Macao-Japan voyage, and 6 to 7 percent for ordinary
expenses.”

Manila Taxes

The Manila customs also levied different types of duties in the form of
the almojarifazgo (maritime trade taxes) which generally can be divided
into a relatively low tax and another relatively high one. From 1610
onwards there was a tax of 3 percent on all commerce originating from
the Indian Ocean and Japan and a tax of 6 percent on Chinese com-
merce.”® These various taxes, however, were not very significant in rela-
tion to the revenues. On a long-term basis, they reflected essentially a
political will to support and favor trade with certain regions, and to make
trade more difficult or even discourage it with others; in other words, it
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was an attempt to contro] the predominance of the Chinese in the eco-
nomic activities of Manila. In Manila, between 1630 and 1640, ships
arriving from Macao would pay different taxes: if private, they paid 6 per-
cent; if royal, they paid 14 percent, including transport charges.>

The pancada® was the common contract used in the city of Manila.
This consisted of a system of evaluation of cargo in global terms, of its sale
and purchase in bulk by the Spanish merchants, and of silk and other
goods transported by junks from the various ports of South China. The
price of Chinese merchandise varied annually, depending on the quantity
and quality and on variations in the flow of silver to China. In fact, the
merchants from Macao protested at the inflation of the price of silk in
Canton and Macao, due to the vast amount of silver that reached China
with Chinese merchants (from Fujian Province). The Portuguese could
only react by accepting the purchase at the market price and selling the
goods, or refusing it and returning it to Macao, a very expensive alterna-
tive. However, the Macao merchants managed to carry on a very prof-
itable trade with Manila. The pancada system was not new to Portuguese
merchants; it was also applied by the leaders of the local merchants in
Japan when the silk was bought from the Portuguese merchants, after
which the Japanese would redistribute it for resale.>®

The profits derived from Portuguese commerce along the Macao-
Manila route can be estimated by examining the almojarifazgo taxes in

Table 12.1 Annual average value, in pesos, charged by the customs
of Manila and the percentage of the total amount of
income obtained.

Date MACAO China Japan India Other Total
Avg | % | Avg | % | Avg | % | Avg | % | Avg | % | Avg | %
1586/ 1590 | 11500 | 866| 37500 | 2802 84740 | 6332 133830 | 100
159171595 22,0650 | 61.00 [ 2950 | 0.80 13,7955 | 3820 | 36,1555 | 100
1596 / 1600 241555 | 5604 [ 2585 | 060 | 8610 | 199 | 178295 | 137 | 43,1045 | 100
1601 / 1605 2000 | 050 | 30,1042 | 70031 5722 | 133 121065 | 28.14 | 42,9829 | 100
1606 / 1610 86 | 001 463826 | 7852 | 460 | 008 126290 | 2139 [ 59,0660 | 100
1611/ 1615 500 | 010 644320 | 91.40 3965 | 050 | 54765 | 800] 703550 | 100
1616 /1620 | 67980 [1320) 310450 | 6030 [ 3530 | 060 | 24630 | 479 | 106780 | 2011 | 513370 | 100
1626 / 1630 | 71105 2765 115130 [ 4476 | 310 | oan | 18132 | 700 | 52502 | 2040 | 257200 | 100
1631/ 1635 | 9576 | 2210 249512 | 5900 | 174 | 004 | 12810 | 306 | 66118 | 1582 [ 42190 | 100
1636 / 1640 | 3558 | n4s | 239270 | 77.10 8984 | 290 | 26548 | 854 | 31,0370 | 100
1641/ 1642 | 157355 | 5080 | 13,1945 | 41.98 24955 | 794 | 314250 ] 100
1643 / 1645 | 62940 | 2850 | 123054 | 55.40 6778 {310 | 27978 | 1300 | 220750 { 100

Source: P. Chaunu, Les Philippines et le Pacifique des Ibériques (XVIe, XVlle,
XVIlle siecles), Introduction méthodologique et indices d’ activité, pp- 200-6.
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Manila and the arrival of ships from Macao, China, India, and Japan. In
order to obtain a fairly homogenous unity, the annual average values of
five countries in five years (starting from the global values of the a/mo-
Jjarifazgo) are used (see Table 12.1).

By comparing the information in Table 12.1 with data referring to
the number of ships reaching the port of Manila from Macao in the
same period (see Table 12.2 and Figures 12.1-12.6), the main features of
the three periods suggested can be verified.

Table 12.2 Number of ships traveling from Macao to Manila
between 1580 and 1642.

YEARS SHIPS YEARS SHIPS YEARS SHIPS
1580 2 1601 1 1622 0
1581 0 1602 0 1623 0
1582 1 1603 0 1624 0
1583 1 1604 5 1625 0
1584 2 1605 2 1626 0
1585 0 1606 1 1627 6
1586 0 1607 0 1628 2
1587 0 1608 0 1629 2
1588 2 1609 1 1630 6
1589 0 1610 1 1631 3
1590 0 1611 0 1632 4
1591 0 1612 6-7 1633 3
1592 0 1613 0 1634 0
1593 0 1614 0 1635 4
1594 0 1615 0 1636 1
1595 0 1616 0 1637 3
1596 0 1617 0 1638 3
1597 0 1618 0 1639 3
1598 0 1619 0 1640 3
1599 0 1620 5 1641 2
1600 0 1621 1 1642 1
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Figure 12.1 Origin and number of ships arriving at the port of Manila.
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Figure 12.2 Number of ships arriving in Manila from China
(apart from Macao).

60 —
1
N 50 1 4 3
u . 43
40 ap™
ms4®T M- 6 s
u
b h s B
e i 3 » &
2 2 fd 2
re 21 21 2
S 20 19 19 2 = 1wile i
0 “ I: 12
f PR E o9
4
0
E 8 &g 8E2858 3385828588 :388%5¢83
Peelfgpat e geeeereeed



223

The Impact of the Macao-Manila Silk Trade

ol

8e9l

GegtL

ce9l

6291

9¢/2esl

64/€191
[1]2: 13

2091

Logl

8651

G6/26G1
8851

Figure 12.3 Number of ships arriving in Manila from Macao.

Years

19l
. 2691
=
2
< ££91L
—_
o 6291
8=
2}
=1 129t
c
2]
m L9k
= m
mc o9t O
2
= €091
<
&
= °© 665+
lm -
G
e S6\265 |
bl
(%]
e
£ L8/s851
Z
1861
Nt
N e Tast
Y OO OIETMNe-O
~ -
mo Z 3 EQ o0 - O we—awn
Sy



224 Rui D'Avila Lourido

Figure 12.5 Number of ships arriving in Manila from India.
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Figure 12.6  Number of ships arriving in Manila from other ports of
the Philippines and unidentified places.
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The initial period (1580-1600) recorded not only the lowest number
of ships (eight), but compared with the other periods, cargo also reveals
an inferior global value. The periods in which the total amount of cargo
transported from Macao was the least valuable were the years 1606-1610,
1611-1615, and 1601-1605, in which they paid an annual average of 8.6
pesos, 50 pesos, and 200 pesos respectively. During the period of devel-
opment (1601-1621), there was a 255 percent increase in the number of
ships (twenty-three), and a significant increase in the global value of
transported goods (increasing from an annual average of 8.6 pesos
charged by the almojarifazgo in 1606-1610 to 6,798 pesos during the
period 1616-1620). The period of expansion (1622-1642), with an
increase of 501 percent in the number of ships (forty-six), also reached a
peak in the global value of the cargo transported in boats from Macao
which were taxed in Manila. The annual average in 1641-1642 is the
highest with a value of 15,735.5 pesos or 50 percent of the total charged
by the customs of all the ships that entered Manila. A rather curious
point (also based on the accounts of the a/mojarifazgo) is that in those two
years, only three ships arrived, while in 1627 and 1630, six ships arrived
from Macao, the highest number of ships until the end of the eighteenth
century.

Trade in China, Macao and Manila, Japan and India

Data has been gathered on Chinese, Japanese, and Indian trade with the
aim of identifying other alternative routes used by the Portuguese mer-
chants of Macao to ensure the continuity of their trade (frequently in a
clandestine manner).

Trade with China and the Philippines gradually developed as the
Ming dynasty adopted a more open approach to maritime commerce
with foreigners. During the reigns of Jia Jing (1522-1567) and Mu Zong
(1567), Japanese pirates plagued the Chinese coasts, making maritime
trade difficult. Thus, the mandarin in charge of the province of Fujian
(Du Ze-Min) requested that his region be opened to maritime trade
with eastern and western countries. At this time Chinese traders could
travel freely overseas if they were issued a proper license.’® In 1589,
eighty-eight licenses and later 110 licenses were granted. In 1597, 137
licenses were requested for ships from the Zhangzhou (Fujian, Chin-
cheo) region. Half of the licenses were given for trade in the Eastern
Ocean and the other half for trade in the Western Ocean, with a differ-
ent tax being charged for each region for the registration of the licenses.®®

The clandestine trade flourished with its new-found freedom. The
port of Moon in Zhangzhou began to trade directly with the island of
Luzon, thereby replacing the much longer Guangzhou to Luzon route,
via Champa (Viet Nam) and Borneo. Although the Portuguese tried to
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monopolize and secure exclusive commercial relations with Macao and
Manila, direct trade between the Chinese and the Philippines continued
and gained in importance while Portuguese trade with Manila declined.

The enormous Chinese market, with which the Portuguese were in
contact through the flourishing mercantile life of the Canton (Guang-
dong), Chincheo (Fujian), and Liampé region (Ningpo-Zhejiang),
impressed them so much that many authors in those times were con-
vinced that, with free access to Chinese commerce, Portugal could
renounce all its other markets. Here are two illustrations: “If Chinese
trade is open to us, Portugal could renounce all other markets because
Chinese goods are highly appreciated in all Asia and all over the
world;”¢! “If the Portuguese could have free access to Chinese trade,
Macao could survive and grow without any other voyages to Japan and
Manila, because the Chinese Kingdom is such that their vassals may
survive without foreign trade, and the Macao inhabitants are considered
by the Chinese authorities as Chinese vassals (dependents).”®?

A similar view, believing that trade with Asia was strategically more
important than trade with America, is illustrated by a document entitled
“Dissertation to prove that the East Indies were more important than the
West Indies, because of its commerce, and connected with this we unveil
the origin of the contemporary decadence of Eastern trade, and the
Spanish state of poverty.”®?

Due to its geographical position, Macao was forced to buy its goods
in Canton: “Within the limits of the city no products or textiles are pro-
duced and all that is necessary for these voyages [of trade with Southeast
Asia, Japan, and India] has to be brought from Canton in junks and other
ships;” the food supply also depended on the goodwill of the Chinese.®*

The Macao merchants would choose their own representatives to
negotiate and establish contacts in Canton. The presence of Portuguese
traders in Canton was occasionally used by the Chinese authorities, in
the event of a dispute between the two nationalities, to force Macao to
obey and execute their instructions. In 1621, for example, the Chinese
mandarins threatened to capture the Portuguese who were in Canton

and to keep their silver in order to make them destroy the houses built
by the Jesuits in the “Ilha Verde.”®

Fairs and Merchants

The most prestigious silk came from Central China, especially from
Jiangsu and Zhejiang. External demand (particularly from Europeans)
for Chinese silk led to the rapid economic development of the Chinese
regions where silk was produced and marketed (Canton and Fujian
Provinces). The Chinese proverb quoted on the title page of the present
text: “Above there is heaven, on earth, Suzhou and Hangzhou,” reflects
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this prosperity. Chuan Hansheng mentioned the important part played
by American demand for silk in later Ming and Qing times in the devel-
opment of the cities (in the Jiangsu and Zhejiang Provinces) mentioned
in the proverb above.®® The biennial fairs in Canton (December/January
and May/June) could last several weeks or months. Various textiles, Chi-
naware, and other products were also bought by Portuguese traders at
these fairs.”

How were the merchant ships received in Manila? The Chinese
ships would arrive in the Bay of Manila, whereupon a Spanish ship on
guard would go out to meet them; three soldiers would then accompany
them into the port of Manila. The officers from the Royal Treasury of
Manila would board the ships to evaluate and register the cargo and
would then charge 3 percent of their global value. The goods were trans-
ferred in sampans to the Paridn (Chinese market place)®® or to other
warehouses where they could be sold. The main cargo, as already men-
tioned, consisted of raw silk and textiles which could be sold freely with-
out interference from the Spanish authorities; silver and reales were the
only currency used for trade.®’

In Manila these goods, which arrived from the south during the
monsoon season (March and April), were transported in the galleons
which in June would sail to Nueva Espafia. The most powerful mer-
chants, however, the sangleys’® (Chinese) and the Spanish, would remain
in Manila to sell the rest of their goods to the highest bidder.”! Some six
to seven thousand sangleys lived permanently in Manila, three or four
thousand of them in the vicinity of the Chinese marketplace. The num-
ber of Chinese who sailed on this route was estimated to be “more than
two thousand.””?

By the end of the sixteenth century, an average of forty junks from
Guangzhou, Quanzhou, and Fuzhou, which mainly transported silk,
but also other Chinese goods, traveled to Manila. Sebastiao Soares Paes
states that in 1633, with the beginning of the Royal monopoly of the
Macao-Manila route, direct trade between China and Manila was inten-
sified: “Forty ships called somas left the province of Chincheo (Fujian,
mainly from the bay of Amoy) for Manila overloaded with merchan-
dise.””® Pedro de Baeza refers to an annual average of arrivals (by the end
of the first decade of the seventeenth century) of thirty to forty junks
from the province of Fujian, which would come and sell embroidered or
plain silk in exchange for the much desired silver. Possibly exaggerating
a little, Baeza estimated it to be 2.5 to 3 million reais of silver annually.”
A rather more realistic statement is the one which, in 1591, estimated it
at about 300 thousand pesos annually. The currency normally used was
the silver peso of eight reais.”
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The volume of goods transported by Chinese traders provided the
Manila customs with 40,000 pesos annually in customs duties calculated
at a rate of 3 percent. The sale of this merchandise gave China an annual
income of one and a half million pesos in gold.”®

In the last quarter of the sixteenth century, Chinese traders from
Fujian Province played a leading role on the China-Manila route. This
is clear from the level of tax they paid, which frequently exceeded 50 per-
cent of the revenues from customs duties in Manila. The Chinese goods
into Manila continued to increase; from 80 percent, at the beginning of
the seventeenth century, it accounted in 1641-1642 for more than 90
percent of taxes paid in Manila (in relation to total tax revenue).””

The origin of this Chinese influence was both internal and external.
The economic and social development of the late Ming Dynasty was an
internal factor, while external factors included Chinese control of the silk
trade, the war between the European nations in the Indian and Atlantic
Oceans, long-standing experience of trade in the Indian Ocean, and the
shrinking of Japanese trade in the Philippines.

However, those who suffered most from this increase (commerce
established directly with Manila by the Chinese from the provinces of
Fujian and Guangdong) were the Portuguese from Macao. They felt
that their position as intermediaries between the Chinese consumer and
producer markets and the Philippines was weakening. Another factor of
concern to the merchants from Macao was the direct commerce which
existed between Manila and Japan, in spite of official bans. There were
numerous rulings by the Portuguese authorities, especially by the
Capitao geral of Macao, aimed at impeding and even forbidding trading
by “Chinese merchants with Manila and Japan.” Fines and punishments
were prescribed for those who did not obey the law: five hundred par-
daus of reales and confiscation of the goods in favor of the Royal Trea-
sury. Those who denounced this type of trade would be rewarded with
a sum of 100 pardaus, to be paid by the guilty party. These regulations
were published in the usual places [on the city walls of Macao] with a
translation in Chinese.”®

Maritime commerce opened up during the Ming dynasty (at the
end of the sixteenth century) and stimulated Chinese trade with South-
east Asia, as testified to by both Chinese and Portuguese documentation
of that period. The letters from King Philip, for example, illustrate the
way in which the authorities tried to protect the interests of the Iberian
Empire in Southeast Asia. The aim of such legislation was to prevent
Chinese merchants (chincheos) from sailing directly to the regions of the
“Sunda, Patane, Andregir, Jambix and Solor” and buying pepper and
sandalwood directly, thus protecting the routes and markets connected
with Portuguese Malacca.”” The opening up of the Middle Empire to
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external trade made it easier for Spaniards from the Philippines to trade
directly with China. The merchants from Macao, however, protested
strongly. An example of this is the letter from the Viceroy and Bishop D.
Pedro de Castilho to the king, in which the former spoke of the interests
of Macao’s inhabitants, forbidding “the Spanish from the Philippines
trading directly with China.”®?

Data included in the chart, such as the “Annual average value, in
pesos, charged by the customs of Manila and the percentage of the total
amount of income obtained,” lead us to the following conclusion:

The peak period of trade on the Macao-Manila route does not coin-
cide with the period of peak trade on the China-Manila route. Between
1580 and 1645, Chinese maritime trade with Manila accounted for
most of the money collected in taxes by the almojarifazgo (with the
exception of the period from 1586 to 1590, the only time when com-
merce in Nueva Espafia was over 40 percent, reaching 61 percent of the
customs reventues).

The initial period (1580-1600) was also the “take-off” of trade
between'China and Manila, which increased from 28.02 percent (corre-
sponding to 3,750 pesos as an annual average in 1586-1590) to 56.4 per-
cent (corresponding to 24,155.5 pesos as an annual average in
1596-1600). During this period no ships from Macao were registered by
the Manila customs; goods from Macao were probably carried on Chinese
ships).

During the following period (1601-1620), there was little com-
merce from Macao whereas Chinese commerce with Manila expanded
and indeed peaked. There was a sudden rise of 70.03 percent (30,104.2
pesos) in the annual average of the almojarifazgo in 1601-1605, reaching
91.4 percent (64,432 pesos) in 1611-1615, after overtaking 78.5 percent
in 1606-1610. It is interesting to note that this peak in Chinese com-
merce cotresponds to shrinking Portuguese trade between Macao and
Manila (with lower annual averages: 1606-1610 with 8.6 pesos, which
represented 0.01 percent of the customs duties levied in Manila, and in
1611-1615 with 50 pesos representing 0.1 percent of the almojarifazgo).
From 1515 onwards Chinese trade in Manila began to decline.

The period of recession lasted from 1620 to 1645 (lasting until
1670-1680, which was the beginning of another long period of expan-
sion); Portuguese trade with Manila peaked at that time.

Trade between Japan and Manila, however, was on a much smaller
scale. It began between 1591-1595 (295 pesos corresponding to 0.8 per-
cent of the a/mojarifazgo) and 1596-1600 (258.5 pesos corresponding to
0.6 percent of the almojarifazgo). It should be noted that no ships from
Macao arrived in Manila during these ten years. Thus, some merchants
from Macao may have used certain Chinese ships. In the following
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period (1601-1605), there was a rise to 572.20 pesos as an annual aver-
age, corresponding to 1.33 percent of the global value of the almojari-
fazgo. The final period (1606-1635) was one of recession with 46 pesos
in 1606-1610, then a small recovery in 1616-1620 with 353 pesos, but
then with the lowest point in 1631-1635 for an annual average of 17.4
pesos.

As for trade originating from India, the years 1626-1630 were, in
terms of percentages, those which contributed most (7.05 percent, corre-
sponding to 1,813.25 pesos) to the almojarifazgo of Manila; although,
1620 was the year in which the cargo of the nine Portuguese ships which
sailed from India to Manila was most valuable. Therefore, although no
ships were registered between 1616 and 1620, the value of the customs
duties paid in 1620, divided by the respective fifth (1616-1620), still cor-
responds to the highest annual average with a value of 2,463 pesos. The
years in which registered cargo was least valuable were 1611-1615 and
1641-1645, when an annual average of 396.5 and 507.2 pesos were levied
respectively.

It is interesting to note that in the periods during which the mer-
chants of Macao were not able to send their ships directly from Macao
to Manila, Portuguese commerce with Manila used other intermediary
ports in Southeast Asia to trade with Manila such as Macassar, Cambo-
dia, and Cochinchine. Malacca sent at least one ship in 1597;8! its cargo
was evaluated and registered in the accounts of the almojarifazgo at a rate
of 1.99 percent, with 861 pesos as an annual average from 1596 to 1600.

Caution is required, however, when interpreting the above data
because they do not provide all the facts about maritime traffic along the
Macao-Manila trade route. What must be taken into account is the fact
that since trade was often officially forbidden, its continuity was ensured
through smuggling. Other routes, depending on the period and politi-
cal circumstances, permitting communication with Manila, would chus
be used, namely via Southeast Asia, India (especially from Goa), or from
Japan. From the Indian ports of Goa, Malabar, and Coromandel and
from Malacca, some fifty Portuguese ships arrived in Manila between
1577 and 1644. Another way of getting around official restrictions was
by using ships from other countries—such as Japanese vessels in 1591,
1599, 1600, and 1601—to carry Portuguese goods. It is probable, how-
ever, that Chinese ships were used for most of the clandestine commerce
between Macao and Manila, with independent merchants from Macao
traveling in ships originating from Canton, or through respondentes
(Chinese agents).®? Further documentation supporting this can be found
in the legajos (codex) of the Contadoria which refer to the presence of
Chinese Christians in 1633 and 1634, and also mention that the Chi-
nese captain of one of the thirty-nine ships in 1608 was Christian. They
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also say that of five of the thirty-three Chinese ships in 1631 were owned
by a Chinese Christian. The Portuguese could therefore use some of
these ships which were registered in customs without mentioning the
place of origin, as well as some of the registered coastal trade ships.

Chinese Merchants in Manila

The large quantities of silver transported by the Spaniards from America
to Manila gradually attracted more merchants, especially from China.
The Chinese community in Manila quickly grew and prospered. Many
(about 2000) of those involved in trade with Manila came from the city
of Zhangzhou in Fujian Province, and sometimes stayed for a long
period of time (the term used for such a period in Manila was “spend the
winter”) in order to sell their goods at a more advantageous price.

Many of the Chinese who came to Manila settled there perma-
nently, but there was also a Chinese community living there temporar-
ily. The Chinese were all required to live in a quarter under the Spanish
name of Alcaiceria, and known in Chinese as Jia Nei. However, it was
referred to locally as paridn (meaning the silk market), which clearly
reveals that their main activity was the silk trade. This Chinese group
comprised the most important traders in Manila. The Chinese com-
munity included a large number of non-differentiated workers, but also
a highly-specialized group, featuring a large variety of artisans who,
according to contemporary sources, were extraordinarily versatile. They
were considered essential (“without Chinese people, Manila would be a
miserable place; thanks to them, Spain becomes wealthy”®?) to daily life
in Manila and in the Philippines, for they were generally recognized as
able and conscientious workers.

Chinese migrants settling in Manila belonged to the lower social
classes. Friar Juan Colbo refers to their humble origins, saying they were “the
scumn of the Earth,” but among them there were also merchants who grew
rich from the Macao-Manila trade. While trade was dominated directly or
indirectly by rich merchants, some less prosperous men competed with
them. Such trade was authorized (after 1567) by the Chinese authorities.
Some of the traders used novel methods such as granting credit.®

Such Chinese predominance can be traced to internal and external
factors. The most important were, internally, Chinese economic and social
development at the end of the late Ming dynasty and, externally, control of
the silk trade from China by the large Chinese community living in South-
east Asia. Chinese traders profited from the rivalry and war between the
European nations in the Indian and Atlantic Oceans. They also had con-
siderable trading experience with Southeast Asia and a large merchant fleet,
and benefited from the reduction in Japanese trade in the Philippines.
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Conclusion

During the late sixteenth and the seventeenth centuries, Macao, Japan,
and Manila were powerful commercial centers for trading in silk, silver,
and other Chinese goods (such as porcelain). This activity must be ana-
lyzed in the historical context of trade between East and West. The Euro-
peans in the sixteenth and seventeenth centuries established direct contact
with the Asian sources of production and endeavored to control them.

During this period, silk, silver, and porcelain assumed a predomi-
nant role on the Macao-Manila route and throughout the Macao trade
network. Portuguese commerce rapidly expanded into a unique global
trade network. The dynamic network that connected China with Pacific
and Adantic markets has been studied by Pierre Chaunu, who pointed
out the correlation between overall European price levels (particularly in
Holland and Spain) and the overall situation of Pacific trade.®

Manila and Macao became important trade centers in the Far East
for two main reasons: the first was the geographical and political situation
of the two Iberian colonies. Macao acted as the gateway to China, and,
with Manila, served as intermediary for Chinese trade to Japan, America,
and India. The second reason was economic and technological, and
relates to the seafaring capacity of Portugal and Spain which allowed a
direct connection between the Far East and the European worldwide eco-
nomic system. Macao and Manila became the most important interme-
diaries for silver from both Nueva Espafia and Japan to China {which
absorbed most of the silver available in the sixteenth and seventeenth
centuries).

According to recent research on China,® from the last quarter of
sixteenth century until the fall of the Ming Dynasty (1644), most of the
silver imported by China came from Japan. However, American silver
was also relatively important in the global amount of silver (10 million
taels) in the Ming treasury (Taicang). Silver imports during the late
Ming Dynasty rose to unprecedented levels and exceeded the scale of the
pepper trade. From 1570 to 1642, the Chinese treasury recorded a grad-
ual increase in silver from 2.3 million to 23 million taels.®” Silver
exported by the Portuguese to China until 1639, amounted to a little
more than 2 millions kg: 1.65 million kg from Japan and 500,000 kg
from Manila and via the Cape of Good Hope.® In the course of the six-
teenth and seventeenth centuries, the silver trade made a significant con-
tribution to the progressive circulation of money in Asiatic trade.

Considerable external demand (both European and Asian) for
Chinese silk as well as Chinese demand for silver motivated the eco-
nomic and social development of the Chinese silk production and trade
centers.? According to W.S. Atwell, the Ming economy benefited from
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the silver trade in various ways: the development of agriculture, with
particular regard to its specialization and its trading system; the rapid
development of the artisan industries; the enlargement of the interre-
gional trade in volume and new markets, and a general modification of
the tributary system.”®

The silk trade within Asia and to Europe, via Portuguese routes to
Japan, India, and the Cape of Good Hope or Spanish routes via Amer-
ica, contributed greatly to the development of the American, European,
Indian, and Japanese silk industries. Paul Mantoux states, with regard to
the repercussions of the Eastern textile trade on Europe, that “la nou-
velle industrie est fille du commerce des Indes.”! Finally, East-West
trade and the Macao-Manila route in the sixteenth and seventeenth cen-
turies gave rise to contemporaneous European debates on mercantile
theories.”? F. Mauro says that the long maritime voyages were one of the
most innovating and progressive factors, although the European eco-
nomic system was still “commercial capitalism of a mixed nature”
because it coexisted with a manorial system where archaic agriculture
was predominant.”?

The Chinese maritime trade may be classified into two main types:
first, the governmental or official tribute trade, known in Chinese as
Gong Mao; and second, the private trade, called Si Mao, which might be
legal or clandestine, even including piracy. Private trade was regarded as
smuggling by the Chinese imperial authorities until 1567 when it was
legalized in Fujian Province.”

Thus, according to official Chinese regulations, the only way to
trade with China was within the framework of the official tribute trade.
The imperial administration only accepted those foreign countries tra-
ditionally registered on the list of the countries that paid tribute to the
Chinese emperor. Thus, the Europeans were excluded from the official
tribute trade, but the profits of the trade were so large that the Por-
tuguese, and subsequently other Europeans, were stimulated to try hard
to find a means of trading with China.

At the beginning of the seventeenth century, increasingly frequent
Dutch and English attacks on the large Portuguese naos (ocean-going
ships) and on Portuguese territories in Asia became a determining factor
in weakening the Portuguese Estado da India (demographically, politi-
cally, and financially). These attacks had some significant consequences:
in 1639, Dutch diplomacy succeeded in having the Portuguese banished
from Japan; Malacca fell to the Dutch in 1641; navigation technology
improved and this new technology was incorporated in smaller Por-
tuguese ships, in order to make them faster and better able to escape
from attacks at sea; Portuguese diplomacy made new agreements with its
old enemies (an armistice with England in 1635 and with Holland in
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1644) in order to break the blockade on Portuguese settlements in the
Indian Ocean and Macao. From 1635 to 1644, according to A.R. Dis-
ney, the freight of the East India Company ships and of the Courteen
Company was an effective way of breaking the Dutch blockade in the
Indian Ocean.”

Under the terms of the Spanish agreement on sovereignty over Por-
tugal, trade between the Portuguese and Spanish colonies was forbidden
in order to preserve the specific economic interests of both societies.
Thus, the Macao-Manila route was banished by the Spanish-Portuguese
administration because it competed with the routes of Seville-America-
Philippines and Lisbon-Goa-Macao via the Cape of Good Hope. The
cause of this rivalry was the fact that Mexican and Peruvian markets were
better supplied with silks and other Chinese products from the Philip-
pines, thereby importing fewer worked silks from Spain. The Portuguese
central power and traders associated with the Lisbon-Goa route also saw
their usual profits reduced when the Macao and Malacca traders sold the
silk directly in the Philippines. The profits from customs duties in Goa
and Lisbon fell as goods transported on their routes were reduced.”

During the late sixteenth century and the first half of the seven-
teenth century, in spite of successive orders reaffirming the bans, the
Macao-Manila route was frequently plied by private and clandestine
Portuguese and Spanish traders. However, in response to pressure from
the Portuguese in Macao and the Spaniards in the Philippines, the
authorities in Manila and Goa, on behalf of the central authority in
Madrid, legalized the Macao-Manila route during certain periods. The
tolerance and subsequent regulation of clandestine Macao-Manila trade
by the Portuguese Goa authorities must be related to the economic dif-
ficulties of the Estado da India. Some of the profits from Macao-Manila
trade (such as the royal monopoly or concessions) were channeled into
the royal treasuries of Manila and Macao, while others went to supply
the Estado da India in its war against its European and Asian enemies.”’

As usual economic interests drew the line between solidarity and
conflicts. The Portuguese Macao traders protested against the admittance
of the Portuguese Goa traders to the Canton fairs. In 1622, the viceroy
protected the Goa traders against the Macao protest, by giving written
authorization for their participation in one of the two annual fairs in
Canton, and tried to exclude the Macao traders from that fair (Septem-
ber). The Macao casados™ accused the Goa traders of being a threat to the
stability of Portuguese-Chinese relations. They accused the Goa traders of
not observing Chinese traditions and law and of merely seeking a quicker
means of making money, as when they bought slaves to take to India in
contravention of Chinese law and Macao-China oral agreements.”
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In the years 1580-1642, three different phases in Macao-Manila
trade may be distinguished according to the number of ships and cus-
toms duties paid in Manila. First, the “start-off” period (1580-1600);
second, the development period (1601-1621); and finally, the expansion
period (1622-1642), which was interrupted when Macao-Manila rela-
tions were officially severed as a consequence of Macao’s support of the
new Portuguese King, Jodo IV, ending sixty years of Spanish sovereignty
over Portugal.

The development of maritime trade during the Ming dynasty after
the mid-sixteenth century is recorded not only in Chinese documents,
but also in those of the Portuguese and Spaniards. Chinese merchants,
especially financiers, played an important role in Macao trade as well as
in the economic life of Manila. This was recognized by the Spanish writ-
ers of the time who refer to their presence as indispensable.

During the sixteenth and seventeenth centuries, Macao traders
faced competition from Chinese traders, especially from Fujian, Zhe-
jiang, and Canton (Guangdong). Between 1580 and 1645, Chinese trade
with Manila reached a peak both in terms of the number of ships and
the amount of duties paid to the Manila customs—except in 1586-1590
when the Nueva Espafia provided 61 percent of the total tax revenue col-
lected by the almojarifazgo.

The peak period in the Macao-Manila trade (1621-1642) does not
coincide with the peak period of trade between other Chinese ports and
Manila, but was complementary. The years 1611-1615 marked a peak in
China-Manila trade (excluding Macao) with 64,432 pesos (annual aver-
age) corresponding to 91.4 percent of all duties paid in Manila. In that
period, Macao only represented 0.1 percent of Manila customs duties.
The intricate correlation between Chinese and Manila trade meant that
when trade declined in China, it did so too in Manila. The years 1671-
1675 saw the lowest level of Chinese trade recorded in Manila with
19.05 percent of the Manila almojarifazgo.'®

Japan-Manila trade was generally on a smaller scale. The period
1601-1605 was its peak period with 1.33 percent of the Manila afmo-
jarifazgo. When Macao traders had difficulty in sailing directly to
Manila, they would sail there from other ports. They probably did this
from Japan in 1591-1600. India-Manila trade reached its peak in 1626-
1630 with 7 percent of the Manila almojarifazgo. However, in 1620,
nine Portuguese ships arrived from India with the most valuable cargo
recorded during the 1586-1642 period.

A practical capacity to overcome obstacles by finding alternative
trade routes was an example of Macao’s ability to survive the interruption
and loss of trade with Japan, Manila, and Malacca. Macao traders
resorted to clandestine traffic through Chinese agents or by shipping
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goods along alternative routes from Siam, Cambodia, Cochinchina,
Tonkin, Timor, and Macassar.'®! From some of these ports, Macao mer-
chants were able to trade with Manila when Macao ships were banned
from that port. According to Claude Guillot, the best period for Macas-
sar and Banten trade (until the late seventeenth century) was when they
traded with Manila.'®? During the second half of the seventeenth century,
Macao traders were particularly active in the Macassar-Manila trade.!®?
Ships from other European countries were also used by Macao traders.
The English ship of Francis Breton, President of the East India Company
in Surate, is an example of the ships sent to Manila in 1644-1645.'%4

The Portuguese community of Macao mixed with the Chinese
community and adapted to Chinese customs. By the late sixteenth and
early seventeenth centuries, Macao had become a cosmopolitan city with
strong financial roots, which was defended militarily by a network of for-
tifications against its numerous maritime enemies such as the Dutch
and English.

The Portuguese model of expansion established in the Indian Ocean
was reproduced in Macao for several reasons: its preference for luxury
goods such as silk, porcelain, and silver; the great mobility of the Por-
tuguese; and the centralized system of administration (in spite of the
original dual form of power, in which the city council played a funda-
mental role in Macao trade).

Macao was in fact an exception in the Portuguese Estado da India,
due to its particular geopolitical and economic situation. Its fragility
stemmed from its vulnerability to Chinese attacks, as the Chinese could
simply close the Macao gate—Porta da Barreira—thereby preventing
trading activities and submitting the city to famine. On the other hand,
Macao’s strength lay in the fact that it played a key role in the dissemi-
nation of the abundant and precious Chinese merchandise, and also in
the silver trade, of strategic importance to China and, in particular, for
the superiority of the Guangdong authorities over those of Fujian.

Macao was dependent on Chinese trade and the traders played a key
role in Macao policy. Thus, when the Portuguese aristocratic officials
were strong enough to impose a utopian expansionist policy in Macao,
the city clashed with the Chinese authorities, became unstable and trade
diminished. The pragmatism and realism of Macao’s people and their
collaboration with the Chinese authorities were decisive for the accep-
tance of the Portuguese in China, as well as for the stability of Macao
over the centuries. Macao was a Portuguese city, but nevertheless
accepted that sovereignty over its territories be shared between Portugal
and China. This was what made Macao a unique city and society.

Thus, the Macao maritime routes, as mentioned earlier, were not
only commercial in nature. Founded on mutually profitable trade, they
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naturally developed as a point of convergence between the different
communities which shared and exchanged customs, cultures, and reli-
gions.

Notes

1. Chinese adage, from the Ming-Qing Dinasty, expressing the prosperity of the
meridional Chinese cities of Suzhou and Hangzhou due to the increase in the
demand for silk from foreign markets. Chuan Hansheng mentioned the important
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tional des Orientalistes, Section organisée par Michel Soymié (Paris: LAsiathéque,
1977), p. 86.

2. Also called The Middle Kingdom or The Great Middle Empire.
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and Jean Aubin, 1988), pp. 21-29.
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Godinho, Os Descobrimentos e a Economia Mundial, 2 vols. (Lisbon, 1963-1965), or
4 vols. (Lisbon, 1983-1984). For a global view of the Malacca trade routes see Luis
Filipe Ferreira Reis Thomaz, “Os Porrugueses em Malaca, 1511-1580,” 2 vols.
(Graduate thesis, Biblioteca da Faculdade de Letras da Universidade de Lisboa, Lis-
bon, 1964); on Southeast Asia and the Malasian and Indonesian archipelago, sce
Luis ER. Thomaz, “Les Portugais dans les mers de I'Archipel au XVI siecle,”
Archipel, vol. 18 (1979): pp. 105-25; and Manuel Lobato, “Politica e Comércio dos
portugueses....”

S. See J.E. Willis, Jr., “Maritime China from Wang Chih to Shih Lang: Themes in
Peripheral History,” in From Ming to Ch’ ing: Conquest, Region and Continuity in the
Seventeenth Century, eds., J.D. Spence and ].E. Willis, Jr. (New Haven, 1979), pp.
210-13.

6. See the letter from Felipe I of January 1595, asking the viceroy Matias de Albu-
querque for his opinion on how to limit the Chinese pepper trade to Malacca:
“impedir os chineses [Chinchéus] de ir buscar pimenta a Sunda, patane, paru [sic],
Jambiz [sic], Andrigim, e outros locais [not mentioned], e unicamente autorizi-los
a negociar em Malaca para bem da Fazenda Real” in APO., fasc. 3°, par. 1, doc. 78,
Pp- 286-99; also in Boletim da Filmoteca Ultramarina Portuguesa (Bol. FUP)., no. 2,
pp- 309-12. The original is in the Historical Archive of Goa (HAG), Livros das
Mongaes, No. 3-b (fls. 430-37). Another letter from D. Felipe I of 28 February
1595, from Lisbon, giving details of the same order to Viceroy Matias de Albu-
querque, to forbid “por todos os meios (manda envias duas fustas com 60 soldados),
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escrevera ao rei a denunciar igualmente esta grave situagdo, visto ser necessirio
favorecer a comunidade crista de Solor, que vinha aumentando,” in Filmoteca Ultra-
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documento 44; Bol. FUP, no. 2, pp. 332-33; HAG., Livros das Mongées, no. 3-b (fls.
589-90r.)
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monopolized by Portuguese traders during the forbidden period of trade between
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the Dutch.
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ered to be the beginning of the European private trade to Japan. See G. Schurham-
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do Nome de Deus da China” in C.R. Boxer, Great Ship From Amacon, p. 40.
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Boxer, The Great Ship, p. 157.

Marco d’Avalo, “Descrigao de Macau, em 1638,” in Boxer, The Great Ship, p. 86.
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total tax revenue (of the almojarifazgo) of Manila. See Pierre Chaunu, Les Philippines
et le Pacifique des Tbériques XVIe-XVIlle sitcles, Introduction méthodologique et indices
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se faz com Lopo Sarmento de Carvalho, por via da transagdo,” Codex CXVI//2-5,
fl. 99, of the Biblioteca Publica ¢ Arquivo Distrital de Evora published in the Didrio
do 3° Conde de Linhares, pp. 87-91, and in the work of C.R. Boxer, The Great Ship,
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“Regimento que se deu a Roméo de Lemos que vay por administrador das viagens
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papers of the Capitdo Geral [Captain General] of Macao, D. Francisco de Mascaran-
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“Carta do Desembargador Sebastiio Soares Paes para a Princesa Margarida,
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Boxer, The Great Ship, pp. 280.
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In the original: “Aplicando tudo o que ellas montare aos gastos da riveira de Goa
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period extends from 6 February 1634 to 16 February 1635.
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