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Where is it 2—In Krugersdorp. I can send it in. 4
1 shall be glad to have it.—Then T shall only be too pleased to hand it in to the. 3

Commission.

1.34d- Mr. G. A. A. MIDDELBERG, after being duly sworn, said:

8 evi-

Before proceeding to answer the questions which will be put to me, I should like§
to have the opportunity of supplying certain information, in consequence of the -
interrogatory of witnesses which has already taken place. The most important point -}

lands of the accusation laid against the tariffs of the Netherlands Railway consists in the
Y oush shave of the esrriage obtained by us in the traffic from the seaports to Johanneshu
The accusation that the tariffs from the ports to Johannesburg should be higher by 3
our taking a greater share of the ]E;roﬁts, than they would be if we accépted a lower
share, is devoid of foundation. Let us commence with an illustration, which will
When two individuals decide to build a house,

make the situation and position clear.
and provide the necessary funds therefor, and when the rental of that house has been

ﬁxedI,) then it is certainly a matter of indifference to the tenants of the house what
share of the rent each of the two owners receives. This is exactly the same in t
case of the share of carriage received by each of the administrations in the traffi
with the ports. Let me now return to the history of the present existing tariffs. Wh
of pre- the railway from the Cape ports to Johannesburg was completed, the Cape Govern:
nihway ment had obtained the right, by the so-called Sivewright Convention, to raise the:§
tariffs entirely at their pleasure, only binding themselves to pay out a certain share i
the N.Z.A.S M, These tariffs exist at present, although since then reduetions h
been introduced here and there. So far as I know, prior to six months ago, no obj
tion was uttered against these rates, and the agitation which has arisen durin
ast few months has certainly surprised both you and me not a little. When
elagoa Bay line was opened for traffic, we asked ourselves, as any railway mans
ment would have done, what rates must be introduced on that line, so that that
should have a share of the traffic in accordance with the forwarding capacity of
vence of line, ‘The difference in rates from Delagoa Bay with East London was tixed on
Sﬁfynﬂfd average of 15s. per ton. Again, somewhat later, the construction and opening of
: JLondon e with Natal was negotiated, and again the question was asked, what tariffs shalf
surailvay e recognised on that line, so that also that railway connection should obtain a p
-7 portionate share in the traffic As you are aware, and as appeared later from expe
ence, the rates from East London to Johannesburg have assured also to Durban
sufficient share in the traffie. The rates from the ports to Johannesburg thus in t
s of difer- way stood firm with the most sound railway Erinciples. What share each of
lvarad administrations should receive therefrom has nothing to do with these rates, but
Lhrengh the result of agreement; or, if you will, of struggle between those different adr
entofthe trations. When, therefore, & limit was placed thereon, by the.Cape manage
it taking mesasures to prejudice the railways from Delagoa Bay and Natal, by de
ing from us a higher share of the rates, there was no mention of increase of
but alone of the ceding of a greater share by the Cape administration to us.
correspondence having reference to this is to be found in Green Book No. 1, 1895,
is surprising that these so simple facts are not graslged in Johannesburg, This is
more to be wondered at, because by a comparison of the so-called rates from Mid
River with those from Vereeniging, an elucidation of the fact could so easi
arrived at. But this-is' still more surprising, for when some time back a:di
agreement arose between the Free State and Cape administrations regandig
the share of rates which each should enjoy in the through traffic, and when §

o
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Cape administration threatened to extort a greater share for itself, no cry of

- they then fully understood that a higher share for the Cape administration was
‘ equivalent with a lower share for the Free State. I do not here contend that the
* rates from the ports to Johanneshurg are high, or low, or just; I merely wish to
- demonstrate that the share which the N.Z.A.S.M. has obtained has nothing to do with
E:. the tariffs from the ports. Certainly the N.Z.A.S.M. could have induced a tariff war,
. instead of warding it off; but I'consider myself fortunate that hitherto the tariff war
b has been avoided Many in Johannesburg would have rubbed their hands in esctasy
£ had the three competing railway lines to the ports commenced a tariff war in the
. genuine American manner. It requires no demonstration that this would have been

t. réspect to this State, the important fact should not be forgotten that it receives 85
g per cent. of those higher tariff shares, and of those greater receipts, and over and
. sbove this, as a large shareholder, about another 5 per cent. In place of which it
- -might have been expected it would have been said, « 'Fhou, good servant, thou hast, in
| -sccordance with genuine commercial principles, assured thyself of the largest share of
p: the  general revenue by which this State has been placegin a position to cover the
‘;.increasin% expenditure,”—a cry of indignation is uttered, which, taken at its least, is
b unjust.  Permit me now to subject the direct tariffs to a closer examination. In the
.. first place, people have distorted the shares of rates of the N.Z.ASM,, and made them
- to a%)ear as tariffs ; and they have compared them with those in other countries of the
i world.

E from the ports to Johannesburg, with the tariffs from the ports to other places in
i Sonth Africa, namely, to stations of the Cape Colony, Free State, and Natal. Had
b they done that, they would have arrived at the surprising result that not alone had

. State and Cape Colony. I attach hereto a statement of the tariffs per ton and per

Emile in the Cape Colony, Free State, and Natal, and I find that, far from the rates

ffrom the seaports to J. oKannesburg being high, when compared with those to other
places, they may be called exceptionally low.

RAILWAYS AND FROM THE PORTS TO JOHANNESBURG ;—

Railway (local traffic)— ’
£ 50 miles, delivery fee not included ... 6d. 2:80 480
g0, T, e e 540 240 360

” ” » " . . 490 2-20 330
long distances, such as Port Elizabeth, Johannesburg 4 171 2-68

al rate to Johannesburg—
From Port Elizabeth, delivery fee included 270 241 - 175
» BEast London " " 276 243 177
‘w Cape Town »” » 256 217 167
- Durban » » 379 334 2-43
Delagoa Bay » " 4:24, 364 252

T

b Johannesburg reason to pity itself, but all the other places, for instance, in the Free *

- indignation sE)ra.ng up in Johannesburg that the tariffs would be raised, because

$ greatly to the detriment of the whole of South Africa and its Governments. With share

Net
Ratl
of {
rates

It is astonishing that they have forgotten to make a comparison of the tariffs comp:

railwe
from

Johar
and fr
to oth

OMPARISON OF THE TARIFFS PER TON AND PER MILE ON THE CAPE AND NATAL Compars
5 af
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Timber, 3
Normal Goods. Medinm Clasa. (Rough .

Goods).
Rate from Port Elizabeth— , .
To Bloemfontein 390 178 '
, Kroonstad 318 1-97
» Viljoen’s Drift 285 - 2
» Kimberley 401 1-82
» Mochuli ... 358 197
Natal Railways (local traffic)—
25 miles ... 8 6
50 4-50 370
100 ,, and more ... 4 325

Netherlands South African Railway Company—
For all distances without terminals

Thus for instance, where the 2nd class goods are forwarded from Port Elizabe
to Johannesburg for 27d. per ton and per mile, the rate to Bloemfontein amounts to:}
3s. 9d., to Kroonstad 3-18d., to Kimberley slightly over 4d.; and we see that the
inhabitants at Viljoen’s Drift have to pay almost the same rate for oversea goods as
Johannesburg, certainly a proof that a shars of the rates from the Vaal river
Johannesburg has no effect thereon. But the differences come out strongly when wei3
compare the rate for timber to Johannesburg with that in the Cape Colony and th
Free State over similar distances. There we find that timber from Port Elizabet
Johannesburg is rated at 1'75d. per ton per mile, to Bloemfontein 2:60d., Kroonstad:§
2:87d., Kimberley 272d. The same applies to the Natal line, though in a somewha?
lesser degree. We now go a step further, and ask under what rates the mining indusiry

witvay in Rhodesia will have to come for development. People have fixed all hopes on
aines. development of the mines in Rhodesia. Nowhere have I heard it asserted that
mines are richer than those on the Rand. Well, now, the rate from Port Elizabet.
Mochuli in transit to Rhodesia amounts, for normal goods, 9-4d. per 100 lbs., aga
81d. to Johannesburg, and the rate for timber 58d. against 53d. to Johannesb
To this rate there must still be added the rate over the great distance from Mochi
the gold fields. Is it not marvellous how anyone can think of the possibility of
deveﬁoping these fields, when it would appear, with the existing rates to Johannesbur
already to be impossible. We see from the foregoing that, when anyone in Soukg
Africa has to complain regarding the high railway rates, it can certainly not, in b
first instance, be Johannesburg, but nearly all the other places in the Free State,
Cape Colony, and Natal which are deprived of the results of the privilege of 1
nearer the sea. And when the great wish, recently expressed, that the endeavou
all must be that all whites south of the Zambesi shall have equal rights is realised,
important reductions in the matter of railway tariffs will have to he introduced for{h
wilvay benefit of these other places. It is just because the prineiple of a State railway so liti@
Ples v~ anits the railways in South Africa, and the railways are rather managed on comme

Aiea. principles, that this more satisfactory result is obtained for Johannesburg. If the
State railway principles whereby privileges for one standard or class above another
excluded, were recognised here in South Africa, then this certainly would not com
the interests of of J%hannesburg tariffs. I now eome to the second great grievance:

ratestor coa] rates in conjunchion with the working costs. What has not been told rega
Ve 8™ the coal tariffs ? In the manifesto of Mr. Leonard, it was already contended, an
myself was mentioned as authority, that the profit from the coal rates for the mini
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industry along the Rand would be sufficient to cover the expenditure over the entire
. line to Delagoa Bay. This was repeated almost recently in the report of the Chamber
- of Mines, and by Mr. Eckstein. Mr. Fitzpatrick, with a dexterously chosen example,
‘which is really an exception, has attempted to give an illustration in the case of the
- {ieldenhuis Deep, of the weighty burdens which rest on the mining industry through
<. the coal rates. Another went so far as to quote the tariffs for coal on certain English
¢ railroads, and it was even said that because the Free State Railway charges the Cape
* Railway 3d. per ton per mile for the coal on behalf of the Cape Railways, this tanff
i -could be suitably introduced on the Rand. Why did they not go a step further,
-l,mowin% that the N.Z.A.S M. does not charge anything for the coal for its own use on
its own line, no more than the Cape Railways for theirs, and declare that thereby the
g proof was furnished that the coal for the mining industry could be forwarded for
& mothing ? The basis for the compilation of all tariffs is the calculation of the working gus
-costa, as well as of the interest and further necessary and actual expenditure. There pils
~xist two ways by which the working cost can be calculated. Let me, by an example, _ecoal.
“make both these modes of caleulation clear. Suppose a railway forwarded 100,000 o
: tons of goods per annum, and receives as carriage £1 for each ton, and let us allow %,
that the cost of working, say thus: the costs for the maintenance of roads and build-
ings, the actual cost for motor power, the cost of stations and traffic personnel.
Further, the general expenses, the interest, and the writings-off amount to £100,000,
en the costs are covered, and it can be said that the actual cost for the forwarding
f one ton amounts to £1. Suppose now that that railway, which has there not
reasched the limit of its forwarding capacity, gets an offer to forward 10,000 tons
more, and must do this at such a reduced price that it can make no profit, or, at least,
ﬁery little. To estimate the actual cost, which is necessary to forward these 10,000
tons; over and above the already existing 100,000, we go to work as follows: we say
the railroad is there, and is maintained. By the increased trausport of 10,000 tons
the interest of a railway is not increased, any more than the cost of maintenance.
The personnel of the stations remain the same, whether one or more trains have to
through. The only thing that costs more is the personnel and the fuel of the
taing which have to travel more. Suppose now we arrive at a figure of 5s. per ton,
for which these extra 10,000 tons could be forwarded, then we find at the end of the
year an income of £102,500, as against an expenditure of £102,500. That railway has
us remained in the same condition. Then, however, the forwarders of the first
00,000 tons say : “You can, and you admit that you can, forward 10,000 tons for
£2500. How can you then ask us to pay £1 for each ton?” And yet what a
difference in the account. In the example thus far quoted the returns for 110,000
ns are £102,500. Should, however, the whole 110,000 be forwarded for 5s. per ton,
e returns would amount to £27,500, or, in other words, a loss be entailed of £75,000.
“Here,in Africa, far too much is already forwarded for prices which do not cover the
st according to the first account. It is not long since the Commissioner of Railways
the Cape Colony assured me that the net cost of a ton of goods per mile on the wes costor
pe Railways, bearing in mind all the cost and expenditure for maintenance, o ¥
nounted to between 11d. and 2d. I could not believe that then, but recently I have Capemik
nvinced myself of it by the following calculation, which, as all the data were not at
y service, cannot lay claim fto entire exactmess, but is certainly sufficient for our
nrpose. I estimated the average revenue per ton of goods per mile on the
and Natal Railways. I said, were those estimated average prices reduced to
, how much would be the loss sustained by the Cape and Natal Railways, and
und that the smaller income represented & larger sum than the whole net returns
e Cape and Natal railways, after the subtraction of the interest of the construe-
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tion calpita.}. From it appears that, by a general application of a tariff of 11d. per ton
er mile, these railways would not be in a position to cover the interest and expenses. 4
E‘or our railway, ampler data are at my disposal, and applying the same method to 3
our returns, I come to the conclusion that the loss for the railway, after the payment 2
of all remaining costs, amounts to over £150,000; 13d. per ton per mile is thus below 4§
costsol our getual eost. It has been said that our working expenses must be exceptionally §
. low. The argument of the influence of low grades, so attractive for the layman, is 3
always brought forward. Did our working costs amount to less than those of the §
other railways in South Africs, then it eertainly would be the only thing in the
Republic that is cheap. I have never heard it stated that we pay extravagantly high
salaries to the personnel, or that our persomnel is too extensive, and yeta%ca.n assul
you that the working costs amount to considerably more than on the other lines.
this respect we are }])roceeding by degrees; each year the working expenses become
less, but it will be long before we reach the figure of the other railways. It woul
take me too far to sum up all the reasons for this, and point out the facts which place:
these reasons beyond any doubt. Should the Commission be interested therein,
Wivvs shall certainly give information later with regard to it. Now, it has not been m
& " intention in the above to contend that it is unsound policy to fix tariffs lower than the
actual cost, by which all expenditure is taken into consideration. We are quite
%uilty as the other railways thereto. The cattle traffic, for instance, is done at a mue
ower rate than the so-called actual cost, and demonstrates clearly how far we ean
with the lowering of the tariffs in South Africa. Where, for instance, a truck with g
eight oxen is forwarded on our line at a rate of one or one and & half tons ordinary:
normal goods, the Cape and Natal Railways forward this wagon as if it was only £
loaded with one ton oi? goods. When we bear in mind that the average load of 44
wagon is eight tons, then this eattle traffic, which certainly belongs to the mos:?
difficult class of traffic, and to which delay can do so much mischief, takes place a3
one-eighth of the tariff for ordinary 8. The forwarding of coal to the ports tak
place on all South African lines at 3d. per ton per mile, more or less. These exam
go to show how far we are already beﬁ)ow the average actual cost of traffie. Wi
rateson TeSpect to the rate of coal along the Rang, I shall certainly not contend that
lonz the sannot be lower. The returns are somewhat greater than the actual cost, but assured]
not so much as people think. Let us closely examine the returns of the coal tr
Here follows a list of the quantities of coal which have been forwarded on the
called south line, from Pretoria to Vereeniging, and Springs to Potchefstroom.

of ocoal TABLE OF (Co0AL—IN TONS—FORWARDED ON THE SoUTH LINE AND RaND

g
Er
i

e trans- (INCLUSIVE) TRANSPORT FROM BRUGSPRUIT AND BALMORAL TO STATI
SITUATED PAST PRETORIA:
1896.
November ... ... 76,589 tons.
Deecember ... ... 89876 ,,
1897.
January 81,898 ,,
February ... .. 16528
March .. 90735
April ... 88847 .

xy  coal In February the returns from the coal traffic amounted, including costs for
™ and platforms, all in all to £25,362 13s., or an average of 6s. 7d. per ton. In ¥
8 the returns amounted to £29,567 3s. 6d., or an average of 6s. 6d. per ton. In A
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&' the returns amounted to £28,411 4s, or an average of 6s. 5d. per ton. This was the aprit
j coal required for all purposes—mining industry, trades, and household use. The whole "
- revenue of this traffic, including the high cost for sidings so enlarged upon by Mr.
2 l?itﬁatrick, amounted in February to £25,362 15s, or an average per ton of 6s. 7d.
' In March the returns amounted to £29,569 3s. 6d, or 6s. 6d. per ton. In April
i £28411 4s., or 6s. 5d. per ton. Well, now, in these returns of less than £30,000 per
. month, people seek for the cowering of the expenses and the interest of the whole
g capital of the railway. Were this coal forwarded for nothing, then the loss in the
. returns of the railway, and almost the profit of the mining industry, would amount to
E. £300,000 or £360,000. Should your Commission come to the conviction that the
g needy mining industry could be practically assisted by a reduction of the coal tariffs, pegu.
. and 1f the opportunity were given us by a lengthened term of existence, then I do not =i
g believe that this would receive any preponderating objection from us. We could

‘g:omise, for instance, that for three years all mines which pay no dividend should

- have considerable restitution of the sum paid out by them for coal transport. This

§ manner of helping & poor industry was, inter alia, applied on the railways in Dutch

i India during the crisis of the sugar industry ; and we thus avoid that to the rich even

g more riches would be added. But, to proceed, we will now examine the actual profits

- and surplus of our railway, and also those of the Cape Colony and Natal. With

. Tegard to our railway, imagination has unfolded its wings, and as though we were on

k' the market, where people bid against each other, these profits have been mentioned a8 pogq
f - fabulously high. People have spoken of 1§ million, and I know not what besides. erisn
P Mr. Chairman, there is nothing of the kind; these figures exist solely in the imagina- "
- tion of accountants, who had no facts at their disposal. I attach hereto a list of the

f  actual surplus on our railway during the years 1895 and 1896:

- 9
En

TABLE OF SURPLUS—1895 AND 1896.

Table of
1805, 1898,
(Rough). i g

. £ s d £ . qd
nrplus after payment of the guaranteed interest, ‘ '
~redemption of loans, deposit in the Reserve
 Fund for extensions, truck hire, extraordinary
oases, &c. .

. ... 379209 0 4 890000 0 O
8'Of which the shareholders and the company
| receive - 56881 7 O 133,500 0 ©
And the State as shareholder e 14,282 16 0 86,000 0 0
The share of the surplus for the State (85 per
i, cent.) amounts to . ... 822327 13 4 756500 0 0
While in import duties was raised by the railway 187,337 2 8 242200 0 0
that after subtraction of the import dues, the :
share of the State in the surplus amounts to... 184,990 11 1 514,300 0 O
Surplus of the Natal railways—
Percentage on the construction capital 410 11 9 0%
Surplus of the Cape railways—
Percentage on the construction capital 7 810 819 ¥
Surplus of the Netherlands South African Rail-
way Com —
er subtraction of the share of the State, in about
ntage on the construction capital —_— 5 8 2 6 2 0

7. The surplus in the year 18986, after &)&fyment of the guaranteed interest, redemp- A?:"l::gso‘_
ion of loans, deposits in the reserve fund for extensions, wagon hire, extraordinary [tjes
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losses, ete., ete., amounts roundly to about £890,000, for the figures have not yet been A
iNeth- stipulated by the Government Commissioner in the Netherlands. Of this the share- 3§
pius of holders and the company receive £1,335,000, and the State, as shareholder, £36,000,

The share of the surplus for the State amounts to £756,500, according to the

concession, while £242,200 was raised by the railway in import dues, so that, after ‘i

dedueting the import dues, the share in the surplus for the State amounts to £514,300; 3

Well, then, Mr. Chairman, the whole surplus amounts thus to £514,300, plus £133,500.

This amount could thus be thrown into the lap of the poor mining industry. In ho

far this is necessary, in how far the State will ‘give up its income, is not for me

decide. I can only speak of the share which the company receives, and I for myself 3

can declare that, should the Government consider that we, by continuance, served to

work the line, and should the assurance be obtained, we would have no objection to:
t Uspe meet the wishes of the Government. I do not here need to repeat what surplus th
Cape and Natal railways could deposit in the lap of the mining industry in the sam
manner. This is a matter which does not lie in my path. I would only remark that.4
the profits made by the owners of the railways in the Cape Colony and Natal, are4
considerably higher than those of our railway, and hence I come to the important fac
that the surplus, according to the percentage, make a greater share of the gener
returns, and also of the returns of the goods traffic in particular. Should this appea
strange to you, and the desire be entertained to have further data, I shall be willingl
prepared to answer your questions. Before concluding, I must return to a couple
divi- general points. It has been declared that the railways must be satisfied with a
interest of 2% to 3% per cent., even when the market rate of the money should be

low. While this at the present moment amounts to 4 per cent., I can declare t

although I have seen many railways in my life which only paid out 23 to 34 per cen

dividend, I have never seen one that was satisfied therewith. On the contrary, I s

that even big railways in Europe, in the most populated eountries, carry th

dissatisfaction so far that they pay out dividends which are considerably higher—even?
as high as those of the mining industry in Europe. It is also said that the mining$
industry is an uncertain industry, and must therefore make biiger profits. We musi
consider, in this connection, what another witness has said here before your Com:3
mission, that the railway and the mining industry are subject to the sam
nty ofrigks. If the mining industry deteriorates, he says, the railway does also ina
¥ pro degree. Well, now, if that is so, then the uncertainty of the mining industry
decidedly a reason for the railway industry to desire higher sums for profit, and f
the rapid redemption of the capital when it stands and falls with the industry w
is declared to be uncertain, and which, in the natural course of circumstances,
one day come to an end. It has been said that our railway has the key of the situgs
tion in its hands. I will admit this for a moment, and declare myself satisfied thi
up to the present the possession of that key has been the reason for the prevention
a tariff war to the detriment of this State, and of very brief benefit to ce
, redue- merchants and the mining industry. I repeat that when we are further placed
in eon. position to work for the benefit of the State and the industry—and no attenti
on with given to the desire of many in Johannesburg to expropriate the line at any y
ther 8. when that cannot be done for other reasons—then certainly a way will be foun
" deal with the reduction of tariffs in conjunction with the Government and the pa
concerned. But this is certain, that the remaining railways in the other countri
South Africa can never thereby be lost sight of. Which portion of the returns of
various railways in South Afriea should be yielded for the profit of the mi
industry, and perhaps also of other whites south of the Zambesi, now labouring und
prejudicial conditions, can only be fixed in conjunction with the allied administra
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and with an eye to the general welfare; and not by the use, or rather misuse, of the

. possession of the key to the situation. I bave now come to the conclusion, but I

i must not omit to touch on a couple of minor points, which by declarations made

before you might have brought about an entirely wrong impression. It has been

- made to appear as if we are opposed to the construction of sidings, and as if it were Constr

- aur fault that the coal is still always forwarded in bags. Nothing is more unjust “*

; than that. We have frequently insisted, and are still insisting, that the mines make

; #idings, and when itis at all possible, we meet their wishes in the matter. For several

g years we have gone to much trouble not to forward coal in bags. For instance, we Trme

e always do it for our own service, and it has always been a puzzle to' me how, on ™%

account of the not inconsiderable cost, the traffic in bags is not given up. I have

repeatedly asked thereanent, but have never got a definite answer, and now at this

moment it is pleasant for me to be able to say that one of the mines between Elands-

fontein and JIt))hannesburg, even without having a siding, will make a fair trial of the

traffic without bags. The other points are of too subordinate interest, but perhaps I

shall find opportunity to bring these forward during examination. I thank you,

Mr. Chairman, for having listened to this declaration, and hope that you and the
embers of the committee will give me opportunity to further elucidate any points,

principle, or meanings contained therein, which may not be clear to you. After the

Jorégoing was prepared, I received the tariffs on the Beira Railway. This railway peirs

from Beira to Chimoio is the property of, and is worked by the same company which ™%

‘bas to develop the mining industry in Rhodesia. The length is about a third of that

from Delagoa Bay to Pretoria, and the rates are :—Machinery, corrugated iron,

§ -cement, provisions, liquors, and general merchandise, 7s. per 100 lbs.; furniture,

millinery, beds, &ec., from 7s. to 20s. per 100 lbs.; grain, 3s. 6d. per 100 lbs.; horses,

.mules, cattle, £3 10s. each. Before declaring the tariffs of the N.Z.A.S M. the highest in

the world, a comparison with that railway in our immediate neighbourhood should

‘not be out of place.

KER)

Mr. de Beer.

¢ According to the estimate you made in your statement, it carries about a million Estimat
na of coal per annum ?—Yes. erand
*" This is at an average charge of 5s. 6d. per ton 2—VYes.

way.
Average:

. Can you state to me the percentage of profit per ton ?—You cannot possibly take et
e class of goods individually in estimating profits. As I have said, the real ex- palim

gl’xl‘xses of one ton per mile is averaged on the entire traffic, and is 13d. per ton per ' ‘peat:
gile.  The carrying of coal on the d is certainly not the cheapest traffic we have 208

%’ot The cheapest traffic we have got is across the Free State, where the train is wer

sken over the boundary without any shunting. The carrying of coal on the Rand is

nder slightly more difficult cireumstances.

£2*"* The suggestion has been made to the Commission that the carriage price of coal Suggesta

£ could be reduced 80 per cent. Can you tell me the actual cost of coal ?—I eannot say tionor

e distance it is carried. rate on

It is said to be 28 miles ?—It is wrong to say it is 28 miles, because at the Distance

sent moment 500 tons of coal are sent daily from Brugspruit and Balmoral. franepo

Yon cannot give us what the price per ton per mile is?—No, I cannot doit. I

have it done for a month to get the average, but it would take a lot of time to do

hat.

~You have made use of the expression “the key of the situation.” Who has got ™2 ker

kéy of the situation %—We have got it. tion.
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It has been declared thav way before the Commission, and witnesses have further g
stated that if tariffs are lowered, that, as a natural consequence, the Colony and other 3
neighbouring States will have to follow suit, and if they don't do it we could get our 3
goods through Delagoa Bay ?—That is quite right. Assuming that the tariff from -§
Delagoa Bay was lowered considerably, §' atal will have to follow suif, and the Cape
will put the question to itself as to whether its traffic will still a{r, because the §
difference between the freight to Johannesburg and the tariff in the 80 ony will be so i
great that opposition will arise from the side of the inhabitants of Cape Colony, %
unless the local tariffs are lowered, and the Government will see it is better to drop

the traffic,

#on Can you carry coal at 3s. 6d. per ton from Springs to Krugersdo? without logs?
¢ to —] must again point out to you the different ways of caleulating. 1f one takes the %

o charges to the other traffie—maintenance, expenses, interest, amortisation of loans,
reserve fund, and so forth—and coal has to bear its share of general expenses, i} “3
conld not be done, but you could carry coal cheaper if you only have to charge for '§
hauling power. S

Mr. Schmatz-Dumont.

3 rall- You have said in your statement that the directors would have no objection to "3
I-pay- granting a restitution of freight an to mines which did not pay a dividend for three 4§
hines years 2—That is an idea I have thrown out, and I am quite prepared to abide by it if :§
the Government desire it.

You have not gone into details yet ?—I have worked it out in my mind. Of 3

course, if the idea were adopted, it wight not become a permanent institution. By

And for those mines that pay very low dividends %—We could make a sl

scale from 10 per cent. up to 50 per cent.; so that mines paying three per cent. woul

get a reduction of ten per cent. :

m ot The real railway surplus is £647,000 7—Ves.
Nather. What proportion would that be on the share capital of the company ?—Fifty

Nether-
iailway- per cent.

Do you know any railway which makes a profit of 50 per cent. --—You must bear:
in mind there are very few railway companies where the share capital is so small§
compared with the total amount expended. If the share capital were the whole
of building, the dividend would be nothing out of the way.

There are debentures?—You put the question whether I don’t consider the
surplus. If certain capitalists say we want good security for capital, with
interest, that has nothing to do with the economical position of the railway. Wi
have always carried ont the wishes of the Government, and also carried them out
this instance. 5

You propose that the Government must lose about £500,000 ?—ZExcuse me, I
not. It isa question of how much you car give, and return nothing. I don't
you must do it. ]

If the Government gave £500,000 and the company £133,000, how would i
possible and how would you bring about a reduction #—We could reduce machin
to a lower rate on an average of two or three months taking the same quantit

sionment traffic as exists at present. We should have to see how much less revenue we sh
TP get. Say we give £200,000 out of the surplus we should have to distribute that
3§ miwey I guch & manner thatZthe mining industry gets & share and agriculture as well
can give you every facility for getting an estimate.

cent. re- The mining industry wants rates lowered by 30 per cent. on foodstuffs, ma

ot . nery, etc. %—In one month the revenue of the entire goods’ traffic is about £200,
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and a third of that would be £70,000. That would mean a loss of £840,000 to the ent

railway, and that would be a bigger figure than could possibly be given according siv
to the surplus of last year.

Mr. Albw.

' May I ask you again what the gross receipts were in 1896 #—There will probably
b be a lot of -questions asked me about figures of last year, but I must state tiat they
i have not been fixed by the Railway Commissioner at Home, consequently I cannot be
. exact. Within a few weeks, the whole statement will be published.
& 1ltis a pity that we cannot have the figures approximately to-day.—If you put a
& question, I will give the figures as near as possible,
b What were the actual receipts of the Netherlands Railway for 1896 2—I will Nesh
E. E]l:e the figures approximately, and I shall be open to correction. [On referring to &y
g his portfolio, Mr. Middelberg could not find his date, and said he had omitted to bring

§ the ﬁgurea.]

ow, would it be correct to estimate the receipte at £2,970,000 for last year 2—I
“ esnnot give.you a reply with certainty, but the figures you name seem familiar to me,

“ and may be correct, but I am not certain.

g+ Iwould like to know how you arrive at a surplus of £500,000, as, according to

§ my figures here, we arrive at much higher 7—I don’t know. The report will be very

¢ shortly published, but I cannot give you details.

.~ It will be published before the Commission publishes its report ?—VYes.

When I was examined I gave figures, and I think they are pretty reliable, that wors
be actual receipte of the Netherlands Railway were £2,970,000,and the working R
expenses £1,237,000.—1 don’t think that last figure is correct. What is your source 8%
of information with regard to working expenses ?

* - I'would rather not mention that. From these figures I said that, if the Govern-
b ment were to expropriate the railway, and take last year’s figures as a basis, and allow
-6 per cent..on the debentures, and on the expropriation capital—We pay 4 per cent.
I say, if you allow 6 per cent., you get, in excess of actual receipts, £1,298,000.—
u must have made a mistake somewhere.
« It is a pity we have not got the figures before us. Now, you have pointed out to
ember of the Commission that the capital of the Netherlands Company is in itself
very small, but you have debentures which, to a great extent, cover the cost of the
paterial and building the railway line—Yes, to a great extent.
But you must not forget to point out that it is owing to the fact that the interest sute
on'those debentures is guaranteed by the Government that you are able to have such Rsiw
enormous proportion of debentures on the share capital. I could float a gold mine Pe=™
tha-small capital if the expenses of machinery and equipment, and the development
pof the mine, is.guaranteed by the Government in the shape of interest on debentures.
i.The eredit of this Government is so good that we would be quite satisfied if the Govern-
aranteed our debentures at 4, 5, or 6 per cent. That's a difference.—That is so

est that it it is unnecessary to argue it. You see the position is this: you must
ver forget that, on account of the Government guarantee of the entire amount of
sbenture intereat, the Government also gets 85 per cent. of the surplus; and the govern:
fovernment, gets nearly six times as much as shareholders. finretal

What I wanted to point out is that the Netherlands Company claim a special prott=
t for having 8o small a share capital, and a larger debenture ca.filtal since the
vernment of the Transvaal has guaranteed the debentures—I don’t claim any werit.
-1 want simply fo point out that, had these debentures not existed, your dividends
uld be inﬁnitesimall*;ro small, and the big profits over which we are shouting about
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would be nowhere~—I don’t think you understood my reply to Mr. Dumont. Heasked -
me how much was the capital and dividend, and I said so much. There was no pride -
in it, and we take no special merit. )
e May I ask you—1I hope I am not indiscreet in putting the question—what do you.
- estimate the bonus to the personnel to be ?—Two-ninths of £133,500. :
N It was in 1895, £18,500 7—Two-ninths of £56,000.
e You think this time it will be about £35,000. Now, the eapital of the Nether ;
*lands Railway is £1,166,000. In the event of the Government expropriating the ;
railway, considering that the Government has got 400,000 shares, this will leave about. S~
£700,000 to pay dividends at 4 per cent., and interest on debentures. Of course we
must assume, in case of expropriation, that the shares would have to be expropriated 3
at least at 150 per cent. premium.—I don’t quite follow you.
I wish to show in case of expropriation very little more would be required in the
shape of premium on guaranteed interest than the personnel alone receives here—~If
you take it for granted that the bonus to the personmnel is simply a present; you ses
even the mines give a bonus to their employees, which is & voFuntar action.
Quite so ; for services rendersd. These services would have to be rendered in the
case of the railway, even in the event of the Government taking over the railways—
In some other way you would bave to pay it, unless you go from the standpoint that
the wages are too high.
I would be indueed to put that question because I do not know how much the
directors at Home get out of it —1I can say a considerable portion of that is retained
for a pension fund.
We maintain that the rates charged by the Netherlands Railway are too high.
Do yon speak about local tariff or the tariff from the ports ? e
N The tariff on the Netherlands line portion—Such a tariff does not exist. In my
;tom declaration I hold such a separate tariff does not exist; it is only the portion of the
whole traffic charged from the port to Johannesburg that the N.Z A.S.M. receives.
maintain you have got very little to do with what the railway receives out of it ; you
must go on the broad basis and deal with the tariff from the port to Johannesburg,
We must go on the basis that we must not take into account how much.
Netherlands get out of the traffic, or how much the Cape Colony gets, but we must
satisfied to pay and look pleasant, and not mind who gets the profit.—No, you
say that the whole of the tariff charged from the port to Johannesburg is too hi
but it is a mistake to say that that portion of the tariff is too high. It is sim
an arrangement between the two administrations. :
I say that the whole tariff to Johannesburg is too high.—This discovery has b
made within the last six months; it is a marvel that it had not been discovered wit
the four previous years. I wrote a long letter six months ago, expressing _mdy surprigs
that the mining industry had not long ago objected to the high tariff levied from:
port to Johannesburg. ) :
‘Only for argument’s sake I will put the question, is not the tariff from the p
to Johannesburg too high?  For instance, the tariff from Port Elizabeth to Vil
Drift is, for third-class goods, 2d. per mile per ton, but from the Drift to Johannesb
» andis 7d.—You forget to mention that in the through tariff there is a transit tariff
%37 1ocal tariff.  The transit tariff is a fighting taxifft.  The one you guote is the
tariff, and I will give you the local tariff to Viljoen’s Drift. The local tariff from K
London to Viljoen’s Drift is 6s. 6d. per 100 lbs, and from East London to Johs
burg is 4s. 11 From Port Elizabeth the local tariff is 5s. 3d. to Johannesbur,
to %iljoen’s Drift 7s..1d. It would look, according to your argument, as if ji§
N.ZASM. paid 2s. towards carrying the goods. , i




