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IN'rl~ODUCTION 

The motor vehi;:ie i: 1 :!;.:;lr~· in !,'.cn~'il ha;:; ;ichi•.'lf·d si.gnific;int ,grcm·th d11rinP

the last two :incl :l hnlf clPL·:des f'lll•~rgi11g frc•m tnt;tl depcnclencc on imported 

vchic!es to locnl assembly :md m:tr"~'.°.1cture of :.ome nf lb· vehiclP crnnponcnh. 

This has resultPd in the c:>t;;hlishm:·~1t of thr<:e il.SS(•nthly rf<tnts :ind over 65 auto 

ancillary units supplying :10th the origin:tl equipment and rcpi:1cemcnt markets. 

This growth hns heen nchi•'Vcd ,;:rntigh private sector initiative combined with 

policy .support frc)m thl' :;overnmcnt. The promotion pf the motor vehicle industry 

by the Government has m;iiniy been m0tivated by its potcnti;il for joh creation 

especial'y through the <'iTl•:1 gence of various :rnto anciii.1.ry industries, its role in 

thP. transfer of technology ;iml linkages to oth!:!r manuf;1cturing inr'lus~rir·s. 

Government's ; olc !n the development 0f the c.cctnr h:is been through 

provision oi finance for investment (directly or through its pnrnstnl fmance 

in.stituticns), allocation of foreign exchange, protection Lhrough tariffs nncl in case 

of some locally mrinufcictured items, a total bnn on their impo: Lation. The protection 

of the industry initially led to comparatively high prices of lncnlly rissembleci 

vehicles which becetmc incrc;isingly out of rench for the orcli•rnry Kenyan. 

Recent liberalisation of the economy has had a mafor impact on the industry. 

Whereas previously importntinn of fully built vehicles was difficult and rest;-icted 

through applicati0n 0f high taxes and cumbersome importation procedures, it is 

n0w crisy for inclivid11<1ls, vehicle oc<1lcrs and even fran<.:hise hokkrs tr import 

fully built vehicles '. their ch•>ice. T<iriff ;'rotection has been reduced and in 

general while unassembled vehicles intended for local assembly attract 15% import 

duty, duty on fully built vehicles ranges from JO - 4'i%. Vehicl~ compoents not 

manufactured locally attract JO% duty as compared lo 20'J1'. for components available 

from local industr ics. 

M:. a result of these recent dcvc-lopmcnts locn\ rtssembly or p.•ssenger cars 

h;is declined while im~ortatinn of cherip s~cond hrind c:rns h<1s taken over the hulk 

of thC' market. The ;,it uation as rcgnrd;, comm'2rci:il vehir:lr.:s hri~; iiowcvcr nnt been 

fldvcrscly nffr·ct('d to th(· <>nme extent. Frnnchisf· h0!rlr·rs oe;till find it more 

ntt r:1ct.ivc to as';('.111!ilc bu~,(·:;, minihu:;c-.; i11HI truck.'> loc;illv !h;in irnp(lrt them f\11ly 

built and the ;:.';.';cmhly pbnt:~ ilf"! ! hc;-~fore conccntr;il in.\~ <> •. t hi.•; irne of h11.sincs~;. 

Futlhcrmorc with lllf' "'"''r•lopmPnt of <1 common :n;1rLr'.I fr,r t!w P"".'\ rcv'.on 
. . 
! fl<' r ('W; IT1 ,I'. 



and is yet to be exploited. As rcgnrds thl~ m:rnqfatl i: r ,. \lf :;~nlnr \'Chicle 

components, the libernli;·.ation has led to very lo•x c;ip;1eit.'· 11ti!i'.;atinr1 espcci;lfly 

for those 8.UtO ancillary indu.stries that had relied flt'.'l\'ifv <'ii tile Pl'!!in;i( t'clUiprnent 

market such as .soft i.rirn and upholstery. 

Thus the present motor industry in keny;i may be described as one h('avily 

dependent on imports especially for passenger cars :ind .simrl" :1::;scmhly with .some 

local content for the commercial vehicles. It h;i~; ;ii.so the potential lo export 

(commercia! vehicles) to neighbouring countries c.spccirilly thn~>c within the PTA 

region. The facilities for local assemhiy and component manufacture have airendy 

been established and have been ahle to produce vehicles uf 11cceptable standards. 

Furthermore for a country with an acute unemployment U:f' support of the 

industry would J·e in the national interest. 
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L CURRENT STUCTURE OF AUTOMOTIVE INDlJSTl~Y 

O\·er tlte years the ;lUt~motiYc inciustry in Kt·r;y:t h::·; lit·cn r.:.'.·:!:kd hy the 

prc,,.·ailing economic foe tors. Prior tn the cco;1'.1mic liht·; :di·:.1t :('fl effected in ~l:1y 

19()4, the industry w:is firmly controlled by the (~<'\·t>rnm~·n: thn•11;zh 10.gisbtion 

and selecti\'e :1(location of foreign exch:inge. T(l d;~le. 1 !J,··:t· k1r riers h:n-c heen 

removed, eXp!·ct fnr sclPctive application of t:niffs .ind ra·-:·1:i"n-

The current r.;otor industry m Kenya c~n f>,.. : tri;,·!11;··-·d intri sectors nf 

manufacturing anrl saks, serviCL' sector, :'imple ;1'-·'emlilir1g sector ;i11<i 

conventionnl . component nmrkcting sector. The mar~:ctin:1 .'lrHl s;ilps sector is 

dominated by v:ir icus frnnchi::;r holders with ;idcciuntc snpport. from hnnks nnrt 

stabilised by numerous insurnnce compnnies. ThC' S(': '· ir·p ·;er·tor lnrg~ly kept ur

to-date hy frnnchise holders and clnminntecl hy info;·m::l .. ·.·c::~r opf'r:ttnrs, is the 

life line of the industry. ·n1e simple ;issernh.ling :->c:c:nr i·; :;1: f'P( .rted by cnrnpletcly 

Knocked Down Kit (CKD} sourced overseas by fr<!nchisc hnlders. t'onvcntionnl 

component m<tnufrtcturing, largely under O':crscns fr:lnd1ise. is supported by 

simple assembly plant's and replacement market. 

Recently and as a result of economic lihcrniis.1tinn coupled with the 

inflationary erosion of purcr,sing power of most Kcny;ins tl!e cicmClnrl for imported 

second cars has grown tremendously. The emergence ;ind cnlnr_gcmcnt of the 

second hand car market in Kenya to 20~ m;irket sh;irc wi'.hin ;i pcrirnl oft !/2 years 

has increased the cRr procl11ct mix and brought rn prn:1!1·rw; of :;011rcing .spare 

parts and servicing technical know-!hiw. 

The diagr<lmnrntic relationship nmong the main pla_-,('r·; in t~1c ind11<;I ry is ns 

shown in Figure A. 

This structurnl relationship is centrnl on the fr;rnchi::f' holders, completely 

controlling the life line of the con•rad a::;semhlers. ;1irC'1 1 impnrtr.r•; source spnrc 

parts, mainly from fnr cast and either distribute them diir·,·1ly to il1c replacement 

market or '.hrough the formal and informal dcn!c·r~;. TlH· ';('.C'1rld lrnnd c,1rs :Hf' 

sourced from .Tapnn and 011h<1i hy 1111mcrou.•.; ·:rcond hand c.1 r dr·:d(·r;, and sold 

directly to tr\(' cw.;tomer:; . 

. >\ccordinr. to one fr;!r1r:hisc i.olrlr·r, U/.<: D.T. h1hif', 1 hi ; ,. :11•· ·l 1 vr'.liiclc· m:tkf''; 

and over )000 mod •..:I;, in; pn r I •'.d f rorn .r :1 pMl, :: ri'llH"', S •.1 r·c!' ·n, C•· r ri1:; :! .\" l I!\, It :i! _\·, 

South Afric:1, :;n11th Kon·a nrirl fndi;1, with .Jnparl<' ;(' ·:d1irlr·: ;i,·,·011;1: in)' fnr- (ifl'.7. nf 

the rn:irkc·t ~;l1:1p· fol(()Wf·rl 1>.v Frr·rwh. K<Hr·;iri :1rirl lri•li::11 1-.·!1ir·!···; r r":l'"'·t i\«·ly. 
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Vehicle popuLltion rn Keny;i i:> <·nnt :•_,;lh! :,_.,. registration and s11hsl'q11cnt 

annunl renewnl of licencC's. Th ... tot:tl re~;r:t r:iti 'r! nf Yd1icles for onC' y(-.1r ri~·"s 

the <tpproximnte number of new vehicles hn'n~J1t into the country whi:C' the 

number of \'ehiclcs h~)lcling current !i:·.:-ncC'.'~ [;i·:~·:; ;1 f;iir cs•im.,tion of tot:1l number 

of \'Chicles on the Kenya.1 ~ni1cls. T;ihfe I ;rnd T:1'.1lr: I h shows the distribution of 

vch'.~ks holding current licences for tr1c rc·rind 1<1s1 - 1q8q giving the mi1rkct 

sll:ire of each type of vehicles. The fig;11·cs for rnntor cnrs include pr!ssengcr cars. 

m0tor cycles and tracotrs. In order to ·;ist1:ili.'~t· tht~ vehicle distribution e:isily, 

and for the s~ke of analysis, the two t<i!ilPs l h:l\'c hccn represented grnrhic:illy 

m Figure 1 and Figure lb: .. 
Similarly Table 2 anc! Table 2b sh'.'1Ws the ye:i rly vehicles rcgistrntion for the 

same period and th~ same data hns been t r·;rnsfnrmi:-d into graphs in Figure 2 r1nd 

Figure 2b to produce similar graphs. More det:iilcct registrntion clntn for th(' 

period 1990-1994 is shown in Table 2c. 

The data in Table 3 gives the vehicles snles '.y the main franchis0 holder for 

the period from 1990 to 1995 (estimatccl) ;ind the corresponding ;narket share by 

type. These figures do not include motor cycles :incl tractors while the breakdown 

of vehicles sold rn 1993, 1994 :rncl f<J<J:i v.·c>re not readily availab'e. 

Ei.D_dir!~ 

The observation from Figure I is th::t the keny,, motor industry has had 

gradual and smooth gro~,rth (nver;ige ~,..,~ per :1nnum). All types of vehicles 

had a uniform proportional growth. 

i\s a. result of the a hove ob.sen· al ion. tlw rn:lfkf't sfwre for each type ~r 

vehicles has been almost constnnt <ls shown in Figure lb. 

The aut'.'motive industry rn Kenya i~.; very .';C'n::>itive to changes in economic 

performance, especiillly ~he gcnernlion ;ind avriilnbility of foreign cxdrnngc 

;is .shown in Figures 2 and Fig11rf' .l. Th(~ dn·line ni the motor industry from 

1990 to 199.l was due to coll;ipsc of cl11nor f1r11cling to Kenya. The decline in 

vehicle::; snlcs in 1932-1<J8J w:1:; cl11(' in civil ~.;! rirf' in country while the 

decline 1984-1985 wn:- clue to f<irnill<'. 

Fr•Hn the pnst growth rntc:; t lw \·r·i:ir·lr··: ;1np11htion in Ken:vn urn hf· 

cstirn;ited to J~0,000 vehick:> wit Ii m:11 k1·I : h:1:r· rli:;t 1 ihution ;1:; J'f'T FirurC' 

th. 

hol<lr: r::. 



During the last two ye:i.rs n:r. Dobie (\fercccles, Nissans etc). ~!a1·shalls 

(Peugeot) havt:' had the higi1cst sales as indicated hekiw: 

!JN ITS __ SO!!..Q 
FR1~':lc;!l_l_S_t;:_ llQLDER J22_J 1-994 122~ 
D. T. Dohie 317 1185 1362 
Toyota 746 9<15 1188 
Marsh:tlls 744 1325 1396 
Sir.1ba Colt Motors 333 504 568 
l'yundai Motors 579 465 
Genernl Motors 880 875 1269 
Cooper Motors Co. 71 <} 997 1175 

IL VFHICLE ASSEMULY PLANTS 

Assembly Plants were set up in 1974 with the investment c:i.pital sourced 

from the Government :i.nd v.1rious franchise holders such as D.T. Dobie, Mnrshalls. 

Cooper Motor Corporation ancl Motor Mart. The objective of setting up the plants 

•vas to create employment. increase Value Added and Saving on freight ch:i.rges on 

importation of Ful:y nuilt Unit (FDU) and generate linkages to the manufncturing 

industries. The set-up plnnts were simple, highly Jabour intensive, and utilising 

Completely Knocked Down Units (CKO) sourced and supplied by franchise holders 

from overseas manufacturers. Simple assembling started in 1977, initially 

targeting commercial vehicles and later included passenger cars. The 11sscrnhl>· 

plants were protected by legislation prohibiting importation of fully built units. 

After the economic liberalisation of 1994, the importation barrier~ were 

removed and rcpl11cecl hy market forces of price differentials ·and qu11lity. ThP 

vehicles with low volume sales and complex shapes become uncompetitive to 

assemble locally and arc now imported fully built. Toclatc there are ~hrec assembly 

plants, namely General Motnrs (K) Ltd in Nairobi, Associated Vehicle A~scmhlers in 

Mombasa, and Kenya Vehicle Manufacturers located in Thika. 

f... _!<_eri_y_a_y_cJ:1i_cle!_s __ Manufac:tu re rs __ J._M_JKYM)_ 

The sharch0lden; nrc the Kenya Government with 353 and two frnnclli:>P 

holders, M/s n:r. Dohic & <'o. (K) Ltd n11d M/s C:ooper Motor Corporation llnlding Ltd 

with 32 1/2'.':. c:i.ch. Currently the govcrnr.;cnt has plans to sell slrnr("c. to tfl(' 

private sector hut firm dC'cision has not been reached bcc11u<;e the oilier two sh.<lre 

holders hrivc prc-emptivf' right:> on the government shares. 

The w;.•;crnl>ly proc·•·::•; i:; bhour intensive·, 11.·;.·;islNI !Jy ri11111Prnw; .Jig:: ~ir1rl 

fixt11rC's for CIH'.h mnd,·I. \\'hr.,· 1c·d t rolle.v:: or1 mils nrc the main h:111dlir1P. ,.,1111p11w11i 
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on all the lines. The manufacturing Jigs were developed !>_\' K\'\I a;id fin:•nr:ed by 

the franchise holders. 

Kenya Vehicle M:inufacttu-crs Limited has no assC'mhlin!! fr;rnd1isc and relie.s 

on negotiated <1.sscmhling cont r:tcts from Cooper Mntcir r'nrpor ;tlions. f~.T. Dabie P..· 

Co. Ltd and Simba Colt Motors. They are basicnlly cont r:1ct ;1sscmh!Prs kept in 

business by continued flow of CKDs from these franchise Lolders. 

Like the other contract assemblers KVM was badly hit hy the nc;ir collapse 

of the motor industry in 1 CJ92 ;;nd 1993 when the cion0rs suspended aicl support to 

Kenya Government. 1\lthnugh the plant has an installed capacity of 6,600 unit.s 

annual production went rlown to 1500 in 1993 as comp<l.fcd to 2015 units in 1984 and 

3990 units in 1978. The onset of economic liberalisation in I qr13 did not help either, 

although current production has increased to 2,500 units per nnnum. Fast 

cha!lging car models, rigid production methods. high investment in jigs and 

fixtures, have the overall effect of increasing the cost of Iocnl!y ossemblecl car, far 

beyond the landed cost of fully built units. 

The Land Rover rehabilit;i.tion project funded by donors through Kenya 

Government has been stopped because of lack of donor support. The management 

of KVM believe that their pr0blem.s and that of the motor industry a1 <> rooted in the 

erosion of the purchasing power of most kenyam.. With thi;, in mind, they have 

been re.searching on the clevclopment of the thret:-wlweled low cost vehicle in 

collaborntion with rt South Africi1n m;inufacturer. The expected sale•.; volume will 

be 50,000 units per i1nnum to !Jc .sold locally and in the l'refcrcnti:il Trn1Je Are;t 

(PTA) market. 

D. Associated V~hi~J~f!§.st!_ml~ler,c; __ (A\TA}_ 

Like KVM, t\.s.sociatecl Vehicle Assemblers i.s n contrnc.t n.ssembler 

incorporated in 1974 with ;i government sh;ircholding of '.il'J. nnd two other 

frnnc.hise holders m/s Mar.shnlls ;tncl Motor Mart holding t hC' re.st of the ::;hares. 

Currently,plans arc underw;iy for the government to sell lwr ::;h:irc·s t.o private 

investors. 

AVA has five assembly lines which nrc clcsigncd for simple :isc.c-rnhly, nrc 

highly labour intcns;vc, IHHl confronted by the same probl('m~; of inflexibility, nncl 

investment in development of Jigs nnd fixturf'.s rts KVM. In !<>78 /\VA nsscmhlcd 

J.130 vehicles increasing to 8765 11nits in 1<>87 nnd thcrc·;1fll-1 declining grndurilly 

to .107~ units in 1992. Accordin:~ to AVA m;in:igcrncnl the pt:111t co111 rnf~; ;1h011t 67'.'~ 

of all tfH' vchic!Ps rt.';.';cmhlPrl in I tw ('ount ry. 
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C_. __ Gc.Dcrai M_Qt_o_r~_JtQ __ L_td (GM} 

General Motors (K) limited is a simple motor n·hicle ;1=>sC'rnl>IC'r <1s well as a 

fr<lnchise h~lder. Unlike thC' other two <lsscm:Jlers (;Pnt>ra! :\fntors (K) ltd has the 

independence to decide :rnd choose specific model-., t'u1 hiuil assembly, and more 

importantly, has the cap.1city to suit the assembling ninc!itions. 

The company was set up in 1975 with gon·rnment holfling 51":. nf : lie shares 

nncl General Motors Corponi.tian holciing the other ;()~ nf tlic .<:h:nes. Plans for the 

government to sell shnres are 11nderway but not firrnlisC'd. 

The .1ssembly lines arc simple, l:i.hour inten~~iv<', .1ncl designed for commercinl 

vehicles, troopers nnd saloon c:i.rs.Sincc formation t !w company hns cnnccntrated 

on the assembly of cnmmcrcial vehicles an cl ventu rC'd into scthKm c;11·;:; because 

there were importation hnrriers. The onset of lihn.1li=;<1t inn trns ch;inged the 

situation and the sales volume for c;irs c;in no long,·r justify loc:il <1.<>scmhling and 

hence cars and troopers :i.re now importecl fully built. nn the other h;ind, the 

assembling of commercial vehicles is profitahle ;rnd c:Pmp<'titin: ;i.mf is now the main 

line of business in addition to distribution of pnrls nnd cnmporwnts to it·> nC'twork 

of dealers. The number of vehicles nssembled hy CiM has gen('r:ill>' gone down from 

2,847 in 1978 to 2,339 units in 1989 :tnrl 1,750 units in 1'10;? which genernlly reflects 

the trend with all the assembly plants. 

J). Findings_ 

Contract assemblr~s h:wc problems in coping with high prridur·t '.11ix brought 

about by the liberalisation of the motor inciustr>-. Thi==-. is c(lrnplic:1t('d by low model 

volumes, and at the same time the requirement for high inv<·c.trnents in assembling 

jigs and fixtures. On the other h;inrl assemhling speciali~;<ition on :>pccific models 

looks unlikely because the contract assemblers h:i.ve no inclepcnrlcncc in model 

choice. 

TJI. CAR COMPONENT MANUFACTURE 

Over the yenrs m;rn11f<lcturin~ of ~:ilr componC'nt~: 111 kf'11_\·:1 li11s been 

rnotivaterl by the desire to sritisfy the dem:ind in rrpl:i1·f·mp11f rn.11kr·t. Manuf<lctnre 

of such items such ;i.~ lint tcrics, tyn·s, le:if sprinv.·;, rndi:1to1 ·;, cxhn11;.;t <>ystcms, 

windscrrcns, and ruhhr>r hushc·:• h:ivc ritlf1i1wd cnmpctiti\·r· ·:t;1rid;1rd•; to .';11rvive 

the current economic lihr·rnlis:itinn with minim:il i'.<1V('rnnw11t prntrctin11. 011 the 

(1lher h:incl, the 111<1.1111fact111irig of high pi·rforn1;111rT c;ir p.:r:·: '.11•·1i ;1:; <'llfdll<':., 
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engine parts, l rnnsmission parts, steering s_\·stems, and hrnking s•:s' ''rn a re· non

existence. ThP esl:lblishmi_·nt of simple assembly plants wac. intPrtdPd to stimulate 

the manufacturing of tht'<.;C high performance p:•.rts hut tile stand:lrds set by the 

franchise holrlers are beyond the capacities (lf k•c:1) technologies. !11 slHnt, the car 

component manufocturin~ m kenya has the following charncteri:.;tics; 

the kenyan manufacturing industr;es employ convcntiorrnl methods ;ind 

hence, only pnrts insensiti\'C to ch:rnring vehicle models lwve been 

developed. These include batteries, radiators, tyre:.;, body building, etc; 

investments in morlern flexible manufacturing techniques to mntch overseas 

efficiencies for fa:,t changing car models, have been !ricking. The 

replacement market has become basically import oriented; 

recent liberalisation of the economy has alrcndy put cxtrn pressure on the 

already poor nmnufncturing industry hy bringing in new competitors from 

Korea, South Africa, and Taiwan, who have virtually taker; over the whole 

replacement mnrkct 

the current structure of the motor industry where the franchise holder is 

the main player has transformed the whole kenya motor ~ector into a big 

commercial enterprise geared towards importation and lacking adequate 

incentives for local manufacturing 
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IV. GOVERNMENT POLICY 

:\illlP\1gh the d•..:•'dopment of the motor vehicle ancl nuto nncilhry industry 

has co.1tinuPusly been emphasised in the past Five Ye:1r Development Plans, this 

emphrtsis h;is not nlwnys been trnnsblcd into concrC'tc policie~ and strategy for 

tl1e promotion nf the sector. Even during the era of gov('rnmcnl intP-rventionist 

ap,)roach t hert> lackPcl concrete plans on progressive manufacture of vehicle 

components nr the development of kC'y industrial facilities which could act «S a 

cat;ilyst for the sectors development such as metallurgic;il inclustries, forge plants, 

press shops,. precision casting plants, research facilities etc. 

f!._RatiO.!!.<!li~at~on of the Motor )':du~Jry_ 

In the btc 1970s and early 1980s there was fl move to rntionalise the motor 

vehicle indust r·y by restricting the number of vehicle models that could be allowed 

for both import~tion and local assembly. The intention wris to create reasonable 

volumes of selected vehicle models and thereby encournge local assembly and 

component m;irrnfacture.A subsidiary concern was the high influx of big engine 

vehicles leading to high fuel consumption thereby putting pressure on the foreign 

exchange reserves.In a situation where freedom of choice by individual consumer 

is ranked high and importation of vehicles sometimes closely linked to external aid 

and bi-laternl relationships, model selection process was blurred and the efforts 

to rationalise the industry aborted. 

fl. Lg~_ciL Co_nt~Jlt. 

The ncerl to enhance the local content of lornlly assr?mbled vehicles has 

always been of concern to the government.At the time of setting up the assembly 

plants there wns an inclusion m the investmer,t agreements of some gradual 

increase in the local content of the locnlly assembled vehicles. However the means 

to enforcC' and monitor its implemc11tation were nlways wcair or lacking.The 

enactment of governments' Legal Notice No. 2?. of J!-,80 , Lcgnl Notice No.121 of 1986 

and Legal Notice No 245 of 1991 was intender! to enforce the use of locally m;idc 

components in both t lw origin;il and rcpl.:tccment markPts nnd in a way reflected 

government's frust!'"1tion with the low pace at which t.hc local content wns 

growi1ig.Tfl(' notices effectively banned irnportntion hy nsscmhlcrs and p:lrts 

denlr·r·; of ~;i·lcctccl vehick comporwnts whose locnl mrin11fact11ring was considered 

c;;iti~>factor_v ;ind nrleq11.1tP.To nvf'r.'>r• .. I h(' implcnw11t11tinn 11f tile lcgrd nolkcc. an 

'i\1110 l.i;1i~;nr1 ('ornmittc·c •was put in pl:1c(' c·nmpri~;ing of rr.·prc·'.:c·ntntiv<'.c; from the· 



govf rnment, assemblers, franchise holders, component manufacturers and trade 

associations.With the advent of liberalisation these legal notices though not yet 

formally revoked, arc now irrelevant. However sourcing of local parts by 

assemblers continue but for reasons of price, t. rnnsport expenses etc. 

C. Tariff ProtediofL 

Tariffs have been widely u"cd by the government to protect the motor 

industry in the past.Tariffs have at times been made so high as to make imported 

vehicles more expensive than the locally assembled vehicles.FUI thermore in the 

late 1980s and early 1990s the procedures and requirements imposed by 

government (special clearance,evick nee on sou.-ce of funds,restrictions on 

ownerr.hip transfer upon re gist mt ion ctc),made importation of vehicles a 

nii:,;htmare. This created a boom f01 the loc;1[ <1ss!'mhlers, led to artificially high 

vehicle prices and sometimes compl.'1ccnc '/ in after-sales services provision. 

D_. _J.ibcralisation 

During the last few years the government has been liberalising the economy 

as part of the Structural Adjustment Programme.The motor industry has been 

heavily affected by this process.Levels of government .protection have come down 

ard individuals/agencies are now free to import vehicles or components of their 

c:hr)ice without hindrance. The market lrns as .. 1 result been flooded with cheap 

s~cond hand cars while local asscrnhly now conceptrntes on the assembly of 

commercial vehicles. Th~ spare pnrts mrirket has similarly been flooded with 

gcnuhe and non-genuine parts which ha<; nlso lowcrcrl prices. 

E. Prjy~_t_k~_f.to11._ 

Gc.vernment's disinve::iture progrnmmc is now underway.This will affect 

those local assembly plants where the government h;is been having shares. It also 

means that it will no longer he possible for the government to influence the policies 

,1nci direction of these comp;inies from within. 

f. Devcl()p_ment__o(_a_J,o'=-~Lfnr 

In the enrly 1990s thi:-rc hnvC' IH·c·11 ~<1rnc· efforts to cievelop a loc;il car- so 

era lied 'Nynyo' on.The loc;il univcr.'>it y n11d ; 1H' most modern locnl engineering 

workshop i.c Rriilw;iy workshop have· l>CC'll ;it !he fore front of this effort using the 

Presidents' Research fund to 11nrlc·rt;ikc· tl1r necessary rcsi:-;1rch ;md 

dcvclopmcn t.Alt hough these ;ictivitir·~~ n1e Jlf'rforrned in Ml air of confirlcntiAlity 

expert~; in the indur.;t ry arc ~:ccpticnl :111rl d() 1101 ~;r·r· 1 ltc• 'ca 1' being cnrnmerciflliscrl 

fl t e n II II r (' 
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Q_.,__l]~forml!l__Ssc~!9~r SuR_~rt 

Due to increasing lt:>vels of unemployment, the Government h:ts directed 

considerable attention to the' informal :.;ector since micl IQROs. l'nlicies and 

progrnmmes have been put in place in support of the sector b0th by creatirig a 

suitable policy environment and provi<Ting the basic requirements of finance, 

training etc that the sector requires. To the extent that most of vehicle 

maintenance is undertaken hy the informal sector, these policies can only improve 

the provision of such services to the industry. 
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VI. INSTITUTIONAL INFRASTRUCTURE 

The institutional infrastructure is well coordinated by the franchise holders 

m the areas of training, consumer credit and finnnce, and cstr.bli~i1ment of 

functional associations. However, the whole institutional infrastructure is trade 

based catering for the inte! es ts of the franchise holders and external 

manufacturers of automotive parts. The infrastructure for research and 

development of local manufacturing 1.> J;i.cking.The governm~nt once established 

the consultancy with the University of Nairobi for the development of a kenyan 

car.In the end two prototype cars were developed and manufacturing machinery 

purchased but it appears the final coordination, and sourcing of investment capital 

never materialised. 

Training in the motor vehicle servicing is vital to the franchise holders as 

well as to the external vehicle manufacturers, first as a source of income for the 

vast network of service workshops established by the dealers and secor.dly as the 

backbone of after sales service.Accordingly, some franchise ho!ders such as 

D.T.Dobie have set up training colleges, and where necessary, sponsor their 

employees to train overseas with the automobile manufacturers. 

In kenya there are two motor vehicle associations, namely Kenya Motor 

Industry Association (KMI}, and Automobile ltssociation of Kenya (AA).The 

Automobile Association covers motoring, clrnwing it's members from motorists, who 

need driving lessons and insurance covers. The Kenya Motor Industry Association 

on the other hand draws its mcmhership from contrnct assemblers, franchise 

holders, vehicle dealers, spare parts deniers, component manufactures etc. The 

Kenya Motor Industry Association has the rcle of developing a d:ita bank on the 

industry for its members, provision of consultancy services to members on 

request, lobbying for maintainancc of quality service t.o customers by members and 

acting as the spokesman for memher:.; in formulntion of policies that affect the 

industry in consultation with the government. 

Last but not lcn~l, con:mmer credit nnd finance is vil;i.I for survival nnd 

growth of the motor irdust ry. Cnnsunwr crC'dit is arlPquat.cly provirlccl in form of 

hire purchase loan::. by the Non-lrnnk fin;incird inslitnlions which arc currently 43 

in all. The H.P. loans provided by the';<· institutions arc normally for short period 

;i.nd repayable within a maxim·.1m of ?.4 month:;. Procc";~;ing of ~;11ch loans is normally 

fast nncl :mhjcct In !he buyer cnnlril>ntinr. nn avc·rnr<'. ·lW<~ of !he vehicle cnst. In 
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recent months the Central nank has encouragt><I thesC' Nnn-hnnk firwnce 

institutions to convert into full commmercinl h<lnks and I his tr,..r d is like!~· to 

remove their current spcci.ilisation ir, H.P. loans ;me! cnuld pns(' problems in the 

financing for purchase of vehicles in future. The insurnncc companies also play 

a vital role in stabilising the motor industry through the provision of insurance 

cover which is compulsory for all vehicles. 

VII. 'ffiANSFER OF TECHNOLOGY 

The institutional infrastructure has contributed significantly to the transfer 

of technology in the motor vehicle service industry and in the field of information 

technology. The large automotive informal sector, and most of the formal sector 

draw servicing expertise from workshops run by franchise holders and dealers. 

Similarly training in the information technology has contrihuted positively to the 

transfer of technology in inventory keeping and computer utilis;1tion. 

In the manufacturing industry the transfer of technology has not been very 

effective except in the areas of franchise controlled manufacturing. In a few cases 

the assembly plants have taken interest in the operations of the component 

manufacturers and have provided guidance and supervision to ensure that the 

products are manufactured to the required standards. The development of a 

kenya car was set::n as an avenue for transfering technology but as has been 

indicated the development has been slow .<\nci all together not properly co

ordinated. 

VIII. PHYSICAL JNFRASTilUCTURE AND NETWORK 

Franchise holders and dealers have sales and service centres in most urban 

centres, providing both in-house service and fielrl hack-up service, especially the 

agricultural sector. The bulk of the •1ehicles are mnintainecl hy the mechanic 

operating in the informal sector. These are normally machnnics who will hove 

worked previously in lMger motor vehicle garngcs or with frnnchisc hoidcrs nnd 

hnve over time mnstcrcd the common vchiclc repairs rind mnint:iinancc procedures. 

They arc ch·npcr anrl often provide n fristcr service with an innovative nppro;1ch 

to h:inclling of vehicle prohlcrr.s inclucling minor ;id;iptations to the locnl conclitions. 

Th<" road llC'lwork i~; aclr<]11.1te, ;ilthough !lwn· rn:1~' lw cn<;r~; of poor mnintcnnncc. 



XIV 

IX. TECHNOLOGY IMPLTCATIONS 

As earlier stated the trnnsfer of technology has taken pl;:ice rn the sen·ice 

industry, information technology ancl in some limited areas of m;urnfacturing under 

franchise conditions of external manufacturers. Technologiral implications arc a.s 

follows:-

inve~tments in manufacturing car components have been static nnd even 

declined in favour of investments in m;irli:".!ting, s.<1les infrastructure nnd 

servicing inr1ustry. 

joint Yentures to accelerate the pace of transfer of technology has been 

discournged by the small mnrket size nnd high product mix. 

value added in local C\ssembling has remained static through government 

protection and is on the decline after the liberalisation of the economy. The 

structure of the whole motor industry, as it is centred on the frnnchise 

holders, who are basically traders (not a manufacturer or assembler) does 

not off er incentives for research and external collaboration. 

Kenya Motor Industry Association proposes that the strategy to maximise 

value added is by creating adequate barriers to the importation of fully 

built vehicles through inr:reased tariffs and at the same time give generous 

incentives to the locally assembled vehicles. The optimum tariff differential 

will in the long run encourage the franchise holders to concentrate on local 

nssembling thereby modernising the assembly plants. The high production 

cost with the associate<l heavy investment in assembling tooling (which has 

been a negative factor to the performance of assembling plants and 

franchise holders) will disappear as only few vinble models will be 

nssemblcd. Similarly the local content wili increase through frnnchise 

controllecl manufacturing or Joint Vtntures as the motor industry becomes 

more stabilised. 

The long term strategy for harmonising the fast chm1ging car models with 

adequate v-_,lue fldded is by investing in flexible mflnufacturing processes. 

Initi<d priority mu.st be given to training in compute;- aided rle . .,ign, 

operations of C~C mrichines flnd computer information technology. Pilot 

mnn11facturing plnnts may be set up, primarily for training opcr;itors, hut 

a more feasihle ;ippronch would be through joint venture:::, tnrg~ting tl1~ 

rcpl;:ircmcnt market ;inrJ regionnl export mnrkct. Tn the long run, t tl(' joint 
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ventures will act as catalyst for investments from locC\I industrialists. 

X. FINANCE 

Kenya has a relatively well cle•relopcd financinl sector comprisPd of J6 

commercial banks (foreign :md local), 43 nonbank financial institutions, 7 

development finance institutions, insurance companies, n stock exchange with 54 

listed companies, 20 stockbrokers, and a rent ml Dank. In recent ye<lrs the Central 

Bank has come under scrutiny following collapse of some financial institutions and 

inadequate control of the money market. 

market is basically the resp.;msihility 

The developing of secondary financial 

of Capital Market Authority (r,MA) 

established in 1990. The CMA has created greater confidence in the security of 

investments and has regulated new lending procedures and instruments. lt has 

also developed a primary market in private ::>ecurities and has increased dealin~-. 

at the Nairobi Stock Exchange (NSE) which to some extent indicates increasing 

willingness to commit resources in investments. In 1994 for example a total of 43 

million shares worth Kshs 3076 million were traded in the NSE as compared to 27 

million shares worth Kshs 890 million traded in 1993. Deposit mobilisation is 

dominated by the four main banks - Kenya Commercial Dank, Barclays flank of 

Kenya, Standard Chartered Bank ::incl Nationnl Bank of Kenya - which nlso control 

lending activities. 

The Development Banks h;ive for a long time heen the main source of funds 

for project financing. These inclurlc the Industrial Development Bank (lDR), the 

Industrial & Commercial Development rorporntion (ICDC) b0th heing wholly owned 

Government Parcutrnls, ;incl the Development Fimrnce Compnny of Kenya (DFCK) n 

private company. These banks have participated in the financing of both the 

nssemhly parts and the variou.o:; component manufacturers in the country through 

provision of hoth equity capital ancl lnnns. For the smaller projects incl11cling some 

of the component manufacturers, rnntor vehicle repnir garnges, inform:il sector 

opcrntors etc fin;incing hns been prn,·irlecl hy the I<eny;i Jnclust rinl Estntcs (wholly 

Government ownecl) ::incl the Srn;ill Lnt<-rpri-;(·s Finnnce Company (SFH'.O), n pr iv<lf<' 

compnny, nmongst others. 

Commcrcinl hanks in K<>nyn hnvr· ~:<'nc-rnlly hN·11 ;1 ~n11rcc of worki11.P c;ipiti11 

firrnnce nnd other short term 10;111 r('qnirC'mc-nt.-;. The fo11 r mri in li;rn k;. ;ire ;i II 

quotccl in the Nnirohi Stock Exclt:1111'.'" irlr'l11ding llw Kc·nyn Com111c-1Ci;if 1i;111k :111d 
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National Bank of Kenya holh of w~1ich arc Government owr1ed h;;nks. 

purchase of vehicle~. the main source of financ·~ ha:;; been the :·Jon-H:rnk 

rll[ the 

r ir1ancinl 

Institutions such as Nationnl Industrial Cr edit {:Ht·;. l\enya Finn nee 1 'nrpor:i.t1on 

etc. 

Most of the internationnl agencies, (w,~- Rank. IFC, L1SATD etc) have offices 

m Nairobi but are not involved in di;ect ft11 .. :ing 0:· these project~. In the past 

however some of the DcvC'lopment R:i.nks h; .. ~· ohtr!ined lo:rns :rnd line~.; of credit 

from these agencies and tnve used :;uch funds frr nn-Jending. 

Kenya has traditionnlly been ihle to atttact foreign investment especially 

from U.S.A., U.K and other European l'nion r,rnntrics in ''icw of its relative political 

and economic stability. However this ~tuation h.1s ch.-ingcd nvcr the bst decade 

due to tense and unprerlic:itnhle politicnl climate, tribal cl:i«tH'S etc. With the 

advent of multi-party politic:.s and embracing of full lihe1:ilisation of !h(' economy 

the future is bright for investnwnt. 

XI. 'lllE MARKET 

The tables discussed cadier show that tht> m1tomohile mnrket Ill Kenya i~ 

elastic and responsive to:-

economic performnncc: The suspension of •lonor aicl and fomine of i<J<>2 and 

1991 let to the scarcity of foreign exchange, sC'rio11sly clC'prC'ssing the import 

trade. Manufacturing cnpacities clcclinC'ci ;is m:itC'rial:; lwcamc too expensive 

or ran out of stock. The demnn<I for tr:rnsport declined ;rnd few vehicles 

were purchased. The growth of Grnss Dome:-;tic Product w.-is negative :n 

1991/92, and only grew by 0.2 per cent in l<J<J.1, incrC':tsing by J3 in 1994 

after the donor funciing was restored. The registrntion of new ve!1iclcs 

followed the same pnttern. 

Increase/Decrease is real incomes of the r.c-oplc and consumer credit: Real 

incomes of the people of Kenya have been dC'r-lining clue to 1 el:ttivcly high 

inflation rates. The ribility to p11rcha::;r· new n.:hic-11·.» ha·; liecn crrrnlcd and 

has only been re:.torecl hy p111vi·;ion of co11.·;11nH·r «1P·lit hy <·rnplnyr·r:-; at 

subsidisccl interest rates. 

Vehicle sourcing ancl price cliffcrr.ntials: Tilt' rier·Iining rc·:d inconw nf most 

Kr::nyans has called for sourcing of cheap, ((•:;:; ·:ophi·;lica!(·d car mnrleh from 

Incli:t anrl South KorC':t. S01ircin1'. of .·;c·co11d h:1nd c:11.·; from l>uh:ii ;ind .J;1pan 
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has growth tremendously to take 20~ of the ma1 ket share. 

In future, it is expected that the current liberalisation policies will continue 

influencing the sourcing of motor vehicles from suppliers with prices affordable 

by Kenyans. Sourcing of commercial vehicles from India and Korea will increase 

tremendously and similarly for second-hand cars from .lt1pan and nuhai. 

A. Market ~i:I';~ n.f!.tJ_fJ!!!:JLe Trend~ 

Table I and fig. 1 show that vehicle population in Kenya had a smooth growth 

from 200,000 units in IQ81 to 277,000 unib in 1989, posting an average growth of 

53 per annum. In fig I b the share of market by type was stnhlc at: 

Motor ca rs 563 
Pick-ups 303 
Lorries/truck 13% 
Ruses/minibuses 113 

It is expected that the average growth of 5% per <1111111111 has hf'cn mnintained 

for the period 19Q0-<>4 ond by calculation the current vehicle populntinn is about 

400,000 units. It is <ilso interesting to note that commercial vehicles (pick-ups, 

lorries, buses etc) take 503 of the mnrket share and as noted e:1rlier, this is the 

area with the highest potential for local assembling, first, hf'cnnsc the product mix 

;rnd model change is not so high a:-; for saloon cars espf'ci;1Jly the lmtirm source, 

and secondly, because the saving on frC'ight ch:lrgcs i.'> a hig incC'ntive to franchise 

holders. 

The market <;cenc has become very compC'titive with Western Europe 

commercial n~hicl·~s and .Japanese one's competing in term:; d quality nncl price and 

Indian vehicles, with inferior quality, hut offering very r1ttrnr:tivc prices. Since 

the manufacturing ;ind commercial activities are cor.tro!lecl hy the Asian community 

it is expectccl that the inclian source will establish " firm hnse in Kenyan 

automotive industry. It is also C'Xpected thnt locally tl">semhl<'d r:ornmerr.ial vehicles 

will be much -:.hC'apr~r an1I will r:ornp<"te effectively in tlw rc·r.iontll markets within 

the PTA count rics t:srecially IJgnndn, Tnnznnia and Rw;inrl.-1. 

Sourcing of spare parts is highly responsive to pr in· a.·: rcnl incomes for 

most kcnyans d£·dinr. In kenya there nrc two types of ~:par1· r1.11 !•; namr-l_v genuine 

nnd non-gcnuinC'. fien11inC' sp:irr parts are irnportC'd frnm rn:rn1:f:tcturc·rs certified 

by the vehiclf· m:inufacturn while non-~f'nuinc :;par<· pnrt•; :ire copied hy 

comp;rniC'.s in Kon•a, Taiw:rn f'lc and usu.illy hnvc low pr1c•· .ind low rwrformance. 

The war IH'twe<·n gC"n11i1w •:p:111· part:; !lncl non··gcn11ir1<· •;p:11 c· p:irt·; i1;1·; l>('cn goin~ 
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on for a long time and it seems the non-~f'nuine 

economic conctitions become harde~ for most 

spare parts are winning ;1s the 

Kenyans. Furthermore \\·ith 

liberalisation of the economy man)• more spare parts importers have entered tlw 

market and are offering stiff competition to old established importers and lowering 

the price in the process. Sourcir.g of these parts is expected ta shift to Korea, 

Taiwan, China and South Africa. 

XII. ENVIROMENTAL CONSIDERATIONS 

The Contract Assemblers utilise Completely Knocked Down Kits with no waste 

generation except in painting shops where small ,:iuantities of paints waste is 

carefully drained as per regulations of the local authority. 

The used oil from servicing workshops is carefully collected and sold as 

inc'ustrial oil (after ble:iding) to numerous casting shops in the country. 

Currently there are no specific recycling industries for scrapped vehicle 

bodies. However, there are numerous casting shops which ,?Urchase the scrapped 

engine part:., transmission parts etc and melt them and cast various items for the 

manufacturing sector. There are also numerous second-hand spare parts dealers 

who disassemble the old vehicle and sell the parts. All these activities help to 

decrease the volume of unserviceable vehicles· in towns and cit:es. 

The road trnnsport policy especially on invasion of gases is lackinr.. 

FINOTNGS & RECOMMENDATIONS 

The recommendations on the develnpment of automotive industry ;ire derived 

from the following finclings:-

The Kenya automotive market is relatively smflll, about 20,000 units per year, 

but sharerl hy nbout 10 franchise holders, numerous clealers, and many 

scconcl-hancl cflr deniers. Thk• m:irket ;s charactcrisccl by high procl11ct mix, 

nho11t 41 mnkcs and nvcr .1000 models. 

The flsscmhly plants employ lflhour intensive technology and nre unable to 

cope pffc-ctiv~ly with the high prorluct mix and fast clmnging models. Their 

st:lt11~; rts cont rnct flsscmhlc-rs dcnic~; them the independence- of moclrl 

choice-, nr1 which to h11ilcl specialisation ;incl cost rntio11;ilisntion. 

Lrn'.af m;1r111focturing in<lustric·~• use conv<'nlion;il methods find lflck flexibility 

lo , ''!"" with the fa.<;! ch<tnging 

man11f;icl 11 r i111~ c·fficir·11cic:; nf 

mmkl~' ;ind lo comrctc- dfectivcly with 

tlw f;11 c;i.';l. IT;1nchi~;r· controllr·rl 
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manufacturing hils covered p;tr·ts insensitive to car model changes. 

The franchise holclers who nre Lasically not manufacturers hold the decision 

on the mod<>ls to he assembled by the contract assemblcr·s. 0incc they are 

moti\•nterl hy immediate profit, their choices do not take into account the role 

of specialisation and cost rationalisation tiy the contract assembler. In the 

end the fully built units become more profitable than locally assembled 

vehicles. 

Declining real incomes for majority of Kenyans. and current economic 

liberalisation, has brought increased sourcing of second-hand cars from 

Dubai and Japan, bringing in all types of models irrespective of whether the 

service back-up is available or not. Although tariff barriers exist, the 

importers take advantage of loop holes in the legislation and eventually 

avoid the barriers. Corruption among the custom officers makes it worse. 

These second-hand cars are already destabilising the already unstable 

contract assemblers. 

Government policies support contract assemblers by charging lower import 

duty (153) for Completely Knocked Down Kits than for fully built units(453). 

However the tariff barrier is not enforced and some importers bring in r.ew 

vehicles and declare them as second-hand vehicles. 

Recommendations 

After discussion with Kenya Hotor Industry Association (KMI) one way of 

improving local assembling is to di~lodge the role of the franchise holder <1.s the 

decision maker and subsistute with the assembler. This is however, not possibf'! 

because of the current ownership of the assembly plants. The other option, which 

looks more feasible, is by increased assembling, through installation of enforceable 

tariff barriers to all fully built vehicles including the second-hand cars. Current 

tariff barriers have many loopholes sucti a5 cheating on age of car (on which duty 

payable is based) and evasion of duty paymert through corruption. 

The bnrriers on importntion of fully built vehicles will shift the emphasis to 

local assembling hy the frnnchise holders. Their immediate problem viii be the 

high product mix, assembling tools anrl price. The obvious solution will he to limit 

the number of models, concentrating only on models with high ·1olurne sales. This 

will lend lo mode1 :>pccinlisation rind cnst rntionrilisntion. l.ocnl mrinufactu ring will 

become a rcn!ity n.'> model varintion herorncs minirnis('(I. 

The' mnnrigcrncnl of import harri(·r.'.; n11cl :rwr.·ntivc~: ~ivcn to local ns.<;cmhling 
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is crucial to the success of this propos:i.I. The tariff system .shown in t\ppendix I 

should be revised increasing duty for fully huilt units from 45'.'i. to 50% or more and 

an extra flat rate le\'Y on all imported ~.ccond-hand cars. On the other hand the 

import duty on locally assembled vchide.s .should he lowered to 10% or less. In 

order to avoid cheating and corruption the enforcement of these policies should 

involve all interc:-;ted parties. The assemblers and frn'lchise holders should be 

involved in thl" clearirig of the vehides at the ports of entry. 
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APPENDIX 1 

IMPORT DUTY FOR VEllCILES /\ND SELECTED COMPONENTS 

Description 

(i) Vehicles (i.e buse::;) with seating 
capacity of upto 25 passengers 

(ii) Vehicles (i.e buses) with seating 
capacity exceeding 25 passenger 

(iii) Passenger cars 

(iv) Vehicles for transport of goods upto 
5 tonnes gross vehicle weight 

(v) Vehicles for transport of goods of 
5 to 20 tonnes gross vehicle weight 

(vi) Vehicle for transport of goods over 
20 tonnes gross vehicle weight 

(vii) Bumpers & parts thereof 

(viii) Safety seat belts 

(ix) Brake lining 

(x) Suspension shock absubers 

(xi) Radiators 

(xii) Silencers and exhaust pipes 

(xiii) Clutches and parts thereof 

(xiv) Steering wheels column and boxes 

(xv) Other vehicles parts and accessories 

Un Assembled 
for local 
l)s_::;~m_q_ly_ 

153 

153 

153 

153 

153 

153 

453 

303 

453 

453 

303 

203 

203 

303 

203 

303 

303 

303 

203 

203 

203 
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FIGURE A: DIAGRPMMATIC RElATIONSHIP BETWEEN MAJN 
ACTORS IN THE MOTOR INDUSTRY 
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FIGURE1: VEHICLES WITH CURREl'IT LICENCES 
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FIGURE 1b :MAm{ET SI lf,1(£: or LICENSED VEHICLES 
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17i8[E 2:REltvvERi1'.:LE RE(;iSTRi\.T1or~s r1·,' 1 'n.: 
IYf'c iHl81 ,HH-:I-,rn~u-·'"."'jiiT!"'-fiisr.- Jtt::ll Jlf~~j' tfc·:·: l'iSll 

Motor cars ----· -451Jf --45t5i'.19g5; '.d If! ~-~17 fl'.:'!. i<::.;i :.~~,(: ~:;:•!!Ji 
Pick-ups&vans 6so8! 54.fll ·f415i :i1:-:1: -t65i' H~>t: .-ino; -US:'- H:.f7i 

Lorries & trucks 711 i G25 j ~;:.-4 i ! O·t 2; 121 ;" 10{0: 1 J:!.G - t ~z.~ 15:::.t 1 
Buses&mir.ibuses I 2i65I 13551 135~;, 1-11.1: 14/1. 1006: !71:i9i 17!W lf.}21 

Total _+ 14. rn1111._~yl1L1 .3~9!'13-:1 ii: I Do7: i-1.o;6 ;1-~.151'.1f..iil_:>.:17 i.iJj 
I ; , ' ! 
I i ' ' .. i ' ' . . . -

----------- -----------· --------·---- .!._ ·-- l : . .i 
TABLE 2b :MJl,m~ET SHARE OF NEW VEHICLE REG!STR/\TIOMS -TYPE 11981 ! Hl82 I 1983 i 1984 i 1 P85 1930 ; I 987 · 19::!E: 11139 ! 
Motorcars 31.:~I 38i Hi 41.6 1 :H_o;··4s.lj-504t ?,ifg-51'.u: 
Pl~k~~P~ ~~varl_~ , _ "?j 4~_5j 3S.9j 39 5i .t 1 s; :no; ·i.o. ;)~ f. 7r: J; 
Lorries&lrucks 1· 51 52 1 52 1 0 · 109• 74: 0 4· fl'l· r12' 

---1 -·1 .- .. I Vj ·' ., V., ---· --: Buses & mlnlh!Jses l 15.21 t t.3, ! t.9i rn_gi _ 12.t: ___ 13_6; t t.2' 10.e: ro 6, 

Total ' 100 - 10oj 100; J.~~---l~Q'. ___ J...QQJ_~ooC-_-,l!Q'.=~}oG; 
! -- -- _ _J ! ' I 

FIGURE2: NEW VEHICLE REGISTRATIONS 
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FIGURE 2b: MARHET SH.l\RE OF NEW RF.GISTRATIOl,JS 
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lA~LE 3: coc:.K.L VEHICLE s:AIE§ Efr MJ\jfJ FR.l\~!CHi~i: H6L5ERS 
1-T_Y_P_E_·---------~-L I Y91l190~-~ 1991 j_! !t~i_j !_!~~·: 
Passenger cars 
Pick-ups 
lorries &. :rucks 
Buses t min!brr~{'s 

soe2.'. 3653; 3441-n.a ·i'i_il :n.u 
. ~ l ! ' 

458G: 2945; 2328in.a :na !n ::i 

2547l1924f1521jn.a jlla in.a 
1366: OJ6i f035;n.a !11.a !n a 

Total ________ ; !1_s?21 ~~ln1s36~L!_sa~L~~~J ~6n· 

- - I • ' I 

TABLE 31.>: ML\RKET SHL\RE OF VEHICLE S/\l_ES BY FRl\!IC!ll~::E llOLDEHS 
TYPE 
Passpnger cars 
Pick-ups 
LNri~s & lruc~s 
Buses & minibuses 
total 

i 1 990 : 1991 : Hifn [ 
. . . I . - . 
. 37! 39! 45! 

:i.": 31: 2sr 
~3: 20! 18: 
10: 1oi 13i 

100' too! mo, 
•' I ' 

·: i- I 
1 1;. -- j 

FIGURE 3: SALE·s BY FRftJJCHISE HOLOr=Rs 
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TABLE 2C: NEW REGISTATION OF ROAD VEHICLES, 199ll-~ -
TYPE 1990! 1991: 19921 1993! 1994: 
~~k?-~r_i ~~rs ·H~3i 4124i 4247 4542t 630~' 
Station Wagons 2452: 2558! 2081 1828 2·f28, 
Panel Vans. Pick-ups. etc. 41_96~91:01_11 3~~31 3723 2510; n-rn 
i.oirles!frucks 1212; 1105 750'. 109i: 
Buses & coaches 914 1 762! 713 S19i 319: 

'Mnit>uses s2s! 39.t! . .t.n 295[ 1.n; 
Spedai Purpose Vettldes 3sl 391 37 20 14; 
f raiiers 4 Hi! 4 231 299 291 i19: 
Rollers, Graders, Cranes 4i! 49i 53 55 39: 
Wheeled iraciors 1121· too~ 637 474: -no; 
crawler tl-aciors i o _ 6; 1 2 ~ 3: 
MOior &Autocycles ti83 1246; 1364 t133i 1.us. 
Three wileeiers 1 o. 2 1 , 1 , 
A'IVehicles 18023 15516; 1·H34 12420: 1'.>fll3: 




