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EXECUTIVE SUMMARY 

1.0 Introduction 

An evaluation of the current status of the automotive industry in Zambia was 

undertaken with a view to advance recommend:ations as to what its future role 

should be in the industrialization strategy of the country. On the basis of this 

evaluation, this summary presents the following findings and recommendations, 

of the study. 

2.0 Role in Industrialization Strategy 

3.0 

4.0 

5.0 

Presently the automotive industry, dominated by imports, is only likely to play a 

marginal supporting role in the iodustrializ.ation of Zambia. 

Its role will be limited to providing supporting transport infrastructure to the other 

productive sectors of the economy. 

In the long term, the ~ector can become a meaningful contn"butor to indu~trial 

output through manufacture of simple spare parts and components. For this to 

happen however, will require deliberate stimulation through appropriate 

Government policies and actions. 

The present Government laissez-faire attitude towards industry may mean very 

little investment in manufacturing. Government will need to vigorously promote 

manufacturing as source of economic growth_ 

The automotive industry is presently dominated by imports of both vehicles, as 

well as components and parts. Franchising is the basis of motor trade, with 

Japanese automakers dominating the market. 

Given the new liberal economic climate. motor vehicle assembly has become 

untenable, due to its low value addition and high cost production structure on 

account of differential tariff structure. A fresh reassessment of the sector is due. 
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6.0 

7.0 

8.0 

9.0 

Zambia has very little automotive component manufacture both for the original 

equipment and after market. This is due to various constraints including limited 

market size, market fragmentation, restrictive franchise agreements, as well as 

deficient facilities and technologies. 

lnspite of the foregoing some component manufacture covering automotive 

batteries, tyres, tubes , radiators, exhaust systems is taking place. Potential 

production of other simple spare parts such as shafts, pins, bolts, nuts, brackets, 

springs gears, and so on i.; available for the after market. 

Some facilities including casting, machining, forging, metal fabrication exist. 

Additional facilities for steel casting would however be required. 

A review of current Government policies show that they are very liberaL but are 

not especially supportive of automotive manufacture. Government policies aim 

to encourage an efficient private sector driven economy that will promote efficient 

substitutes and exports. 

These policies provide an enabling investment climate that guarantees against 

expropriation or nationalization of private business. 

Zambia's automotive institutional framework is biased towards motor trade and 

thus repair and maintenance. There is very little R.&D, while training is to cater 

for operative personnel. 

The physical infrastructure while adequate is especially depreciated where roads 

are concerned. Government has embarked on a programme to rehabilitate the 

road infrastructure. On the other hand service centres are adequately provided 

for. 

Probably due to the low level of manufacturing little technologi1..~I transfer in the 

a.Jtomotive industry has occurred in Zambia. Other constraints to technology 

vii 
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IO. 

11. 

12. 

13. 

transfer include restrictive clauses in agreements, and an unclear Govcm:nent 

position on the matter. 

Finance is likely to be a constraint in the development of the automotive sector_ 

However given Zambia's economic reforms, the country may attract some 

inflows of private capital. On the other hand local commercial banks provide 

shon term financing only, such that investment into plants can only be financed by 

the Development Bank of Zambia. While the Bank receives substantial credit 

lines, the performance of its foreign exchange loan portfolio is poor, and this 

limits available investible resources. 

The total market for motor vehicles in Zambia is estimated at I 0,000 units per 

annum. In value terms, this is about $60 million annually. 

The market is declining, and this will continue in the foreseeable future. 

The Common Market for East and Southern Afiica (COMESA) is a potential 

export market for Zambia. The South African car industry would be the biggest 

competitor. 

Pollution is as yet not a m:ijor issue in Zambia. However, a good amount of 

vehicle scraps litters the country side, and could form a basis for scrap processing 

industry. A study to this effect was done by INDECO Limited for its abortive 

Steel Re-rolling Mill. The issue of exhaust fumes is being tackled by 

environmental authorities. 

In conclusion, it may be noted that the automotive industry's future will firmly lie 

into component manufacture for the after market. However, this will need a 

deliberate stimulation. 

A more detailed techno--economic survey to assess the products, markets, 

facilities and investment requirements is recommended. 
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CHAPTER I 

STRUCTURE OF THE AUTOMOTIVE INDUSTRY IN ZAMBIA 

1.0 lntroduc-tion 

The automotive industry in Zambia is made up largely of imports of Pas..~gers vehicles, 

Goods vehicles and Public transport vehicles. The sector also imports Completely 

Knocked Down (CKD) kils for final assembly, as well as components and spare parts for 

the after market. The indl&ry is organised mainly along motor vehicle dealers who hold 

franchises to import and exclusively deal in specific vehicle makes. These dealers also 

import the necessary parts and components to service the market. 

In the area of manufactwing, there a few motor vehicle assemblers, who also hold 

exclusive licences for the brands they manufacture. An analysis of available statistics 

shows that Pa~ger vehicles, Goods vehicles and Public Transport vehicles are the most 

important products in the market in that order. At the margin are specialised vehicles such 

as fire fighting units, tractors, derrick trucks etc. Import statistics of motor vehicles for 

the period 1991 - 1994 give the following proportions: 

1 



1: 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Table I: Proportion of Imports of Ml\' by major categories into Zambia 1991-94 

Category 1991 1992 1993 1994 Average 

PASSENGER 52 55 77 37 55 

...... 

COMMERCIAL 41 25 17 25 27 

PUBLIC 4 18 6 30 15 

TRANSPORT 

OTHER 3 2 - 8 3 

TOTAL 100 JOO JOO JOO JOO 
Source: Based on Annex J 

However analysis of import values for the period 1989 - 1993, gives 42 percent to 

commercial vehicles, 32 percent to passenger vehicles, with buses accounting for 12 per 

cent of imports. This analysis further gives some weight to trailers, and other specialised 

vehicles which together account for 15 percent of imports. 

The analysis based on values however should be understood from f ~price point of view. 

To the extent that commercial vehicles, buses etc command a much higher price than 

passenger vehicles, it is inevitable that they should dominate the value structure. 

Notwithstanding the foregoing, the analysis based on values, comes quite close to that 

based on motor vehicle registrations in Zambia over the same period. As the table below 

shows Station wagons, Pick ups, Vans and Trucks, acc:nmt for about 50 percent of all 

vehicles registered in Zambia in 1994. 

2 
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Table II: Proportion of Vehicles Registration by Category in Zambia - 1994 

TYPE SALOON STATION LIGITT TRUCKS MINI BUSES TANKERS I TOTAL 
SEDAN WAGONS TRUCKS. TIPPERS BUSES HORSES 

I 
VANS TRAILERS 

LERS 

QUANTITY 1520 488 1527 185 167 47 90 45044 

PROPORTION % 34 II 34 4 14 I l 100 

Source: Based on Table III 

I.I 

As indicated above, there is some local assembly of passeuger, goods vehicles and public 

transport vehicles. However this only forms a small proportion of the industl)', with total 

output estimated at less then I 0 percent of of the toal market. A more significant part of 

the indust'Y is imports of components and parts for the after market. F '.-.; the period 1989 

- 1993. imports of spare parts were about 35 per cent ofmotonehicle imports. This is 

an Wlosually high figure, but given the state of Zambia's economy, and road infrastructure., 

the spare parts business is extremely lucrative:. 

This is especially so given the absence oflocal ~nufacture of components and parts in 

Zambia. Organisationally, the automotive industry is structured basically along 

dealerships. The players in the industry are the trade associations, which include the 

Motor Trade Association, (MTA) comprising of motor vehicles importers and deaiers; 

the trucking industry represented by the Truckers Association of Zambia (T1'Z), rar.d 

Federation of Hauliers (FEDHAUL). The United Transport and Taxis Association 

(UIT A) represent the passenger transport sector. The various associations are considerc~ 

elsewhere in this report - However below is an assessment of the key automotive dealer~; 

in Zamhia. 

Motor Vehicles Dealers. There are altogether more than I 0 majc:- dealers in the market 

as follo\.\s: 

3 



1.1. l Toyota <Zambia) Limited 

Toyota Zambia. Limited is the leading motor v•!hicle dealer in the cowitry and hold the 

ffanchise for Toyota vehicles in the country. The company has its head office located in the 

prime area of the capital city Lusaka. TI1e head office has well designed sho\\TO~m and well 

equipped mechanical \\'Orkshops. The C\lmpan} &lso has branches in Lusaka and the 

Copperbelt, which areas form about SO percent of the automotive market in Zambia .. 

Toyota Zambia imports and sells the Toyota range cf passenger, light Commercial and Station 

Wagon models imported from both Japan and South Africa. 

L 1.2 Sundat Motors - is located in the capital city Lusaka and hold the franchise for Nissan 

vehicles in the coun.ry. Nissan is •he second leading brand in the country. "!ltey have 

showroom and workshop facilities and also branches on the Copperbelt and tourist town of 

Livingstone in the Southern Province of the country. 

1.1.3 Marowmchi Motors - are the franchise holder for Mitsubishi vehicles in the country. The 

Head office is situated in Lusaka, together with sales and showroom facilities. The company 

has has an assembly plant on the Copperbelt town in Chingola nearly 400km, North of 

Lusaka, adjacent to the big mining industry market. 

I. 1.4 Motor Holdings (Zambia Limited) - Are responsible for the importation of Land Rover 

and Yolks Wagen vehicles in the country. Like the other dealers they are both in Lusaka, 

the Copperbelt, and Livingstone, all with showroom and workshop facilities. Imports are 

from United Kingdom for the Land Rover and South Africa for the Yolks Wagen models 

respectively. 

1.1.5 Honda Zambia Limted 

Honda Zambia Limited hold the franchise for Honda vehicles in the country. Imports arc 

4 



mainly from Japan and South Africa. Honda have equipped .::ii1owrnom and mechanical 

workshi>ps and spare parts outlet. in Lusaka. 

1.1.6 Duly Motors CZ) Limited 

Duly Motors hold the franchise for Ford and Maroa vehicles in Zambia. Imports are from 

Japan and South Africa. The company has assembly equipment for the Mazda cars 

situated at the Livingstone Motor Assembkrs Pia. · in Livingstone. It has its head offices 

in the capital city Lusaka with branches on the Copperbelt towns in Ndola and Kitwe and 

Livingstone in the Southern Province. The company has showroom, mechanical 

workshop and panel beating and spray painting facilities. 

I. I. 7 Commercial Motors/Star Commercial 

These are LONHRO Group Companies which hold ffanchise for Peugeot and Mercedes 

Benz vehicles respectiveiy. They are responsible for the importation into the country of 

Peugeot and Benz vehicles. Imports are mainly from France for the Peugeot and Germany 

and South Africa for the Mercedes Benz vehicles. They also ha\'e assembly equipment 

for Peugeot Salo1Jn and Pick Up and Benz trucks, Lusaka the Copperbdt towns ofNdola 

and Kitwe. 

1.1.8 Tata Zambia Limited 

Tata Zambia is a subsidiary of the TATA Group in India and they import the Tata range 

of vehicles into Zambia. Tata Zambia are based in Lusaka with branches and assembly 

facilities in Ndola, on the Copperbeit. Tata Zambia are also agents for distribution of 

MARUTI vehicles in the country. The automotive industry employs approximately 3000 

people. Table 4 shows the major motor vehicles dealers and their performance in various 

categories of motor vehicles. 

Qlnclusion 

The prevailing status quo in the industry is likely to be maintained in the future and the 
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industry will continue to be dominated by impons and merchandising of vehicles ilnd 
components. 
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CHAPTER II VEHICLE ASSEl\IBLY PL.\NTS 

ll.O lntroductiQ!l 

Zambia has had final assembly plants for various types of automotive vehicles since 1972 

when Lningstone Motor Assemblers was commissioned as a joint venture between Fiat 

Auto of Italy and INDECO Limited, a parastatal company, that has since been closed. 

Livingstone Motor Assemblers (LMA) is sttuated in the Southern part of Zambia. over 

500km away from the major car markets. 11Je Company, which has since been closed, 

was the biggest passenger car assembler, with a work force of 130 persons, and an 

installed capacity to assemble 4500 unit~ an a single shift basis. The company's product 

range encompassed Fiat saloons. Peugeot saloon and Pick up. Mazda saloon. and 

assembly of Mercedes Benz truck cab. Among available facilities, the company still has 

the following:-

• Resistance Welding equipment (spot welding guns) of various shapes and sizes to 

meet ,·:;:ious car body specifications. 

• Body shell treatment plant 

• A manual spray painting plant. 

Baking facilities 

• Various Assembly lines and 

• A Mechanical Assembly lme 

II. I Assembly Plants 

The major assembly plants apart from LMA include:-

MAROUNOUCHI MOTORS - situated in Chingola on the Copperbelt, the Plant has 

capacity to assembly 100 units per year of I ton capacity. mainly light trucks. of the 

Mitsubishi range. 

7 
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LEYLAND OAF - situated in Lusaka with facilities to assemble 260 heavy commercial 

trucks. per annum_ 

LUSAKA ENGINEERING COMPANY (LENCO) - situated in the heavy industrial area 

of the ~apital city Lusaka. is a parastatal organisation in the process of being privatised_ 

it has capacity to manufacture 250 units per year of truck bodies bus borlies and trailers_ 

LENCO has the capacity to manufacture ~are parts/components, including fuel tanks, 

seat frames, exhaust systems and air tanks_ 

COMMERCIAL MOTORS. have faciliti~s situatt.,-d in Ndola on the Copperbelt to 

assembly Peugeot 504 Saloons and Pick Ups with an annual capacity of I 000 units_ 

Other Assembly plants belong to TAT A Zambia Limited, who manufacture trucks and 

buses, and Star Commercial who assemble Mercediz Benz trucks_ No data was :!vailable 

on their installed capacities and utilization_ However, overall it is estimated that Zambia 

has a total assembly capacity of about 700 units per annum on a single shift basis_ Table 5 

gives a breakdown of this capacity_ 

11_2 Assembly Output 

Initially, production output of these assembly plants was high, since foreign exchange to 

import components was readily available. This was especially true for the I 970's, when 

output was in the range of 70 to 80 per cent. 

Since 1975, however, output has continued to decline steadily, in the face of scarce 

foreign exchange. It is noteworthy to observe that as the assembly subsector was confined 

to final assembly, it has been highly import dependent, and as such been subject to the 

vagaries of the country's Balance of Payments situation_ In the face of foreign exchange 

rationing, the sector, has been considered a 'luxury' and has faced the brunt of the 

economic hardships the country has gone through. 

In the last :three years local assembly output has not gone beyond I 000 units per annum. 

In fact currently most assembly plants have closed or arc simply idle. despite rc<<;oo:iblc 
' 
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availability of foreign exch~nge. 

11.3 Vertical Integration 

This import intensity has contributed to very poor vertical integration of the industry. 

The assembly sub sectors value ad<!ed is less than five percent and comprises only local 

l.1bour. electricity, water, automoti\'e paints, tyres and batteries. 

Labour aside, the other local inputs also exhibit a very high import intensity, at well over 

60 percent of inputs. The major factors militating against vertical integration are the small 

market size of the automotive indust1y, as well as the insistence of technology !icensors. 

for licensees to use genuine parts only. In order to avoid compromising quality, licensors 

have put restrictive clauses, that force the local assemblers to use imported components. 

The situation is further aggravated by lack of reliable local suppliers, who are also affected 

by the low assembly volumes; and thereby can not produce low cost but high volume 

parts. 

11.t Current Status 

Whereas in the past scarcity of foreign exchange was the major constraint facing the 

sector. the new economic policies being implemented by the MMD Government has 

hastened the assembly sectors demise. 

As noted elsewhere in this report, the current Government, has liberalised interest and 

exchang~ rates and tightened money supply in ordered to combat inflation. The action has 

resulted in very high interest rates of up to 150 percent, while the Kwacha has depreciated 

sharply to about K950/dollar currently. On the other hand availability of credit to the 

productive sector has also been very tight. Tariffs have also been reduced, and protection 

is denied local producers, in order to encourage efficient and competitive production. 
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The combination of the above factors h1s forced most assembly plants to close as it is not 

longer \iable to carry out assembly operations. Consequently most assemblers have 

shifted their resources into imports ofCBU's and components to circumvent the long lead 

cycles of assembly. which may be as long as six months. 

This long lead cycle. when coupled with the distant location of suppliers (Europe. Japan) 

has meant concepts such as "Just in time" are alien in the automotive industry in Zambia. 

The low production voh1mes also mean that imports of right hand models cause suppliers. 

scheduling problems, that result in the observed long supply delays. 

FinaJiy it may be noted that no assembly of engines takes place at all, while transmission 

and suspension parts may comes sub-assembled f'lr final assembly at the local plants in 

Zambia. 

11.5 Assembly Costs 

Assembly costs have increased astronomically over the last three years or so owing to the 

high escalation of the exchange rate which rose from KJ00.00 to I U.S. Dollar in 1992 to 

the present K950 to the U.S. Dollar currently. As CKD costs comprise about 60 to 70 

percent of production co~1s. this rise has had a tremendous impact on local assembly costs 

This is worsened by the low volumes leading to very poor overhead reccvery. 

As a result of the foregoing local assembly has become uncompetitive, and has led to the 

demise of the sector. 

10 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

CHAPTER HI - COMPETITION 

111.0 Introduction 

Prior to l 991, Competition in the automotive industry was somewhat prescribed by the 

high level of protection accorded local manufacturers. For example Assembly plants 

enjoyed waiver of duty on CKD imports, that was not enjoyed by importers ofCBU_ 

Further institutions like LA and LENO enjoyed preferential treatment by both Govemrnent 

and ZIMCOIINDECO who controlled about 80 percent of the economy_ Notwithstanding 

the foregoing, there existed some internal competition among the franchise dealers of the 

various models. This competition has increased sharply following the liberalisation of 

imports and general reduction of tariffs. 

III_ I Local Competition 

The major competitors in the market are the franchise holder of Japanese models. Toyota 

Zambia Limited with an estimated market share of24 percent is the market leader. The 

company, a subsidiary of the LONHRO group has well equipped sho\\Tooms and 

workshop facilities to service their customers vehicles and surply the necessary spare 

parts. Toyota Zambia major customers comprise Government and other institutional 

buyers. SUNDAT Motors who deal in Nissan vehicles are the second, and offer 

competition to Toyota both on quality and price. South Korea, has also entered the 

market with their Hyundai and Daewoo models and although they are still small, they are 

growing quite vigorously. 

111.2 Regional Competition 

From a regional perspective, the major source of competition is South Africa, who have 

superior manufacturing facilities for virtually &II the major models such as Toyota, Nissan, 

fiat, BMW etc. Zimbabwe and Kenya also produce vehicles but these do not reach the 

Zambian marke( for various reasons. Used vehicles, from Japan and "hot cars" from 

South Africa however pose the biggest headache to the local industry. Competition in this 

11 
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reg:mi is on price. Most r~onditioned vehicles fram Japn arc available for as lmv as 

$2500 ex Tanzania. Similarly "hot" cars from South Afri_-;a mi;· sci! for bet· . .-een $4v0C1 -

$8000 for a Me1cedes Beni:, for example. Most t>fihl.!se vehicles are brought into the 

country by individuals and some companies delling in second hand vehicles and have hurt 

sale~ of new cars. New '\ehicle dealers wish the Government to limit indiscriminate 

imports of vehicles, but Government bel:eves the market will resolve this issue. :" Jl 

indication of the level of competition is the extent to which some companies were fearful 

of divulging their sales quantities, price levels etc for fear this might be used against them. 

111.3 Official Corruption 

There is one factor that however should not be overlooked in the marketing of new C<trs in 

Zambia. TI1is is the aspect of official corruption. Although nothing concrete has been 

forthcoming one vehicle franchise was accused of bnl>ing Government officials to secure 

purchases of this company's products. 

Given the tight monetary stance taken by the Governments, .:s it attempts to cut its 

e:\.-penditure, an~ the low performance of the economy, competition is likely to be 

extremely keen, and, it is possible unethical marketing practices may a1ise. 

Table 6 shows that, Toyota Zambia Limited is the price leader in passenger vehicles 

sector. closely followed by Sundal Motors. dealing in Nissan models. 

Other dealers arc not keen to provide their price levels but it is known that South Korean 

franchise holders are charging market penetration prices. 

li.dia, is another producer trying to enter the Zamhian market very aggressively and its 

competition strategy has been price. 
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{~llAPTER IV - CAR COl\IPONE1'T l\IANUFACTURE 

IV.O lntr""duction 

There is ve1y little manufacture of car components and spare parts both for the original 

equipm,,..nt market and the after market. The main reason for this position are as follows: -

Limited market size. Zambia is a low income country, which has been declining for the 

past twenty or so years. With virtually no income growt~. the market for automotive 

vehicles has shrunk, if not stagnant. 

Multiplicity of Models - Given !his Limited market, the muJtiplicity of vehicles models 

has negated the growth of component manufacture, as the low model volumes make local 

production of components uneconomic. 

Restrictive Agreements - Most franchise agreements specify use of genuine parts in both 

the OEM and after market, thereby reducing the scope for local component manufacture. 

Insufficient Facilities/Technologies. The deve,opment of the Zambian manufacturing 

sector has been conditioned by the mining industry. Import substitution has mainly been in 

light consumer goods, and spare parts geared to the mining industry. While some of these 

industries may have rhe capacity to produce motor vehicle components, the other factors 

above militate against them doing so. It is also important to note that Research and 

Development has been very nascent in 7..ambia; and has tended towards agricultural 

implements. Consequent to lhe above a;.atomotive cnmpanies have focused on repair work. 

IV.2 Local Component Manufacture.;_ 

Having made the follcwing observation, it is also true that some components are being 

produced locally, and there is potential for some parts being made locally. Among the 

components being produced locally include car batteries, tyres and tubes, exhaust pipes, 

rubber linings and hoses, grilles, oil filters, leaf springs, nuts and bolts, fuel tanks, radiators 
and so on. 

However, production of highly sop'1i1;1.icated components such as steering systems, 

engine blocks and pans. transmission systems. body pans. interior trim etc is non existent. 
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IV.3 

Again the small market size. limited technologies. skills and facilities. and lack of investible 

resources, prevent the emergence of such industries. 

There is however potential for local manufacture of simple components. especially for the 

after market. A recent study of the market for components in Zambia identified under 

chassis components comprising shackle pins/sping pins, king pin and king pin kits, wheel 

studs. centre bolts, u-bolts, shackles and shackle brackets as well as exhaustpipes and oil 

filters as having a potential for bcal manufacture. The production at this stage would be 

for replacement demand. for approximately a hundred thousand vehicles or so. Secondly 

it was not ... -d that export potential existed, although this was not quantified. 

Table 7: gives estimated production quantities for the above mentioned items, as well as 

the other locally produced items and the manufacturers. 

Facilities 

Research by this study has also identified available facilities, that could further move 

forward the automotive industry in Zambia. Zambia Railways and Tanzania Zambia 

Authority (T AZARA) both possess well equipped workshop facilities, that could form a 

basis for the expansion of the automotive industry. Zambia Railways in particular has the 

following facilities. 

• Cast Iron and Non Ferrous Foundry with a rated output of 2500 tonnes. Capacity 

utilization is at 60 percent. 

• Forging and Smithy Shop with heat treatment facilities. Installed capacity of 300 

tonnes with capacity utilization at 70 percent. 

• 

• 

• 

Fabrication Shop, rated at 2000 hours and utilization at 70 percent . 

Machine Shop, rated at 6000 hours and whose utilization is reckoned at 90 

percent. 

Laboratory facilities for Chemical, Mechanical and Metallographic tests. 
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• 

• 

Zambia Railways are able to undert~ke meieil fabrications. machine components (shafts. 

nuts, bolts. gears etc) forged components (harmers. leaf springs) Cilstings (Ferrous and 

Non Ferrous eg brake bloc!..s. ge11.s pulleys etc). The Company is also capable of 

undertaking body work. To eflectively senice the automotive industry, Zambia Railways 

would need to install an electric arc steel furnace or an induction fuma;;e to make steel 

castings. Other companies ha\ing similar facilities include Boart Long Year who produce 

both mining and industrial spare parts. An evaluation of the potential for local 

manufacture shows that opportunities exist with regard to available spare capacity and 

infrastructure, while potential also exist for utilization oflocal materials. The major 

constraint is C:!pital outlay to purchase additional specialised equipment. 

Manufacturers believe the Zambian Government policy is liberal, and not restrictive to 

encourage local manufo.;turing. It is however not seen to be supportive, especially with 

regard to financial sup:>ort. 

Given the above scenario, the Industry believe the strategy should be to continue imports 

coupled with local assembly, eventually graduating into local manufacturing of 

components for both the local and e~-port market. However, there will be need for a 

comprehensive technical survey of both potentiai parts and facilities to determine 

precisely what will be possible. 

15 



CHAPTER\' - GO\'ERNl\IENT POLICIES 

V.O Introduction 

Government Pulicies operate at both the macro-economic, sectoral and micro level to 

influence the direction of the development of a given sector. 

Past macro-economic policies in Zambia have tended to be dominated by public 

enterprises, commanding about 80 percent of the economy, giving little incentive to 

private sector initiative. The allocation of resources in the economy was achieveJ through 

administered prices, such as fixed (and negative) interest rates, overvalued exchange rates 

and highly protectionist tariff structure. Despite the foregoing the automotive industl)' in 

Zambia has failed to make a significant contribution to the economy due to its failure to 

integrate with the rest of the economy. This failure to integrate local automotive 

manufacture with the rest of the economy has been attributed to \'arious causes. 

However, the macro-economic policies have contributed to the inefficiency of the sector, 

and its lack of development. 

Since 1991, when the new Movement for Multiparty Democracy (MMD) Government 

took power. it has introduced new economic policies that include economic stabiliz.ation 

to pave way for private sector led growth. The economic liberaliz.ation of the economy, 

includes privatization of the huge parastatal sector, market detennined exchange and 

interest rates as well as reduced tarriffs. 

The new government has embarked on major reform of all policies. A re\icw of key 

relevant policy reforms is given below. 

V. I Industrial Polic)'. - TI1c major focus of the new industrial policy is development of an open, 

competitive, dynamic and sustainable industrial sector, led by priw1tc enterprise. Its key 

components include:-
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V.2 

VJ 

• Removal of protectionism to foster efficient impon substitutes and provide 

incentives for exports. 

• Utiliz.ation ofloc.al raw materials by maximizing value-added linkages. 

• Employment generation resulting from a proper balance between capital and 

labour. 

• In order for the policy to be eff""·ctive, :t seeks to promote acquisition of 

approp~iate technology, enfor..:ement of quality standards. observance of 

industrial property rights. and provision of adequate human resource development. 

~ 

In order for priv.·•e enterprise to flourish, an appropriate, enabling investment regime is 

required. In this regard the Government has passed the Investment Act of 199 J which 

provides among others. 

• Tax incentives 

• Repatriation of profits and capital. 

• Guarantees against expropriation/or nationali.Zdtion of private business. 

Transpon !>olicy 

The Gover.ament is transport policy recognizes the cruciai role of road transport both for 

freight and passenger transportation. Government Poiicy aims to pUl into place an 

efficient transpon network. In order to achieve the foregoing Government intends to 

concentrate on the maintenance and rehabilitation of infrastructure, :;oncem itself with the 

regulatory framework and encourage private sector based market development of the 

transport sector. 

Specifically Government intends to divest its transport companies through privati7.ation. ft 

also intends to restrict its purview to ensuring access to quality transpon .. and issues of 

safety and reliability. 
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V.4 Policy ovel"\icw 

An overview of Government Policies show~ that it is liberal. However, it does not at the 

same time provide any special assistance especially to the development of the local 

automotive manufacturing industry per se. This is an area, that Government may need to 

be sensitised if the industry is to be revived. Copies of both the Industrial Policy and 

Investment Act are annexed to this report. Government transport policy is not yet 

published. 
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CHAPTFR VI - INSTITUTIONAL INFRASTRUCTURE 

VI.O introduction 

The necessary institutional infrastructure for the automotive industry in Zambia is weak 

due to its focus on merchandising operations. There is virtually no research and 

development, while training is limited to craft and technician level, required for operatio~al 

purposes. Funher, Government Policy on Science and Technology is yet to take shape, 

such that, there is a lack of direction in this respect. 

However, there are four trade associations namely the Motor Trade Association(MTA), 

grouping automotive dealers, the United Taxis and Transport Association (UIT A) for 

Bus and Taxi Operators. Truckers Association of Zambia (TAZ) and Federation of Road 

Hauliers (Fed Haul) grouping road freight transponers. These associations are primarily 

concerned with consultative, advisory and liaison contacts with the Government on 

matters that affc ct them such as fuel prices, passenger transpon and trucking rates and 

issues of customs duty on vehicle imports. Generally speaking. these associations have 

been quite successful in negotiating with Government on the various issues mentioned 

above. 

VI. I Research and Development 

Regarding Research and Development, there are two major relevant research in~titutes, 

these being the Technology Development Advisory Unit (TDAU). which is part of the 

University of Zambia, and the National Council for Scientific Research (NCSR) a 

Government scientific research institution. Both Institutions suffer from inadequate 

funding, and their level of utiliz.ation by industry is extremely low. Their research on the 

automotive sector is barely non-existent. In pan this n:accts the absence of an 

automotive engineering faculty at the University and the absence of any meaningful 

manufacturing of automotive components in the country. 
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Vl.2 Trade Associ3tions 

2.1 MTA group's the key automotive traders. assemblers, and other~ who lobby the 

Government on such issues that may negatively affect their businesses including impon 

duties. MT A wish the Government to limit the number of models imponed into the 

country in order to consolidate the industry. Government is unlikely to oblige on this 

matter. 

2.2 UIT A represent taxi and bus operators. The major focus in their discussions with 

Government has been vn fuel prices, which are likely to escalate their running costs, and 

fares, which if they db not reflect running costs affect profitability. Petrol currently costs 

about 60 cents a litre. 

2.3 T AZ and Fed Haul also negotiate with Government on haulage rates, but in 

addition Fed Haul has pressured Government to ensure the maintenance of physical 

infrastructure, and most of their members act as Honorary Traffic Inspectors. 

VI 3 Consumer Credit 

There is little Consumer Credit available in the automotive industry as is the case in most 

developed countries. Leasing is only staning and is being hampered by high interest rates. 

Occasionally automotive traders provide 60-90 days credit, in order to secure sales. 

However by and large vehicle sales are on cash basis. 

VI.4 Training 

As noted above training in the automotive industry is made at diploma technician and craft 

levels. lbe Depanment of Vocational Education and Vocational (OTEVT) runs 14 

colleges which offer relevant training in motor mechanics, auto-electrics. machining, 

fitting, metal fabricatio11 and mechanical Engineering; among others. In 1994, the 

combined output oft~1cse colleges was 291, craft certificates, 49 technician certificates 
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and 19 diplomas certificate holders. These institutions are supplemented by private 

colleges. the most important of which is the Industrial Training Centre. No data is 

available on the quality and quantity of private colleges. The University of Zambia 

provides higher education in Mechanical Engineering. at Bachelors level producing 15 - 20 

graduates a year_ There is no specialized automotive engineering degree at this level. 

VI. 5 Conclusion 

To summarize, the Institutional Infrastructure encompassing automotive trade is biased 

tow:.rds the motor trade and transporters who negotiate with government on tariffs and 

rates. There is virtually no Research and Development. or any credit facilities. Low level 

training is available. and supplies personnel suitable for repair and maintenance work. 
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CHAPTER VII - TRANSFER OF TECllNOl..OG\' 

Vll.O Introduction 

The e'.\;stence of Assembly Plants was supposed to facilitate the transfer and adaptation of 

technology. This has however been limited to transfer of assembly sl-ills. repair and 

maintenance capability and little else. 

Technological absorption has been hindered by an equivocal Government policy, 

restrictive licensing agreements, low Research and Development linkages. as well as 

insufficient technological diffusion in the society and insufficient facilities. As a result no 

local supplier capability has been developed, whilst the question of quality standards has 

been tied to those available from suppliers. If technological transfer and adaptation is to 

occur Government needs to be clear about the role of technology in the development 

effort and pro\-ide unambiguous ;>0licy direction. Presently Government says it will 

encourage acquisition of technology to improve production efficienc} and productivity. 

However, there is need to go beyond this and provide incentives for technological 

adaptation. The issue oflocal content in this regard is very important since it will 

influence the development of locally manufactured components and spare parts. Zambia 

presently lacks any clear local content policy. 
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CHAPTER \'Ill - PHYSICAL INFRASTRUCTURE 

Vlll.O Introduction 

The physical infrastructure comprising dealers. service centres. roads. etc have been 

already been mentioneo in this report. Apart from the official dealers representing the 

major automotive companies: there are scores of independent dealers selling second hand 

vehicles and providing repair and maintenance facilities. This factor is seen to be 

favourable to the development of the automotive industry generally. 

VIII. I iload Infrastructure 

The Road Netwo; !\: in Zambia is quite extensive, covering a total of37,000km, broken 

down as follows: 

Class I. Pavedffarred Roads - 6,576Km 

Class II, Gravel Roads - 8.220km 

Class 111, Earth roads - 21.967km 

As of 1991, most roads were badly damaged due to long neglect. Government's 

immediate objective is to rehabilitate the road infrastructure. In the long term 

Government intends to upgrade Class Ill and Class II roads to Class I and Class II 

respectively. 

To finance the road rehabilitation programme Government has instituted a fuel levy of 

ahout a cent per litre towards road reconstruction. This is likely to increase in future, and 

the World Bank has promised substantial resources (about $800 million) in this area. 

Vlll.2 Service Ce11tres 

The major motor vehicle dealers in the country have over the years established necessary 

physical infrastructure in the automotive industry in the form of showrooms, mechanical 

workshc,;>s. training school facilities and spare parts outlets to support their respective 
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business in the ca< industrJ_ llris infustructure is mainly located in major economic 

acthity areas of the Copperbeh. Lusaka and pm•incial centres of Central and Southern 
pans of the country 

llre dealers through this network of workshop and 'l'•res outlet prnide the following 
services to their respective customers_ 

• Marketing of motor vehicles 

• Mechanical repair and maintenance of vehicles 
• After sales senice 

• Panel beating and spray painting 

• Spare pans sales 

• Training of customers technical personnel_ 

Table 5 indicate selected motor vehicle dealers and t_!pes of activities they are engaged in. 

relative to customer service_ It should be nored h<>wever rl1at. besides the major dealers. 

there also exist independent dealers who provide and participate in the provision of 

senices lo the automotive industry_ llrese mainly deal in non-genuine 'lJare parts_ 

ConclusiQ!l 

Zambias road infrastruerure is extensive but in very bad repair_ Government, with the help 

of the World Dank have en.barked on a rehabilitarion programme_ Vel1icles Repair 

faciliries arc adequareJy provided by both auromorive dealers and independenrs, and could 
thus fonn a basis for future industry development 
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CHAPTER IX 

TECllNOLOG\' (IMPLICATIONS FOR DE\'ELOPI\IE~T COUNTRIES) 

IX.O Introduction 

As mentioned earlier. all local vehicles assemblers have gone into joint ventures and/or 

licensing agreements, covering the products and process technologies. However. these 

arrangements have not resulted into technological development of the host country. With 

regard to dealers, franchises have been the norm The implications of these relationships 

have had little impact on the country, probably because the issues of the role of 

technologies have not been dealt "ith sufficiently. Issue of out sourcing. strategic 

alliaPces, value added etc have not arisen due to the excessive orientation with imports. 

Similarly no questions of specifications have taken place, as the role of the automotive 

industry in the development process has been marginal. However Government Policy now 

emphasizes the need to access and acquire appropriate technology through purchases 

licensing and so on. 

Government also intends to form a strong foundation for reliable and quality information 

on technology selection. acquisition as well as technology policy and planning. In this 

regard the Government intends to strengthen Public Research Institutions such as the 

TDAU and NCSR to undertake technological development, adaptation, choice and 

selection of equipment, pro\ision of infmmation and quality assessment. Further 

Government intends to link the Public Research Institutions to the private sector; so that 

industry may utili7.e Public Research Institutions on a commercial basis. In order to 

encourage Research ;. nd Development, Government aims to encourage investment into R 

& D through financial incentives. including making R & D expenditure tax deductible. 

f lowever, apart from these general policies, there is no focus on the development of 

indigenous technologies; or adaptation of foreign technologies to suit the local conditions. 
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IX.O Introduction 

Zambia's fixed investment as a percentage of the Gross Domestic product has declined 

from 52 percent in 1975 to 10 percent by 1994. Equally savings have fa!!t~ sharply over 

the same period ar.d now are below 5 percent of GDP_ The reason for this fall in 

investment has primarily been the fall in both copper prices and output over the years. 

Secondly Government has tended to emphasize consumption at the expense of Investment_ 

Thirdly, up to 1991 economic policies favoured Public Investments at the expense of 

private investment. 

Since 1991, however Government has withdrawn from the market and is currently 

privatizing Parastatal Companies. Government is however, also constrained to provide 

any investible funds as it is running a "Cash Budget". Finance is therefore ex-pected to 

come from the private sector. which is 3fso facing a liquidity crunch. In terms oflong 

term finance, the Development Dank of Zambia (DBZ) is the majar source of finance_ as 

local commercial banks prefer to provide working capital resources only_ The 

Development Bank of Zambia has total assets of $50 million but available investible 

resources are low. The Bank from time to time receives lines of credit from various 

:!lstitutions such as the African Development Bank, European Investment FWld, OPEC 

Fund, PT A Bank to onlend to its customers. To date the Bank has received credit lines 

worth about $75 million. 

The Bank is however affected by the steep exchange rates which have forced their 

customer with foreign exchange loans to default on their loans thus affecting the Bank's 

liquidity. As of 1995, the Bank's cash flow was a negative $3. 7 million. 

Until Zambia's credit rating improves significantly there will be little long term 

International finance available to the country on commercial terms. On the other hand. 
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such International Institutions as the World Bank. IMF tend to finance public sector 

projects. However. given Zambia's high and positive interest rates of about 18 percent in 

real tenns, private inflows into the country are likely. The only danger is that this money 

may enter the speculative market, where these high rates are found. 
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CHAPTER XI - MARKET 

Xl.O. Introduction 

The total Zambian market for all types of automotive vehicles is estimated at about 10.000 

new vehicles per annum. In value temlS this is estimated at an average of US $60 million 

per annum. The Zambian automotive iriarket has been declining. in line with the poor 

economic performance of the economy. As Annexe II show. vehicle impons have 

declined from S 89.million in 1989 to $46 million by 1993. This a decline of about 50 

percent in value temlS. This trend matches that of vehicle registration that have been 

showing a downward trend since 1980. 

XI. I lmpons 

Inexplicably however, impon statics of motor vehicles forthe period 1991 to 1994, 

although showing a declining trend give exaggerated figures of import volumes and 

values. For example these statistics show that in 1991, Zambia with a Current Account 

Deficit of $513 million imported 536,000 vehicles. This figure declines to 160,00 units in 

1992 before rising to 265.000 in 1994. 

The above figures are most improbable given the state of the economy. In our view the 

figures would need to be deflated by a factor of I 0 to come anywhere near reality. 

Annexe II gives the statistics on the import statistics referred to above. As indicated, the 

Zambian market for, Motor vehicle has been declining. On the basis of motor vehicle 

registrations, the market fell by about 20% from 1980 - 1990. 

Since 1990, the market seems to have fluctuated between 6,000 and I0,000 units per 

annum. This position is unlikely to change in the next five to I 0 years. until a significant 

improvement occurs in the Zambian economy. As Zambia is a low income economy, 

purchases of new motor vehicles are severely limited to the institutional market. In the 

short term this market is depressed, and it is difficult to predict its future. However, the 
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Zambian Government is receiving substantial e:\1emal financial assistance from Donors. 

Part of the resources will be used to procure automotive vehicles for the various projects. 

It is not possible to quantify the types and volumes of vehicles to be bou~t using donor 

resources. 

X 1.2 Selling Prices 

The selling prices of imported vehicles in Zambia ranges from about $12,000 for 1300 cc 

capacity unit to around $30.000 for a four wheel drive unit These prices are before 

import duty, excise duty and value added tax. For the smaller vehicles the effect of 

taxation is to raise the selling price by about 85 - 90 percent of import cost, whereas the 

bigger model's effective protection is l 0 l percent. 

Table 6 gives some selected prices for Passenger vehicles. Prices for trucks and buses 

are much higher and may reach $60 - $70,000.00 before tax. 

Xl.3 After Market 

The after market in Zambia has not been established with precision. Available statistics 

on car registration from 1980 - to date would put the vehicle population at around 

100,000 units or so. However, this market is highly fragmented, although, at first 

approximation the Toyota range wilt dominate. 

In terms oflocal manufacturer of components for the after market, these could be limited 

to generic items such as oil filters etc which can be standardized on most vehicles. 

Government attitude towards growth and nature of the market is non-interventionist. 

However, government does give preferential treatment to Commercial vehicles and Public 

Transport vehicles through preferential tariffs. 

In 1995. duty was waived on buses with a minimum seating capacity of 15 persons in 

order to enable the private sector fill the vacuum left by the liquidation of the United Bus 
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Company of Zambia. a former paras.1atal transporter. 

In Conclusion we note that the market for motor vehicles in Zambia has been declining in 

line with the poor perfonnance of the economy. The market is likely to remain depressed 

until the economy improves, which is not expected in the short term 

Xl.4 Regional Market 

Zambia is a member of Common Market for East and Central Africa (COMESA). This 

market has a total population of 240 million, and imports worth ab<'ut US S 15 billion, 

while exports stand at US $11 billion. Annexe ... gives some key statistics of the member 

countries of COME SA 

An analysis of this market for automotive products shows imports valued at about $900 

million in 1993. Of this Passenger vehicles accounted for 43 percent Goods vehicles, 38 

percent, Buses I 0 percent with the balance representing other vehicles. 

The COMESA countries exhibit varied economic states, but most of them are low income 

countries. Some like Angola, Mozambique and Ethiopia are emerging from civil strife. 

Taken individually these markets are too small to support a significant automotive 

industry. However when viewed collectively they represent a viable market. 

With regard to Zambia the most potential market are those closest to it namely Tanzania, 

Malawi, Angola, Mozamb!que, Namibia, Rwanda and Zimbabwe. Zambia could also 

export to Botswana, a Southern Africa Development Community (SADC) member to 

which Zambia also belongs. COMESA aims to en"ourage lntra-COMESA trade, by 

reduction of tariffs among member states with a view to their elimination by the year 

2000. However, exports among COMESA countries will only benefit if they meet local 

content rules that stipulate that the "value added" should as a minimum be 45 percent or 

more of the ex factory cost. Alternatively inputs imported outside COMESA should not 
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exceed 60 percent of the total cost of production. 

XI. 5 Ta riffs 

Zambia's tariffs on imported automot:ve vehicles and components is -to percent import 

duty. I 0 percent excise duty on \ ..:hicles with an engine capacity of .1500 cc or more plus 

value added tax (VAT) of 20 percen!. Components au.-act only import duty of 40 percent 

and value added tax of20 percent. These tariffs are still high, ahhough i• is Governments 

intention to gradually lower them to promote efficient production. Further these rates 

have come down from when nominal rate · were as h!gh as I 00 percent on imponed mot<'T 

vehicles a few years ago. 

Xl.6 Components 

Zambian automotive dealers import components from suppliers are overseas. These 

components are easily available and 2~e only subject to availability of foreign exchange, 

since Zambia's economic reform, availability of foreign exchange has been relatively good 

on account of donor assistance to the country Furtlier copper prices have ir.lproved l~t~ly 

thus improving the flow of foreign exchange. Zambia only gives rebates to e:\-pCJrters who 

use imported inputs, but as there are no automotive manufacturers who export this is not 

relevant at the moment. The issue of trade barriers is being tackled by the Go\·emment 

which for a start has eliminated both import and export controls and taxes. · :nports are 

now subject to market regulation since the Kwacha is now fully convertible. 
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CHAPTER XII - ENVIRONMENTAL CONSIDERATION 

XILO Introduction 

(i) Waste Reduction Opportunities 

Motor vehicles and their components are designed for use for a certain period of time at 

a predetermined usage rate, after which failure will occur. 

In Zilmbia usage of vehicles as a means of transport has been adopted seriously since the 

end of the Second World War. Hence the towns and countryside are littered with 

abandoned vehicle body shells and components. At present there are private business 

concerns which go about collecting these pieces as scrap metal for export to the Republic 

of South Afiica. However, serious collection and vehicle scrap can be achieved by 

installing a scrap recovery plant in Zambia in future. Currently only Scaw Tawd in Kitwe 

on the Copperbelt and Vulcan Foundry in Lusaka process a small amount ofiron and 

steel scrap locally. 

(ii) Pollution Prevention 

The role of overseeing pollution control and prevention in Zambia rest with the 

Environmental Council of Zambia (ECZ). At present E.C.Z. is in the process of 

formulating air pollution control measures and a detailed proposal on the legal framework 

for air pollution regulation and Cl'ntrol in Zambia. These draft proposals will specify the 

limits for ambient and point of source pollution limits. It is planned that these proposals 

should be studied by government for possible legislation into law in 1996. 

The E. C.Z. intends to develop local air pollution control standards to meet the needs of 

Zambia, taking into account the objective of limiting air pollution and the actualities of 

the local environment. 
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ANNEX I: ZAMBIA- KE\' ECONOMIC INDICATORS 1970 - 1994 

I 
tklll 1970 1975 1980 1985 19'}0 1991 1992 1993 1'}94 

I Ral l;Jll' /\J KM.ti! 1743 1%0 199(· 20-t5 221-t nm 20'H '.:287 2116 

1977 l~·-·:s 

I l'cr C:iprta Kw:idi:i 419 40-t 353 303 273 265 248 26-1 237 

(ii)(' 

(j[)(' o/o 3.3 7.6 5.1 H (05) 0.0 (H) 9.7 (7.5) 

I <inMtMu 

hx.-d o/o 49 52 22 13 15 13 14 15 IO 

I 
lr.votmml 

(j()p 

I C•wcr OOO's 683 640 607 479 426 175 409 393 370 

l'roJu..:tim (fMf) 

I C•wc-r llS Sll.B 0.69 - I 0 0.65 1.21 1.07 ! 04 0.87 1.01 

l'n.~..JI .II 

I Ct.'f':ll..T A"\o/u 92 91 76 88 85 82 7!! 77 72 

nfbqlllrtS 

I 
CIUTmlNC us s 107 (726) (51!!) (324) (J!!!!) (513) (75.l) (472) (389) 

ll:ilsi,-., ( IJSI> Mil!u~ 

M1lli .. 1.'I 

I 
T•Tll'-' .~ l'J77 = 257 112 102 89 9!! K4 77 -
Tr:id.: 1977 JOO 

lklll Slnd. us s - 161!4 .1261 4576 7217 7041 6941 67!!X 6375 

I B1lli<Wl 

lkht o/o - 69 l!4 201 193 214 191 214 182 

Slod./C;f >I' 

I I klt1 Sen i.:cl 
""' - 14 22 7 (,() (,1 <•I (,() "ii 

1·-'l'nlts 

I lkalb;.ii - 4 29 (2 541 (I!!!!) - (35-•JO) - (4C.91) (25 76) 1849 

l<31c 

I S.Mlt•" World llanJ,; 
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ANNEXE II 

I ZAMBIA - IMPORTS OF MOTOR VEHICLES IN 000 DOLLARS 1989 - 1993 

I 
EAR 1989 1990 1991 1992 1993 5 YEAR 

CATEGORY AVERAGE 

I PASSENGER MOTOR 

VEHICLES 28,66~ 25,431 17,097 15,996 17. 222 20,870 

32% 

I GOODS TRANS PORT 

VEHICLES 40.397 39. 014 23,062 17,264 15,953 27. 138 

I 
4::!~ 

BUSES ETC. 988() 7318 7653 6655 5868 7 ,475 

I 12\ 

I 
SEMI TRAILERS. 

TRACTOR:; 6039 51]8 7539 5,881 4460 5, 811 

9% 

I GOODS ".'RACKS 

TRACTORS. ETC. 361 1140 864 449 <>)l 74997 

I SPF.CI AL PURPOSE 

I 
VEHICLES 3528 8e48 1804 3044 1740 3,793 

TOTA.LS 88867 86889 58019 44289 46174 64848 

I Source: COMESA 

I 
I 
I 
I 
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ANNEX III 

IMPORTS OF MOTOR VEHICLES, 1991 1994 .. 

I 
ltt t ltt2 Utl !.tt4 

I 
Ql1AMTtTT VA.l.t7a QttNtTITY VJU.t7a Ql1Al<TITT VJU.1111 QUANT ITT ,,,....,. 

NCTOlt VWR I Ct.a (JCOOOl CICOOG) {l:~COOJ 1s.~aao1 

casaIPT?:OIC 

I 
I. MOTOR vaatcus OP 

CTL tNDaA llOT > 

1000 cc 12. 590 ),. 111 7. 25C )Jl.2tt Ct,.71l 5tt.lll 25. l lt .ttO.t5t 

I 2. lllJTOA VSBic:t.aS OP 

CYLIND&Jt > 1000 cc 

•trT • lSOOCC llt.,62 2Cl.ltl 27.tlt ••2 • .212 U.651 1.t6].tlt lS.51) ;.c•2.11e 

I ). MOTOR VSBICL&S 

CTLnmaa >1500 cc 

I 
8C"T • llOD CC lt.510 Jtl. 221 :n:. 170 121.587 25. t57 1. Ill, 172 2).550 l. ltl.621 

.. MOTOR WHIC'US 

I or CTC.IND•• > 

llOD CC 14.Ul tt.772 l07 11.ttl 27 2U,t57 '>.lit 527. 501 

I 
.. onara ctasaL 

VRHIC'LSS OP 

CTLINDKR > 1500 cc '· •2t 10. ,,0 t. Otl 12.011 15 t9,l5l .. 10. 152 

I 
.. Dt•s•r.. VSHJC't.&S or 

C'YLIN'DaR > 1500 cc 

fttrT • l500CC '· 211 tl. 111 5. ,,, U0,117 5,11) 151 .c:u l, 105 l.llt.~tt 

1. or•s•L VWRICt.aS OP 

I CTLDfDIR CAPACITY 

,. 2500 cc l. IJl U,QIJ 10. Ot5 15, 510 t)J 191. 175 l.055 711. JOO 

.. onma: DISS•t. oa 

I SSNI DllSSt. MOTOR 

VWHil:'L&S 21. )~6 
''· IAI •• Jll lH,211 •• 216 ttt, UJ '· t51 i.a:2.•11 

I 
.. C'OleCKtlCU.L MOTOR 

VWHI.:t.as OP OROIS 

V'WH t CLS WI TKT 

f()V\f) WOT <5 

I T.,_A lH,211 •loS,IP ll, ~Ot t.•l•.•~o H.127 !>.ti. ttO &O, 712 '1,5U,5U 

·-
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I 
10. co..-acr.a.t. vs•t'='t.a 

I OP G&OSS VSH!CLa 

WKI3HT . lG TOlll<SS 

l'!t.15• 110.211 
20. ·~· 172.1~] 1)7 l.~5. 2•! !I ~tl..Gt~ 

I 
IL OTlll.A SPUI 

I IQl(ITION WR.Ict.&S 

vrn avtt:" NOT mu 

TH.AT S T'OMCl:S l. 7JO 15-1 .OJI 5. 100 tGl.llt 2. 701 •tt.lt4 t.111 171. tit 

I 
12. onm:rt SPM.11: 

IGNITION vmnct.as 

llEoTCJt VSR!cr.&:S (JYI< 

J> ~ ToecMSS I. Otl 5t.120 C7 "· '" )l u 052 10 551.eu 

I ll. onma "°1'0R 

WRICT..&S u. 719 "· ,., l.ll7 ue.25a 5]) lC l. t2t 21.1•2 2l2.2H 

I l<. PU1loLIC Ta.UfSPoAT 

l'A.SSllN::lRI MOTOR 

I 
vsarcr..as 5.155 26. 151 102 !lJ.OOt J. 517 LOOJ.tt2 tl.15t 1.111.oot 

15. VWRIC--..&S 17. 212 J1J.,iit2 21.llt J2:1 .. tlt 1.sn 1.201.121 )7 ••• , 2.217. 751 

TOTAL 5)5. t7t 2521na 15t.2 .. 5UHtl 110. 757 1111011 215. Ott lt&l0117 

I 
I 
I 
I 
I 
I 
I 
I 
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ANNEXE I\" 

ZAMBIA - ll\IPORTS OF MOTOR VEHICLE ~ARTS/ACCESSORIES 

IN 000 US DOLLARS I989-1993 

1889 1990 1992 1993 TOTAL ANNUAL 

AVERAGE 

17,618 22,956 19,761 23,758 27,133 

ANNEXE\' 

ZAMBIA - IMPORTS OF 1\1.V. BODIES, CHASSIS AND ENGINES 

IN 000 US DOLLORS 1989- 1993 

1989 1990 1991 1992 1993 AVERAGE 

M.V. 

BODIES 81 97 60 555 23 

MV. 

CHAS IS/ 

ENGINES 5,491 4,394 939 1,307 395 

SOURCE-COl\tESA 
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ANNEX[ \"I 

ZAMBIA - l!\IPORTS OF l\IOTORC\'CLES IN 000 

US DOLLARS - 1989 - 1993 

1989 1990 1991 1992 1993 

799 834 634 587 631 

ANNEXE VII 

ZAI\IBIA- IMPORTS OF BAITERIES/ACCU!\IUL.\TORS 

IN 000 US DOLLARS 1989-1993 

1989 1990 1991 1992 1993 

600 468 2,585 1,076 811 
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A~r\t:X[ \"Ill 

ZAMBIA - 11\IPORTS OF NE\\' TYRES. RETREADS. FL.\PS 

IN 000 US DOLL.\RS 1989 - 1993 

' 

1989 1990 1991 1992 1993 

NEW TYRES FOR 

M.V. 895 807 1,457 1,045 3.770 

NEW TYRES FOR 

LORRY ETC. 5.141 4,545 1,206 2,693 3,286 

RETREADS/ 

TUBES 292 266 505 2,226 412 

PNEUMATIC 6,989 7,190 6,648 

TYRES 7,553 7.882 
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ASS£XI: IX 

CO!\IESA - SUI\11\IAR\' 11\IPORTS OF l\IOTOR VEHICLES 

IN 1\llLLION US DOLL.\.RS 1989- 1993 

YEAR 1989 1990 I 1991 

CATEGORY 

PASSENGER 420 430 398 

GOODS TRANSPORT 484 454 366 

BUSES 89 70 69 

SEMI TRAILER 

TRACTORS 35 49 68 

GOODS TRUKS, 

TRACTORS, ETC. 23 34 25 

SPECIAL USE 71 969 50 

TOTAL I, 122 I, 133 976 

SOURCE- ADAPTED FROM COMESA 

IMPORT- EXPORT DATABASE 

40 

1992 

472 

474 

92 

51 

26 

35 

1,150 

1993 

394 

344 

77 

37 

15 

31 

899 
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Al'iNl:Xt: X 

COi\IESA: SU!\ll\IAR\" IMPORTS Of' \'CHICLE PARTS/ 

ACCESSORIES IN l\llLLION US DOLL.\RS 1989- 1993 

YEAR 1989 1990 1991 1992 1993 

IMPORT 

\':\LUE TOTAL 297 300 309 271 2----_)_) 

VEHICLE 33 43 24 32 14 

CHASSIS 

VEHICLE 5 2 3 ... I -' 
BODIES 

41 
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ANNEX XI 

Country 

ANGOLA 

BURUNDI 

COMOROS 

DJIBOlffl 

ETHOPIA 

KENYA 

LESOIBO 

MAD AG 

MALAWI 

MAURITIUS 

MOZAMBIQ. 

NAMIBIA 

R\\'ANDA 

SEYCH 

SOMALIA 

SUDAN 

S\\' AZILAND 

TANZANIA 

UGANDA 

ZAMBIA 

ZIMBABWE 

ECONO!\llC INDICATORS OF CO!\U~SA COUNTRIES 

Total Popul. Urban Prr Capita lntrrnat [xtrrnal 

ana ('000) Popul. GNP'90 ion al Public 

(Kml) 1990 1989 (USS) Rrgrves Drbt 

(USS) Outstand 

Million ing 1990 

1.2-16.700 I0.011 28 652 - 7.152 

25.834 5.470 5 210 105 850 

2.171 415 27 478 30 177 

22.100 427 - 1.016 91 145 

1.221.'NO 51.183 13 118 24 3,116 

582.646 24.368 23 368 289 4,8l0 

30.355 1.771 20 470 71 372 

587.041 11.600 24 226 92 1,195 

118.484 8.504 12 195 138 1.366 

2.045 1.074 41 2.255 741 799 

301.590 15.784 26 77 - 4.053 

823.100 1.400 19 1,460 - 252 

26,338 7.113 7 311 44 592 

280 68 58 3.180 17 153 

637,657 6.284 36 151 - 1.922 

2.505,813 25.191 22 437 I I 9,155 

17,363 789 32 817 216 251 

945,087 27,300 31 86 193 5,294 

236,036 17,358 10 220 44 2.301 

752.614 8,122 49 418 193 4,784 

390,580 9,809 17 644 168 4,'119 

42 

Lifr School 

Exptttancy [nrolmrnt 

(Yr.rs) Ratio in 'Y. 

1990 1988 

46 49 

50 33 

55 56 

49 31 

48 28 

60 73 

51 80 

51 55 

48 48 

70 79 

49 34 

51 -
49 45 

71 

48 14 

51 36 

57 82 

50 42 

I 49 H 

54 69 

64 93 
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ANNEX XII 

LIST OF PERSONS MET/SOURCES OF INFORMATION 

I) Pro( F.D. Yamba 

2) Mr. Evans Makosa 

3) Mr. B. Kaibele 

4) Mr. Arola 

5) Mr. F. Aongola 

6) Mr. S. Daha 

7) Managing Director 

8) Dr. Kwenda Kwema 

9) Mr. D.K. Mendamenda 

IO) Mr. Mbumba 

I I ) Director 

12) Mr. Lungu 

13) Mr. Z. Zungu 

14) Director 

15) General Manager 

16) General Manager 

17) General Manager 

18) Mr. H. Sikoma 

19) B. W11ifte 

20) Director 

21) Director 

22) Mr. Madondo 

Coolwell Systems Ltd (Formerly Managing Director -

Engineering Services Corporation). 

General Manager - Commercial Motors Ltd. 

General Manager - LENCO Ltd. 

General Manager, Luangwa Industries Ltd. 

Senior Manager - Development Bank of Zambia. 

Technical Manager - Vitretex Paints 

Chloride Zambia Limited 

Manager - TDAU 

Director, Planning, Ministry of Commerce and Industry. 

Transp•>rt Economist, Ministry of Transport and 

Communications 

Department of Technical Education and Vocational 

Training. 

General manager - Zambia Railways Workshops. 

Ex Technical Manager- LMA 

Environmental Council of Zambia 

Toyota Zambia Ltd. 

Sundal Motors Zambia Ltd. 

Leyland Zambia Ltd. 

Zambia Bureau of Standards 

General Manager - Marunouch Motors Corporation. 

Central Statistical Office. 

Roads and Road Traffic Board. 

Chairman, Truckers Association of Zambia 
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Year/ 

Quarter 

1980 

1981 

1982 

1983 

198-' 

1985 

1986 

1987 

1988 

! 931) 

1990 

TABLE Ill 

NEW REGISTRATION OF MOTOR VEHICLES- 1980-1990 

NEW VEHICLES 

Veh1c!es 
Vehicles for Passenger Transport Vehicl~s for Goods Transport 

used 

elsewhere 

Tot.ti Passenger Omini Van. V anettes Trucks & Construction Motor 

New Cars Buses & Mechanical Vehicles. Cycles& 

Vehicles Ambulances Horses Tractors etc Scooters 

9284 3155 386 3152 904 909 778 1098 

7080 2280 344 2002 863 762 829 1166 

8321 2783 381 2990 801 623 743 1350 

5401 2229 180 1755 514 317 406 708 

4963 1905 186 1750 460 204 458 797 

4747 1732 284 1528 415 245 488 322 

5772 2172 193 1893 589 207 718 1553 

3360 1203 112 984 433 151 477 1141 

4947 2032 293 1584 333 228 477 1356 

6902 3306 336 2106 451 190 513 1621 

7447 2924 362 2120 980 399 662 1693 

Source: Central Statistical Office 
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TABLE m A 

NEW REGISTRATION OF MOTOR VEHICLES 1991 - 1995 

Year. Total Saloon Station Pickups Tnscks Mini Buses Tunkers Tactors Traillers & Motor Ambulances Other 

Quarter Sedan & Wagons Vans& Tipper~ & Buses &Ml Tonner Cycles Velucles 

Coupe Pantenicor Fiats Horses Travellers 

IQ91 6693 2322 - 1542 661 - 388 - 202 - 576 - -
19Q2 8,457 2,383 675 2,669 817 178 84 186 308 351 618 6 182 

-
19Q3 6,876 2,476 663 1,828 341 324 61 205 57 374 377 - 170 

IQ9-' 10,116 3,373 883 2.493 574 978 138 246 81 I 13 995 13 229 

199-' QI 3,749 1,366 287 978 224 268 32 112 51 74 239 10 108 

Q2 3,38Q 1.035 327 936 201 356 89 85 19 23 239 1 78 I 
I 

Q3 1,747 586 159 349 88 188 7 28 3 - 317 I 21 I -
Q4 1,231 386 110 230 61 166 10 21 8 16 200 I 22 

!9Q5 QI 2,3QO 832 329 508 123 31Q 14 20 18 2 125 13 77 

- Q2 1,88-' 646 173 413 Q5 263 108 34 20 4 QO 3 3~ 

Sour~c: Central St11tistical Office 
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TABLE NO. IV MAJOR MOTOR VEHICLE DEALERS 

I I >RW\NISATION NATURE OF MODEi. OF CAPACffY SOURCE OF MAJOR MA.k>R ESTIMA 11:1> PR<>TH.TH> 

VElllCIJ:s VElllCI.1:s RANGE SUPPLY C~TOMERS COMPEfl SllARl:OF S/\IJoS FOR 

TORS MARKET';. NEXT 1-WRS 

(ANNUAIJ.Yt 
-I 

Toyru (Z) IJd Tr:iding in Met or 1300CC J;ip:m ;ind Go.-anmcnt Niss:mi 24'Y. 1200 l 'nds 

Md or Vc:hidc; lo Sooth Africa Embassies Hect Mitsubi!lU 

Vehicles Corollar. 3000CC CMncrs I 
Camry. ~utioos 

lliJILX 

Cnmmc:rc-ial M•-tor Vehicle P<"Uge<-t 1400CC Fr:in.:.: Go\:munait& T"".u 1-1. 200 lklds I 
Mtihn Dealers Sal<xwt& lo Pri.-=-c Sedor Nisson 

P1d.-llps 3000CC Hyundai 

504.405 I 
&:105 

tlmtla (Z) IJd M.-tor Vc:hicl.: llmda IJOOCC J:ip:in :std Pri.-=-c Sal.<ll' • Ni>..'\:st 12'Yo I .50 t lnas 

J>.:alc:r Au.u·d& lo South Africa Govcmmmt & Toyr.u 
I 

llmda Ci,1c ~utim.< Mazida 

Duh M1-tre; Trading in Mazda and 1300CC South l\frica Priv=-c Sedor Toyr.u '°'" 200 lklib I 
Mt11ir Ford to J:ip:m ;ind hL"-itutim.' Niss:in 

V dt.iclcs and Sal1" n/l'id.. 2500CC 

Spare Part.' (Ip I 
Mnlnr Holdings Mct.r l.and-Rovc:r 1300CC UK Government Toy.u 12'Yo 250 lklit.< 

V chidcT 1 adc:r VV.'. J\wi'i Farmers Mitsub1'tii 

!Spare Pait.< I 
Marnunudu Mctur Vdtidc Ciall:int. 1300CC J:ip:in Prn·=-c Sedor Toy<ta 15% JOO linrt.< 

Mct<n T radc:r/Sparc l~d.-up to Govcmmait Mit..<11bi."1i I 
Parts Pa1crn JOOOCC 

Ni'""" M1tur Vdudc N1ss .. 'Jl1 JJOOCC J:ipai . South < in\'cm111a1t. Toyrta 20% 600 I ln1b 

Trader/ Sl'arc Manma. to Africa Para.otatals & Mitsubi!iu I 
Part.< Sunn~. 4200CC NGOs Maida 

Scntra 

Ni.<s.111 I 
Patrol. 

I N1s.<:r1 lhlux 

I 
I 
I 
I 
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TABLE NO. V 

ASSEMBLY PLANTS AND AVAIL4BLE CAPACffi' 

ORGANISATION LOCATION ANNUAL TYPE OF 

CAPACITY PRODUCTS 

LIVINGSTONE LIVINGSTONE 4500UNITS SALOON CARS. 

MOTOR PICK L'PS 

ASSEMBLERS TRUCKS 

LIMITED 

LUSAKA LUSAKA 250UNITS BUS BODIES 

ENGINEERING TRUCK BODIES 

COMPANY TRAILERS 

LIMITED 

(LENCO) 

LEYLAND LUSAKA 260UNITS LEYLAND 

TRUCKS 
>---

COMMERCIAL NDOLA 1000 UNITS PEUGEOT 504 

MOTORS (1800cc) 

SALOON AND 

PICK-UP (ITON) 

MAROUNOUCHI CHIN GOLA 1000 UNITS MITSUBISHI 

MOTORS PICK-UP 

(ITON 

CAPACITY) 

TOTAL 

47 

CURRENT 

STATUS 

NOT 

OPERA TI ON AL 

OPERATIONAL 

OPERATIONAL 

OPERATIONAL 

IDLE 

-------------------------"---------~----

S\JPPLIER 

FIAT AUTO 

ITALY 

VARIOUS. 

PIACENZA 

ITALY 

LEYLAND 

UK 

TALBOT 

MOTORS 

FRANCE 

JAPAN 
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TABLE \"I 

PRIC[ STRUCTURE FOR COMPETING MODELS 

I nury STRU<.11JRI: 

C:\l'A<.:rr·,· I l'Rl<.:l: t~S l:.'C<.:1:-.1: I VAT \HllUJ M:\KI·. <.:!~TOMS 
I 

lt1Y11IA 

<.:ORO! IA I 1' •J....: 1:::.n~o -11.r. It}-/. 21l~·· 

i 
I 

-
NIS."-"\N 

SP'SSY tlOJ....: 14.l)l)C .ur-. 1~;, 20"';. I 
l'lYOJA 

I UlROIL·\ !IJJO.x 1-1.9~) .it)'!-;. 10% 21~;. 

NISS:\1' I Sl!NSY J(J)l)u: lf._(M)I) ... ,.,. IO"' • 2f~· 

I 
lllYllTA 

CAMl{Y :2fMk-.: ~!f._.l7f) .;t.r • l~o 21~. . 

SISS..\N I 111.l 1·. lllRI> lllllll....: :::0.101 "'~· 1~ .. 1~c· 

I 
I NISSAN ! 

MAXll\.L\ Jfl(JO.x '.2-'J)l)IJ -10". I O"'e 21~;. 

IOY<HA 

I III .t rx -IX-I :::.i1J1)u; 23.£,Nl ""'"· JI/'!·• 20·~,. I 
NISSAN 

I llli t rx -IX-I :::-tOOu: 25.fi()f) ....-1··· I~• :o~. 

IANI> 

R<l\"l·.R -IX4 JOOOu: 36.00IJ -11)"·9 H~·;, ~o~. 

M..VflA I 
Erl 1DI: l<.00.X 15.000 "'~"' 1~. 2w·;. 

M,Vll,\ 

l:T!J!>I·. l.lOOu: 12.0IJ() .JJr.• 10"1 • 20~·. I 
I 
I 
I 
I 48 
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I TABLE \'II 

LIST OF LOCAL COl\IPON£!\1/PARTS MANUFACTURE/POTENTIAL 

I 
I 
I 
I 
I 

I 
I 
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I 

COMPONENT/PART 

I_ Automotive Batteries 

2. Battery T enninals 

3_ Bumpers Metal 

4_ Bumpers Metal 

5 _ Body Panels 

6_ Bults!Nuts 

7_ Grilles (Metal) 

8_ Exhaust Pipes 

9_ Fuel Filters 

10. Fuel Tanks 

11. Tyres & Tubes 

12. Rubber Moldings 

13. Vehicle Springs 

14. Leaf Springs 

IS. ?ins Wheel Studs 

QUANTffi'/OUTPUT 

38.000 

? 
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PRODUCER 

Chloride (Z) Ltd 

Chloride (Z) Ltd 

Leyland DAF 

Lenco Ltd 

Lenco Ltd 

Zambia Railways 

Alro Engineering 

Lenco Limited 

Turning & Metals 

Speedy Exhaust Ltd. 

REMARKS 

100.000 

Capacity 

Potential 

NIA 

NIA 

Potential 

Potential 

Potential 

Potential 

NIA 

Galco Zambia Ltd_ NI A 

Umfechma Ltd. 

Zam Capital Enterprices 

Lenco Ltd_ 

Lenco Ltd. 

Dunlop Zambia Ltd. 

Consolidated Tyre 

Services. 

Universal Springs 

Zambia Railways 

Luangwa Industries 



I 

I 
I 

U Bolts. Centre Limited I0.000 

I bolts etc Maximum per 

Annum 

I Other Studs. Pins. Bolts. Luangwa 

Industries 30.000 Max. 

I 
Exhaust Systems Luangwa 

I I 6. Radiators Automotive 

Radiators 

I Kitwe Radiator 

I 
Works 

I 7. PVC Pipes Plastico (Z) Ltd. 

I 
18. Asbestos Asbestos Enterprises 

Limited. 

I 
I 
I 
I 
I 
I 
I 
I 
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I 
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