Lessons for South Africa from the
Thai automotive industry’s success
Welcome to this edition of ASCCI Quarterly.
While South Africa has seen growth in automotive production and exports between 1994 and 2014, its’
success is overshadowed by the remarkable rise of Thailand as a global manufacturing hub. The focus
article of this newsletter unpacks some of the lessons behind this success and their relevance to the
South African automotive industry. The second section of the newsletter outlines vehicle production
data for the full 2015 calendar year, while the third section discusses the latest aggregated data for the
APDP Administration System (AAS). The AAS data provides an overview and analysis of the value
addition that is present in the local OEM supply chain. The last section of the newsletter reviews the
ASCCI activities.
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1. LESSONS FOR SOUTH AFRICA
FROM THE THAI AUTOMOTIVE
INDUSTRY’S SUCCESS
INTRODUCTION
Thailand and South Africa have much in common if one reflects on their macro-economic indicators. Over the 20year period from 1994 to 2014 both countries saw a considerable rise in both Gross Domestic Product (GDP) and
GDP per capita. While South Africa’s GPD expansion outstripped that of Thailand between 2002 and 2011, its
subsequent contraction, when reported in USD, has resulted in the GDP of the two economies being comparable at
the start and end of the 20-year period.
Figure 1: GDP and GDP per capita for South Africa and Thailand (1994 - 2014)

Per capita income followed a similar overall trend although, with its larger population, Thailand’s GDP per capita
has consistently lagged South Africa’s. More recent figures reflect that the gap is however closing. In 2014
Thailand’s GDP per capita was marginally lower at USD 5,977 than South Africa’s at USD 6,483. A notable exception
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to the similarities between the two countries is the level of inequality, with South Africa’s Gini coefficient very high
at 63.4 in 2011 versus Thailand’s fairly low 39.3 in 2012.1
While the macro-economic view of the two countries is similar, a very different picture emerges when one
considers their automotive industries.
Between 1994 and 2014 domestic light vehicle production in South Africa increased by 83.4% from 308,000 units to
566,000 units. Although impressive when considered in isolation, Thailand’s production increased by 347.8% from
420,000 units to 1,880,000 units over the same period. This has translated into a change in the relative positioning
of the two countries in respect of global production ranking. South Africa slipped one position from the 23rd largest
producer of vehicles in 1998 to the 24th largest in 2014; Thailand climbed from 21st position to 12th position over
the same period.2
Figure 2: Light vehicle production and sales for South Africa and Thailand (1994 – 2014)3

1

World Bank. (2015). Data: World Development Indicators. Retrieved May 2015, from data.worldbank.org/datacatalog/world-development-indicators
2
OICA (2015). Data: Production Statistics. Retrieved August, 2015, from www.oica.net/category/production-statistics
3
OICA (2015). Data: Production Statistics. Retrieved August 2015, from www.oica.net/category/production-statistics
OICA (2015). Data: Sales Statistics. Retrieved August, 2015, from www.oica.net/category/sales-statistics
TAI (2015). Data. Thai Automotive Institute. Retrieved August 2015, from www.thaiauto.or.th.
NAAMSA. Statistics provided via email.
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The trends in domestic light vehicle sales over the period are similar. Between 1994 and 2014 vehicles sales in
South Africa grew 101.0% from 298,000 units to 645,000 units. Light vehicle sales in Thailand grew 116.2% from
439,000 to 882,000 units over the same period.
Despite their macro-economic similarities, it is therefore clear that Thailand has a much more successful
automotive industry development trajectory, albeit a more volatile one in recent years, than South Africa. In this
article, we unpack some of the lessons behind this success and their relevance to the South African automotive
industry. The methodology we have used packages the lessons into five broad themes, which together are
considered central to understanding the major drivers behind automotive industry development.
 Alignment


Market access



Incentives



Input costs



Operational performance

ALIGNMENT
The Thailand case highlights notable findings in relation to market access, incentives, input costs, and operational
performance, however possibly the most significant lesson relates to how these findings relate to one another. The
development of Thailand’s automotive industry has been guided by a strategic framework known as a Master Plan.
Since its inception the Master Plan has played a critical role in defining industry development objectives and in
situating, coordinating, and aligning industry policy instruments and development interventions that span the other
broad themes. The first Master Plan was adopted in 2002 with the vision “to become the automotive production
base in Asia with strong domestic supplier base.” The plan enabled major advances in investment, production and
export growth with vehicle production increasing 162.4% and exports 208% over the period (2002 – 2006).
Following the success of the first plan, second (2007 – 2011) and third (2011 – 2016) Master Plans have been
adopted and have continued to enable the success of the Thai automotive industry.

MARKET ACCESS
Import duties on passenger vehicle CBUs are levied at 80% and duties on LCVs are 30%. These high levels of
protection have assisted in driving production growth on the back of growing local demand from an emerging
middle class. Over the period 2006 to 2013, domestic vehicle manufacturers maintained 96.5% of the local Thai
market.
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While Thailand’s approach of imposing high tariffs to encourage local production is by no means unique, it stands
out as having been successful in ensuring that high levels of protection do not compromise the industry’s
underlying competitiveness. High levels of protection are complemented with market shaping instruments that
encourage domestic consumption of particular types vehicles of over others (specifically IMVs and, more recently,
Eco Cars). More specifically, Thailand has applied varying levels of excise tax to different vehicle categories to
encourage demand for specific types of vehicles as prioritised in the Master Plan. As a result, the country has
achieved scale and competition within a protected market, thereby enabling specialisation in certain technologies.
At the same time, Thailand has successfully leveraged a large and growing regional market to further bolster
production growth. The enactment of the ASEAN Free Trade Area (AFTA) which initially allowed Thailand to be
identified as a high potential, high local content manufacturing location for Japanese OEMs has subsequently
assisted in positioning the country as a hub for both CBU and SKD exports.
At the helm, the Master Plan provides a robust framework for aligning the strategies and policies enacted by the
disparate range of organisations involved in promulgating and enacting regulations that affect the conditions of the
local market. Notably, however, Master Plans do not appear to prescribe specific action to be undertaken by
functionaries. Instead they prescribe the outcomes, cooperation requirements and, in certain cases, approach to
achieve the prescribed outcomes.

INCENTIVES
Corporate income tax (CIT) exemptions that direct investment into specific, aligned technologies subject to meeting
certain investment conditions are the principle incentive mechanisms available to Thai automotive investors. At the
OEM level, this takes the form of advantaging investments in particular vehicle platforms and that conform to
specific requirements.
In the case of the Eco Car, OEM investments are required to meet two criteria in order to qualify: 1) a minimum
demonstrated volume output of 100,000 units, and 2) the processing of certain engine parts must be undertaken
locally.
The first criterion encourages OEMs to position their plants to supply both domestic and export markets in order to
achieve the minimum volume threshold. Volume requirements also encourage OEMs to prioritise investment in a
narrow scope of vehicle platforms, thereby giving the industry globally competitive economies of scale at an
assembly level and potentially through the value chain.
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The second criterion serves to develop local value chains by making the OEM incentive contingent upon certain
processes being undertaken locally (such as engine assembly and the processing of important drivetrain parts) and
offering preferential incentives to invest in prioritised supplier process technologies.
Investments by OEMs and suppliers in vehicle segments and technologies falling outside of those prioritised
typically receive support through a secondary set of benefits also available to other investments. These include the
duty free importation of machinery and raw materials to be used in the production of vehicles for export.
Incentives are proposed and administered by the Board of Investment (BOI) of Thailand, and this is undertaken in a
manner that serves to support the industry development objectives articulated in the Master Plan. In addition to
model-specific incentives, the Master Plan has also directed the BOI to develop incentives to support investment in
the supply chain and in R&D activities.

INPUT COSTS
Thailand enjoys competitive wage rates when compared to other developed economies with well-established
automotive industries, although wage inflation of 10% per annum has significantly outpaced Consumer Price
Inflation (CPI) which has been between 2% and 4% over the past 5 years. Much lower wage rates in neighbouring
countries exacerbates the challenge. The industry is responding to these challenges through a multi-pronged
approach. First, it is aiming to position itself as a producer of more advanced technology vehicles and parts.
Secondly, it is actively promoting the establishment of R&D activities and has made considerable inroads in this
regard. Thirdly, it has prioritised skills development in support of enhancing productivity.
The rapid growth of the industry has placed considerable pressure on the provision of reliable and competitive
infrastructure. The response appears to have been the development of large scale industrial estates by public, PPP
and private investors in areas designated for development. Support from government in these industrial estates
appears to have been largely limited to providing prospective automotive investors with CIT exemptions based on
the location of the industrial estate.
There do not seem to be any policies that specifically aim to artificially reduce the cost of raw materials to the
automotive industry. It is however evident that Thailand’s FTAs play a crucial role in enabling competitive access to
raw materials not available domestically.
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OPERATIONAL COMPETITIVENESS
The operating profile of OEMs and suppliers in Thailand is varied, suggesting that Thailand’s advances in this area
enhance the country’s competitive position rather than underpin it. No specific industry-level competitive
advantage seems to exist in respect of a particularly wide or advanced adoption of best practices. The industry
appears to be responding to rising cost pressures, at least in part, by pursuing increased automation.
The more notable findings related to operational competitiveness pertain to Thailand’s approach to human
resource development and the significance thereof.
Firstly, the apparent objective of Thailand’s human resource development interventions has shifted from an initial
focus on building capability to one of developing capacity to enhance productivity. This is aligned with the
emergence of Thailand as a high volume, high local content production location challenged by rising wage costs.
Secondly, training interventions largely take the form of practical, factory oriented training to develop practical skills
of direct relevance to the development requirements of the automotive industry and lower tier suppliers in
particular.
Thirdly, responsibility for execution of training is shared amongst three parties, namely the Thailand Government
via various institutions, the Japanese Government via various development agencies, and major Japanese and Tier
1 investors.

MOVING FORWARD: WHAT DOES THIS MEAN FOR THE SOUTH AFRICAN
AUTOMOTIVE INDUSTRY?
Before touching on the implications of the key lessons explored in the previous sections for the future development
of the South African automotive industry, it is important to consider the relative context. While the development of
the Thai automotive industry represents a compelling case for similar industry development decisions to be
enacted in South Africa, the development path followed by Thailand was embarked on almost 20 years ago and
much has changed in the global industry since then. Furthermore, South Africa’s current socio-economic profile is
considerably different from that of Thailand (or indeed South Africa itself) 20 years ago. The recommendations
outlined below should therefore only be considered within this context and ideally within the context of a broader
set of comparator economy reference points.
Coordination and alignment of policy and development support: For the most part it can be argued that South
Africa has existing industry policy instruments or industry development mechanisms comparable to those identified
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in Thailand, and yet the sum of the parts in Thailand has unquestionably yielded a greater whole. The alignment of
policy instruments and industry support mechanisms in Thailand appears to have played an important role in
enabling this outcome. This suggests that it would be advantageous for the South African automotive industry to
have a similar coordinating mechanism that clearly articulates a single vision and set of objectives for the industry,
and which is adequately resourced and ultimately serves to align the contributions of a wide range of stakeholders
to the ultimate success of the industry.
The importance of domestic market: Import duties together with additional compounding taxes have allowed
Thailand to maintain high levels of protection, which are supplemented by an excise tax structure that shapes
market demand towards prioritised vehicle segments. South Africa’s previous and current policy dispensations aim
to leverage the domestic market to enable increased production of a narrower set of platforms, but it is also
evident that South Africa is challenged by high levels of CBU imports, fragmented domestic demand, investment in
a wide range of production technologies, lower effective levels of protection at various levels of the value chain,
and ultimately limited growth in local content. This suggests that Thailand’s approach to harnessing the potential of
its domestic market in support of building a globally competitive automotive industry should be given careful
consideration.
The role of the regional market and trade agreements: Thailand’s trade agreements position it well in relation to
the mature markets of Japan and Australia as well as a wide range of ASEAN emerging economies. As a single
market, South Africa is comparatively small by global standards and even with some form of market shaping
intervention this would likely remain the case. South Africa therefore needs to give consideration to how it can
optimise the fit between its domestic industry and other countries in Sub-Saharan Africa as Thailand no doubt
would have had to have done with its ASEAN peers many years ago.
Complimentary incentive mechanisms: Thailand’s incentive offerings are aligned with the objectives outlined in its
master plan. These are designed to encourage investment in the manufacture of prioritised vehicle types and
designated supplier parts principally through the provision of a CIT exemption. While some outcomes from the Thai
incentive offerings may appear desirable, there are two critical points of consideration for South Africa. First,
significant changes to the Market Access policy framework cannot be considered independent from decisions
pertaining to the Incentive policy framework and vice versa. Fine tuning the existing Incentive policy framework
would have the potential to shift the industry development trajectory in a particular direction, but is unlikely to
yield the level of industry growth and development seen in Thailand. Second, more dramatic efforts to align the
Incentive policy framework in South Africa with that of Thailand should be recognised as necessarily having direct
impact on the Market Access policy framework. This level of policy change in a relatively mature industry is not
without considerable risk.
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Provision of infrastructure and associated service delivery: Thailand recognised the potential for infrastructure
provision to become a constraint in its efforts to aggressively grow its automotive industry. South Africa faces
related constraints in respect of infrastructure provision and service delivery. The highly structured yet arguably
more limited involvement of the Thailand Government in the development of infrastructure and provision of
associated services (in the particular case of industrial estates) presents a potential approach that warrants further
consideration.
Human resource development in support of capability and competitiveness: Thailand has consistently prioritised
human resource development in support of establishing a capable and competitive local automotive industry, and
automotive supply base in particular. The challenges of human resource capability, capacity and productivity are
arguably more pressing in South Africa than in Thailand. Thailand’s example suggests firstly that South Africa would
do well to consider the fact that sustainable operational competitiveness is to a significant extent a function of
human capital, not addressing individual problems in a factory. As such the role of human resource development in
developing lower tier suppliers should be promoted in future supplier development programmes. Secondly, while
Thailand’s cooperation with Japan in this field is clearly central to its thinking, no parallel currently exists for South
Africa. South Africa should consider how the effectiveness of human resource development interventions could be
enhanced through more direct cooperation with the public and private sectors from which much of its automotive
investment emanates.

2. VEHICLE PRODUCTION
This report focuses on production in the fourth quarter of 2015, as well as performance for the full 2015 production
year.
As shown in

Figure 3, the fourth quarter of 2015 saw the production of 143,254 vehicles, which is 23.50% of the total
production for the year. In respect of where locally produced vehicles are sold, in the fourth quarter of 2015, 34%
of passenger vehicles and 65% of light commercial vehicles produced in South Africa were sold locally, while 66%
and 35%, respectively, were exported.
10

Figure 3 - SA 2015 vehicle production data

Source: NAAMSA
In 2015, vehicle production was projected to be 11%, or 61,417 units higher than in 2014, at 627,500 vehicles.
However, the actual figure for 2015 fell short of this projection, with total production for the year at 609,605
vehicles (a 7.89% growth on 2014).

11

Figure 4: 2014/15 vehicle production comparison

Source: NAAMSA

3. LOCAL VALUE ADDITION
INTRODUCTION
The analysis contained in this section is based on APDP Administration System (AAS) data up to the
end of Quarter 4 of 2015 (2015 Q4), which represents the period October to December 2015. The
data represented here is from over 100 suppliers that subscribe to the system, and relates to the five
participating OEMs, namely, Toyota, VWSA, GMSA, Ford and Nissan. Additionally, the following should
be noted when reviewing the data:


All data presented is obtained from the SMDs and Form C1s that firms complete on the system,
complemented and validated by supporting information received from the participating OEMs.



Value Addition (VA) is comprised of Manufacturing Value Addition (MVA), represented as sales
less material costs, plus Standard Value Addition (SVA), the 25% value addition associated with
specified local materials.



All data presented can be considered a proxy of the profile of the local OEMs’ Tier 1 suppliers.



All data has been adjusted for the quarterly lag and therefore the quarterly data presented in this
article, as well as contained in Annexure A, reflects sales in the quarter to which it actually
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applies. This is indicated by the year and related quarter e.g. 2015 Q4.


The annual data presented in this article, as well as contained in Annexure A, relate to the
average data for the previous four quarters e.g. 2015 Q1 to 2015 Q4 referred to as 2015 Q1 - 15
Q4.

APDP OVERVIEW - 2015 Q4
Value Addition (VA) in 2015 Q4 reflects a 12.1% decrease on 2015 Q3. Although a decline is typically
anticipated for the final quarter of the year, the drop is larger than expected and is likely influenced,
at least in part, by model cycles and exchange rate fluctuations over the period. The 2015 Q4 VA level
as a percentage of sales at 50.8% (52.2%, 52.5% and 51.7% in 2015 Q3, Q2 and Q1 respectively) is
therefore lower than the previous three quarters as well as the comparative figure for the same
period in 2014 (51.7%).

Figure 5 - % change in Value Addition (VA) by quarter

2015 Q1 SUPPLY CHAIN VA STATISTICS
VA BY MAJOR FIRM CATEGORY
An analysis of the VA data by ownership profile, as well as in relation to the sales and employment
categories is shown below:
Figure 6 - VA % Contribution by Ownership
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Ownership: Multinational owned firms have consistently continued to account for the largest portion
(64.0%) of the total VA figure versus the local owned firms. This figure has remained relatively
unchanged throughout the period (since the beginning of 2013) that AAS has analysed the data.
Figure 7 - VA % Contribution by firm size based on sales and employment respectively

Sales: Firms with turnover of over R 500 million accounted for 44.4% of total VA in the last quarter,
followed by those firms with sales levels of R 100-250 million (22.3%), R 250-500 million (16.2%), and
R 10-100 million (13.9%). Small firms, with sales of less than R 10 million, made up 3.2% of the total
in the last quarter. The biggest shift as a percentage change on the previous figure is in the firms with
sales of less than R 10 million. Although the contribution of these firms is small, it has increased
steadily throughout 2015.
Employment: Firms employing over 1,000 employees and those with employment levels from 51-200
accounted for 18.1% and 13.7% of the total VA amount respectively in 2015 Q4, but the firms
employing 201-1,000 persons, at 67.5%, still account for a substantial majority of the total. Firms
employing less than 50 persons made up less than 1% of the total. The employment percentage split
has also remained relatively unchanged over the last 12 months.
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We see once again that besides minor percentage changes between the categories no major changes
in the industry’s total VA profile have occurred over the last quarter.
VA (MVA & SVA) CONTRIBUTION BY SUB-SECTOR (% OF TOTAL VA)
The automotive trim firms, with a contribution of 21.1% in the last quarter, remain the largest sector
in terms of total VA. This is closely followed though by the metal forming/press sub-sector at 20.8%
with the components sub-sector third (17.8%). These three sectors make up the majority of the VA
contribution by sub-sector and still account for nearly 60% of the total automotive supply chain value
addition.
Figure 8 - VA % contribution by sub-sector

VA PRODUCTION INCENTIVE (PI) % CONTRIBUTION BY SUB-SECTOR
In terms of the VA PI level by sub-sector foundry/forge continues to generate the most benefit at
6.9%. Tyre and rubber is the only other sub-sector to have generated benefits above 6% in the
previous quarter. A large group of sub-sectors, namely automotive trim, components,
harnesses/electronics, metal forming/pressing and plastic moulding PI benefits ranged between 5%
and 6%, and exhaust systems and safety systems’ benefits are between 3% and 4% along with the
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other category which has dropped significantly from 6.35% to 3.81%. The total PI benefit level for the
drive train sub-sector firms is the lowest of all at 2.44%. Generally the VA PI benefit level for all the
sub-sectors has been fairly consistent over the last few quarters except for some movement in the
other and the safety systems categories.
Figure 9 - Average VA PI% generated by sub-sector

MATERIALS COMPOSITION
At 75.1%, the level of materials imported in the last quarter is substantial and this has remained
relatively unchanged over the last year. Although high this is not a true measure of the local content
in automotive components which is explained and calculated below.
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Figure 10 - Materials: local and imported

While component imports may incur very little value addition after import, imported materials will
generally be subject to further processing. Therefore a comparison of imported goods (materials &
components) is not a true reflection of the final local content. AAS has calculated the final percentage
of local content by deducting the final total automotive components sales value from the total value
of imported goods. The graphs representing this calculation are represented in figures Figure 11 - %
Local content versus Imports on all salesand Figure 12 - Local content analysis by Sub-Sector below.
Figure 11 - % Local content versus Imports on all sales
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The figure above indicates that the average local content across all component sub-sectors in the
automotive supply chain has been fairly constant over the last year at 61.6%, 62.9% and 62.4% for
the quarters 2015 Q1, Q2 and Q3 respectively but dropped slightly to 61.3% in 2015 Q4. Again
however, an analysis at sub-sector level reveals some significant movements in the local content
percentages, both up and down, of a few of sectors.
Figure 12 - Local content analysis by Sub-Sector

Most of the sectors’ local content has remained fairly constant while two sectors have continued to
change, with exhaust systems continuing an increase in local content seen in the previous three
quarters, and safety systems the opposite with a continued decrease. Drive Train has reversed a
downward trend in local content with a fairly large increase from 37% to 43% from 2015 Q3 to 2015
Q4.
The top three sub-sectors in terms of local content are foundry/forge, metal forming/press, and
exhaust systems at around 75% to 80% local content, while the two lowest performing sub-sectors in
terms of local content are the drive train and safety systems sub-sectors at 43% and 38% respectively.

4. ACTIVITY REVIEW
Our World Class Manufacturing programme
The last quarter of 2015 saw good progress in ASCCI’s WCM interventions with suppliers, with a
number of projects concluding with successful results. The table below gives a snapshot of some of
the outcomes of a selection of projects.
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Firm A




Manufacturing Value Add (MVA) per Rand of employee cost increased
from 2.23 to 2.68.
Warehousing and distribution costs reduced by over 10% per unit.

Firm B



20% in production volume from OEM customer with no additional
resources on account of productivity gains.

Firm C



Manufacturing overhead cost reduced from 25% of sales to 19.09% of
sales.
Non-manufacturing overhead cost reduced from 22% of sales to
19.65%.



The next phase of WCM interventions is currently being launched. This phase will place a greater
emphasis on black owned and second tier suppliers that are of strategic importance to the local
industry. As with the first phase, the focus will be on assisting firms in developing their
competitiveness.

Understanding the industry’s skills requirements and gaps
Skills are considered critical to advancing the competitiveness and sustainability of the local
automotive industry, and yet stakeholders continue to highlight concerns regarding the availability
and quality of skills all organisational levels. ASCCI is currently pursuing two skills projects that set out
to unpack the industry’s skills requirements, determine how they are currently being addressed and
funded, and what needs to happen to ensure that training programmes and funding better meet the
needs of industry.

Packaging findings from the Thailand study
The focus article of this newsletter is a summary of a more detailed set of findings from the Thailand
study tour. The detailed report provides a formal, singular, and holistic reference document for study
tour participants, and provides broader stakeholders in the South African automotive industry with
objective insights into the drivers behind the rapid development of the Thailand automotive industry
over the past two decades.

ASCCI’s 2017 to 2020 business plan
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ASCCI’s first business plan ends in March 2017. We have taken lessons learnt from the current, first
business plan period and are finalising a new business plan with stakeholders.

ABOUT ASCCI
The Automotive Supply Chain Competitiveness Initiative (ASCCI) was established in December 2013
to coordinate supply chain developments in the South African automotive industry. The creation of
ASCCI was initiated jointly by the Department of Trade and Industry (dti), OEMs (represented by
NAAMSA), suppliers (represented by NAACAM), and labour (represented by NUMSA) in the industry.
ASCCI is thus a first in respect of facilitating such breadth and depth of collaboration to develop a
successful and sustainable local automotive industry.
For more information about ASCCI please visit www.ascci.co.za.

ABOUT THE DTI
The Department of Trade and Industry (dti) is focused on creating a dynamic industrial and globally
competitive South African economy, characterised by inclusive growth and development, and decent
employment and equity. In this regard, its mission is four-fold:


Promote structural transformation towards a dynamic industrial and globally competitive
economy;



Provide a predictable, competitive, equitable and socially responsible environment,
conducive to investment, trade and enterprise development;



Broaden participation in the economy to strengthen economic development; and



Continually improve the skills and capabilities of the dti to effectively deliver on its mandate
and respond to the needs of South Africa’s citizens.

For more information about the dti please visit www.thedti.gov.za.
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ABOUT NAAMSA
The National Association of Automobile Manufacturers (NAAMSA) of South Africa is the official body
representing new vehicle manufacturers. The organisation is responsible for compiling new vehicle
production and sales statistics, and has specialists committees focused on addressing each of the
major issues facing the industry, from local content to vehicle crime and safety and legislation. For
more information about NAAMSA please visit www.naamsa.co.za.

ABOUT NAACAM
The National Association of Automotive Component and Allied Manufacturers (NAACAM) was
established 34 years ago to represent the interests of South African automotive component
manufacturers. NAACAM provides companies with a forum to formulate policies and take actions
that benefit the industry as a whole. For more information about NAACAM please visit
www.naacam.co.za.

ABOUT NUMSA
The National Union of Metalworkers South Africa (NUMSA) is an employee union offering its
members collective bargaining with employers. Additional workplace activities include technical
training and adult basic education; and health, safety and environment, and HIV/Aids. For more
information about NUMSA please visit www.numsa.org.za.

POWERED BY B&M ANALYSTS
Facilitation services are provided by Benchmarking & Manufacturing Analysts SA (Pty) Ltd (B&M
Analysts), an organisation that provides specialised services to enhance sustainable industry
development. For more information about B&M Analysts please visit www.bmanalysts.com.
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ANNEXURES TO AAS ANALYSIS
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