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Introduction
The benchmarking findings from 2015 highlight that the South African automotive supplier industry is a sector
under pressure. Despite this, the findings also reveal that there are definite positives evident and reasons for
optimism. This is reflected in each of the major benchmarking areas considered, namely, Growth, Competitiveness
and Productivity, with these to be briefly outlined in this newsletter.

Growth
When considering the growth profile of the local supplier industry, it is encouraging to note that they reported
real sales growth of almost 20%, with this appearing to be in line with the increased production of the local OEMs.
And while employment levels remained relatively unchanged, this does suggest efficiency and productivity gains,
although improved employment growth on the back of continued sales growth must be a focus for the sector.

The OEM customer benchmark findings highlight that their overall satisfaction levels of local suppliers have declined consistently since 2012 from 88% to 77% in 2015. This represents a decline of 11%. Despite this, just under
60% of all OEM respondents that participated in the customer assessments in 2015 indicated that they would like to
increase their buy allocation with local supplier. The largest opportunity was identified as being related to increasing
the range of products supplied to OEMs, highlighted by 80% of the respondents that indicated they would like to
increase their buy allocation, followed by development of new products (74%) and then increasing the volume of
products currently supplied (64%).

Competitiveness
The competitiveness benchmarking analysis reviews the cost competitiveness position of SA firms versus their
Thailand, Indian and US proxies. The analysis reveals that, when considering all the factors, the local suppliers
retain a cost competitiveness disadvantage relative to Thai and Indian suppliers, with their cost competitiveness
marginally ahead of US suppliers.

The local firms overall operational cost performance is only behind the comparative Thai figure, while ahead of the
US and Indian levels. Inventory associated costs remain the biggest cost challenge for local firms. It is encouraging
to note that total overall performance has improved year-on-year from 2012 to 2015.

When reviewing the input costs of the country proxies, the analysis reveals that employment costs, which also
considers productivity, are the major factor for all the regions, although SA firms have the biggest disadvantage.

The market access analysis highlights that the Thai and Indian suppliers benefit from higher levels of domestic
protection that the SA firms, with the US firms having the largest disadvantage.
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Productivity
The overall productivity analysis in particular highlights positives and progress for the SA firms. Despite still having
a productivity disadvantage versus their comparators, productivity levels at local suppliers have improved. This
is reflected in their Value Added (VA) levels per unit of total employee costs improving from 2.7 in 2012 to 2.9 in
2015, and nominal VA per employee levels improving from R 357 thousand in 2012 to R 446 thousand in 2015.

A particular positive relates to the increased levels of capital expenditure reported by industry from only 2.7% in
2012 to 4.3% in 2015. Investment in people, measured as training spend as percentage of remuneration bill, has
also improved from just over 1% in 2012 to 1.8% in 2015, while absenteeism levels also continue to improve.

Summary
The benchmarking findings for 2015
clearly highlight that despite areas of
concern being evident for the local
suppliers, in particular related to the OEM
customer views of the local, the industry
is making real progress. This is related
to sales growth, growth opportunities
identified by the local OEMs, progress
in reducing operational waste costs,
productivity VA improvements, increased
investment in capital and training, as well
as improved levels of absenteeism. Thus,
while the local supplier industry remains
under pressure, the benchmarking
findings reveal enough positives to instil
a sense of optimism going forward for
the sector.

Want to find out more and
how your firm measures up
against other automotive
firms domestically and
internationally?
Why not be benchmarked?
Contact the DAC to arrange
your firm’s benchmark.
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nthony Black & Thomas McLennan’s 2015 paper The Last Frontier: Prospects and Policies for the Automotive
Industry in Africa is an interesting read for local OEMs and component suppliers and points to growing 		
vehicle demand in Sub-Saharan Africa (SSA). From their paper –

•

Over the next five years it is predicted that seven out of the 10 fastest growing countries in the world
will be in Africa.

•

Imports of light vehicles into SSA (excluding South Africa) grew at 15.3% per annum from 2003-2013.

•

Passenger vehicle market will exceed 10 million units by 2030, which will make it comparable to the
projected market in South America.

This article looks at the key points of their paper, including their analysis of current and future market demand,
production and trade across the region and how the continent can begin to meet this booming demand by
developing its own industry.

Current African demand profile
Demand for motor vehicles is highly income elastic and in developing countries undergoing rapid growth, the
experience all over the world has been of extremely rapid increases in demand for new vehicles. The reason is
simply that when per capita income rises in lower income countries, the middle class expands much more rapidly
than the economy as a whole.
Under SSA’s ‘structural adjustment’ programmes of the 1980s, the infant automotive sector was opened rapidly
to free trade (Pelletiere and Reinert, 2002; Beuving, 2006a: 24). The passenger vehicles which were then able to
flood into SSA are sourced from the wealthier vehicle producing nations. In many of these nations, policies exist
to encourage vehicle scrapping and concomitant new vehicle purchases. These policies and limited domestic
demand for older cheaper models creates huge supplies of used vehicles flowing out of the larger, higher income,
vehicle producers.
The flow of used cars into SSA is largely informal with significant trading networks involved in facilitating their
import and sale, with many middle men along the way. The networks of smuggling and corruption along the used
car trade are quite entrenched and contribute significant wealth to those involved .
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Table 1: Approximate Market for New and Used Passenger Vehicles
Year

2003

2004

2005

2006

2007

2008

2009

2010

2011

2012

2013

SSA Passenger Vehicles
(000s)

579

698

872

1055

1246

1169

1107

1124

1457

1643

1829

Excl. South Africa
Passenger Vehicles (000s)

330

400

450

570

810

840

850

790

1060

1200

1380

Growth (%)

19.3

14.0

26.9

41.9

3.5

1.1

-7.3

34.8

13.4

14.6

Source: UN Comtrade; Eurostat Comext Database; Japanese Customs and Tariff Bureau; US International Trade Commission and OICA

Table 2: Top 10 New and Used SSA Passenger
Vehicle Importers 2013

Table 3: Top 10 New and Used Passenger
Vehicle Exporters to SSA 2013

Number of Imported
Passenger Cars

Number of Passenger
Cars Exported to SSA

South Africa

407 370

EU

764 848

Nigeria

400 124

US

248 906

Benin

330 868

Japan

248 030

Ghana

92 135

India

242 135

Kenya

62 751

Korea, Rep.

71 305

Tanzania

36 191

Switzerland

47 712

Niger

34 581

Canada

36 688

Togo

33 676

South Africa

32 593

Angola

33 156

Australia

26 564

Cameroon

30 622

Thailand

16 150

Source: UN Comtrade, Eurostat Comext Database, Japanese Customs and Tariﬀ Bureau and
US International Trade Commission
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African vehicle demand into the
future
From 2020-2030, the African Development Bank is
predicting per capita growth in excess of 5% per
annum for SSA excluding Southern Africa, which
is being held back by slow growth in its largest
economy (South Africa).
Consumer spending and the middle class are
expected to continue to grow at a much higher rate
than the per capita income of the nation as a whole.
Consumer spending increased at an annual rate of
10.7% in the 2000-2012 period and by 2030 over half
a billion Africans are estimated to be middle class
(middle class status being attained at a relatively low
income level). The demand for passenger vehicles
has been outpacing growth rates in consumer
spending over the past decade. If the growth in
vehicle sales even just keeps pace with growing
consumer spending, annual sales of passenger cars
in SSA will surpass 10 million units by 2030.

Can the continent begin to meet this
booming demand by developing its
own industry?
High growth experienced and forecast leads to the
question of how this booming demand will be met
– from imports or from production within Africa.
Without domestic production, vehicle imports can
rapidly become a major foreign exchange burden.
Many developing countries have sought to develop
the sector which has frequently been seen as
emblematic of national industrialisation. In a number
of other countries, costly government support has
not produced sustainable growth for the industry.
This latter group include a number of countries in
SSA which in previous decades, embarked on small
scale vehicle assembly but with no lasting impact.
Small scale assembly was established in many
countries after independence in the 1950s and
1960s. This included assembly plants in countries
such as Nigeria, Ghana, and Kenya. There were
also a number of small scale plants in white ruled
Rhodesia. The scale of these plants was tiny and
they assembled imported CKD kits with minimal
use of domestic content. Arguably these industries
added very little value. In addition, there was some
production of peripheral and aftermarket parts
in many countries. The parts manufacture that
existed was for the most part of similarly small scale,
imposing a large burden on consumers with little
economic benefit. Much of this small scale industry
was swept away by a combination of economic
8
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decline since the early 1980s as well as ‘structural
adjustment’ policies imposed by the IMF and World
Bank.
The situation is now somewhat different. First, there
has been sustained economic growth in SSA since
2000 and as indicated in the previous section, there
has been phenomenal growth in African car markets.
Secondly, levels of protection are much lower than
they were and regional integration has made some
progress in reducing tariff barriers within the region.
In a continent made up mainly of small economies
this is of great importance. Thirdly, there is a desire
on the part of some larger countries in SSA to reestablish domestic production and in order to
achieve this objective; a number of countries are
putting the necessary policies in place.
However Africa remains divided into dozens of
mainly small markets. A crude comparison with India
illustrates the point. In India and SSA, total output,
population, per capita incomes and vehicle markets
are of similar magnitude. Because it has a unified
market (protected by a common external tariff ) India
has built up a large and competitive industry and is
a net exporter of automotive products to the tune of
$6.1 billion. SSA on the other hand has a trade deficit
of $11.3 billion in the sector.
In spite of these impediments, a number of the larger
countries, for example Nigeria and Kenya, are putting
policies in place to encourage domestic production.
Moreover, they are attracting the interest of leading
western multinational carmakers as well as Chinese
and Indian firms. Small scale investments in assembly
are underway.
There are essentially three conditions for viable
automotive production in developing countries
(Humphrey and Oeter, 2000). The first is a viable
‘automotive space’ by which they mean a domestic
or regional market of sufficient size to enable
production at scale. The second is improving
manufacturing capabilities and competitiveness.
The third is supportive policy arrangements which
would include some degree of protection as well as
privileged access to regional markets.

A viable automotive space and
regional integration
As indicated above, one of the conditions for
vehicle production is a viable ‘automotive space’. An
‘automotive space’ could take the form of a large
emerging market area (LEMA), the periphery of large
emerging market area (PLEMA), or a regional market
where regional trade agreements grant easier market

access to member states and effectively enlarge the
market.
They argue that regional integration is critical to the
development of the car industry. The car industry
could also be a driver of regional integration as
vehicle producers place pressure on governments
to increase market access and improve cross border
infrastructure (Lung and van Tulder, 2004). But it is
also possible that it has the opposite effect in the
short term as countries raise special tariffs to protect
their industries. For example, Toyota South Africa has
seen a decline in exports to the rest of the continent
as a result of higher tariffs in Nigeria, Algeria and
Angola (TNT News, 2015).

Manufacturing capabilities
The second requirement for vehicle production
is that manufacturing needs to become more
competitive and the reality is that most African
countries suffer from weak manufacturing
capabilities and poor infrastructure.
According to the OICA, Africa as a whole
accounted for less than 1% of global vehicle
production (831 000 units) in 2014.11 South Africa
accounted for 68% of this output, Morocco 28%
and the remainder was produced in Egypt. These
figures exclude nascent assembly operations
in a number of countries in SSA, but it is clear
that South Africa is the only producer of any
significance in the region.
Nevertheless, while wages in Africa are generally
low, when one controls for factors such as per
capita income, living costs, firm size and sector
this is not the case and South Asia and East Asia
respectively have a 60% and 25% labour cost
advantage.
Capital costs are also high in Africa with firms
having to pay higher interest rates than is the case
in Asia, for instance. While there is substantial
variation between countries, electricity costs are
also relatively high in Africa.
Indirect costs include transport costs and the
regulatory environment and these are again
higher in most African countries. But the biggest
cost penalties arise in the areas of invisible costs
which take account of the quality of the business
environment. Corruption also features as a
heavy cost burden. In all, invisible costs in Africa
accounted for 13% of sales compared to less than
8% in the next highest region (South Asia) and
below 3% in East Asia (Ianossi, 2009).
Jan - Mar 2016 DAC
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Appropriate policy
Set out above is an implicit case for developing the automotive industry in Africa. But the obvious retort
is that Africa lacks comparative advantage in the sector. Surely, it could be argued, if MNCs see the
opportunity they will make the investment. The fact that they have not done so is an indicator that the
region lacks comparative advantage and efforts to promote it would be premature. This is an important
point. A number of countries have had a costly experience with the industry with small, highly protected
investments which imposed high costs but brought little lasting benefit.
These are important arguments but there are some counterpoints. Firstly, automotive assembly and the
production of basic components are not high tech industries. There are many examples of successful
automotive industries, which started when countries were at a lower level of development that many SSA
countries currently. India is one obvious example but this category would include many other producers in
Asia.
Secondly, there are no examples of automotive industries in developing countries which got off the ground
without tariff protection and other forms of support. This was the case, for instance, in countries such as
diverse as Thailand, Brazil and Turkey, which all continue to receive large scale state support.
Thirdly, as indicated above, Africa’s high manufacturing costs are primarily a function of factors external to
the firm – weak infrastructure and regulatory impediments. This means that production costs in Africa are
likely to fall quite rapidly relative to competitor countries as these basic infrastructure and regulatory issues
are addressed. There is significant evidence that this is happening although serious problems remain. Costs
will also fall as domestic supplier networks evolve. In the short term, these obstacles can be overcome by
locating in special economic zones, which are being developed in many countries.
Fourthly, progress with regional integration will greatly increase the attractiveness of the region as a site for
manufacturing investment which in turn could lower production costs. For instance, the 14 member states
of the TFTA have a combined GDP of $1.2 trillion and between 2010 and 2013 grew at an average rate of
over 5% per annum.
•

Protection

The issues facing the industry in Africa are somewhat different to elsewhere because of the huge trade in
imported used cars. There is no way in which a large scale assembly industry could get off the ground with
this kind of import competition. Used car imports would therefore have to be controlled along with imports
of new vehicles.
•

The question of scale

The automotive industry remains scale intensive. In such industries, tariff protection in small domestic
markets is likely lead to the establishment of plants operating at below minimum efficient scale. Small scale
assembly raises costs and adds little value. Low volume vehicle plants mean that investment in component
production is uneconomic beyond a low level of local content. In turn, low volume component production
in cases where the parts industry is protected, means that input costs will be high for assemblers.
There is some debate as to the level of minimum efficient scale in vehicle assembly and also about the
extent to which this may have changed with the introduction of new forms of production organization.
Modern plants have a capacity of at least 150 000 vehicles per annum usually with just one model. Estimates
also vary regarding minimum efficient scale in the production of major components, but it is clear that
this point is only reached at very high output volumes, significantly higher than apply to vehicle assembly.
Minimum efficient scale also varies according to the type of component.
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Conclusion
Sub-Saharan Africa represents a rapidly growing market which could exceed 10 million passenger vehicles
by 2030. It is inconceivable that all these vehicles will continue to be imported and this market represents
an opportunity which could play a major role in the industrialisation of the continent. The production of
vehicles and components could have important spill overs to other industries as well.
There are many pitfalls, however. Firstly, this growing market is divided among nearly 40 countries, only
a few of which have sufficient size to sustain an industry on the basis of the domestic market. Regional
markets and therefore regional integration are essential. Secondly, manufacturing capabilities are weak
and there are serious infrastructure constraints. A limited supply base, shortages of skills and the poor
supply of prerequisites such as power and transport links need to be addressed. Third, there is the question
of national automotive policy. This needs to be balanced to provide a measure of protection without
allowing for excessive effective rates of protection on assembly. It is all too easy to establish minor assembly
operations which add little value but at a large cost to consumers and firms. In some countries, the market
for motor cycles is already large. This may represent a more appropriate entry point for automotive industry
investment.
African countries need to learn from the experience of earlier industrialisers. From the start the type of
investments that are encouraged need to be at reasonable scale in order to achieve basic efficiencies. An
equally important conclusion is that the market is growing extremely rapidly. Whether these vehicles are
imported or locally produced, large scale investment in mass transit systems from an early stage is of prime
importance to ameliorate the massive congestion that is already apparent in many African cities.
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REVIEW OF
RECENT
ACTIVITIES
Under Pressure: The State of the
Automotive Industry 2016
The South African automotive industry is neither
bullish nor bearish with reason for both positive
and negative sentiment.
Domestic vehicles sales remains low and on
aggregate, local operational competitiveness
remains sub-optimal. However, with greater policy
certainty, a number of new locally produced
model launches and a much weaker, while volatile,
exchange rate, the SA automotive industry has
clear reasons to remain positive about its medium
term prospects.
Certain firms are thriving and others struggling to
survive: firm level response to dynamic conditions
remains the key determinant of success.
The DAC presented the Annual State of the
Automotive Industry presentation at Toyota
Manufacturing South Africa, sharing insights
to assist firms develop the most appropriate
strategies:
•

Key automotive industry trends that are
driving the industry’s development;

•

A comprehensive review of local component
industry’s 2015 performance and

•

OEMs‘ perception of component
manufacturers’ performance

Contact the DAC for more information
regarding the State of the Automotive
Industry.
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Optimising Availability of
Capital Investment: Leveraging
competitiveness advantage from
TPM

7. TPM activity and storyboards

Benchmarking findings highlight that suppliers
should consider identifying mechanisms for
increasing capex (specifically process related) to
above lesser developed countries levels of 3.7%.
DAC were invited to take an intensive look at
the theory behind Total Productive Maintenance
whereby the objective is to engender a sense of
joint responsibility between supervisors, operators
and maintenance workers, not simply to keep
machines running smoothly, but also to extend and
optimise their performance overall.

Tour delegates identified key elements for a
successful TPM programme and these included:

8. Then capture into standard operating
procedures
9. Worker participation - taking responsibility for
diagnosis and first-line maintenance

•

Management commitment

•

The right culture and mind-set (amongst
everyone)

•

A 5-S programme

•

Visual Management, incorporating Visual
Performance Management, labelling and
demarcation

•

Team structures

The key mechanisms to achieve the aims of TPM:

•

Appropriate training

1. Extensive education and training, mostly onthe-job and linked to a step-by-step approach

•

Problem solving skills

•

A Manufacturing Excellence System (a quasi-TPS
structure)

2. Use of setup time reduction tools and
techniques
3. Emphasis on simple environment management
techniques such as 5-S
4. Use of problem-finding and solving tools such
as fishbone charts
5. The use of policy deployment approaches to
target and mobilise focused CI activity

Attendees took a closer look at the overall SA
Automotive Component Industry’s performance
in this area as well as key case studies from other
manufacturers (MAHLE Behr and Paarl Media) and
were able to observe the practical application of
various principles on the floor.

6. Visual management and control
Jan - Mar 2016 DAC
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Lean Management: Identifying
and executing projects that
enhance total organisational
productivity and competitiveness
Lean Management is a crucial operational
factor for the local automotive industry. Lean
management is an approach to running an
organisation that supports the concept of
continuous improvement, a long-term approach
to work that systematically seeks to achieve
small, incremental changes in processes in
order to improve efficiency and quality. Lean
management seeks to eliminate any waste
of time, effort or money by identifying each
step in a business process and then revising or
cutting out steps that do not create value. DAC
firms were invited to attend sessions hosted by
the SAABC which considered the Continuous
Improvement and Change Management culture
that firms must have in place to ensure that
they are able to evolve and develop their Lean
Management processes on an ongoing basis.
Guiding principles for Lean Management
include:

10 Lean Mindset Challenges unpacked
included:
1. Lean is obsessively customer focused
2. Silos are bad
3. Do not expect technology silver bullets
4. Problems are treasures, not to be hidden
5. Lean ends “Command and Control”
6. Stop jumping to solutions
7. Go to Gemba
8. Stop accepting “necessary” trade-offs
9. Stop jumping through hoops
10. Do not blame
The following sessions where held recently:
•

Gauteng - 20 August 2015: ZF Lemforder and
Autoneum Feltex in Roslyn

•

Defining value from the standpoint of the
end customer

•

East London - 12 November 2015: Mercedes
Benz SA, Foxtec-Ikhwezi and TI Automotive

•

Identifying each step in a business process
and eliminating those steps that do not
create value

•

Port Elizabeth - 18 November 2015: Hansens
Engineering and Schaeffler SA

•

Making the value-creating steps occur in
tight sequence

•

Repeating the first three steps on a
continuous basis until all waste has been
eliminated.

What is clear is that if you are trying to adhere
to Lean Management, and do not have a culture
that support lean thinking, your success will
be very limited. Many organisations have
been tripped up by thinking, unfortunately,
that Lean is just about some tools or tactics
that you implement. It is not necessarily the
specific tools – it is the thinking, the mind-sets,
and philosophies of lean. But Lean is not all
about thinking. The actions taken and methods
used are the result of the underlying thought
processes and beliefs.
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Adapted from 10 Key Lean Mindsets for Factories, Hospitals, Startups,
and More by Mark Graban, www.linkedin.com/pulse/10-key-lean-mindsetsfactories-hospitals-startups-more-mark-graban

DAC firms attended
sessions hosted
by the SAABC
which were held
in Gauteng, East
London and Port
Elizabeth

Engineering skills development programme
The cluster is facilitating a Graduate Development Programme which is aimed at addressing the critical shortage of
engineering skills within the local automotive industry. The Programme is intended for recent graduates with engineering degrees or diplomas in either mechanical or industrial engineering, with the objective of further developing
competencies in line with the industry’s requirements. The programme is modular; outcomes based and provides a
senior engineer an external mentor to support the graduates.
Firms who are still interested in enrolling graduates in this programme are able to do so and should contact us as
soon as possible.

Did you know that our graduate development programme qualifies as skills development under the new B-BBEE scorecard? For more information about how this qualifies
contact the DAC (DAC@bmanalysts.com).

2015 Logistics Barometer
Logistics is a strategic resource for the South African economy and key to providing a global competitive
advantage. The Logistics Barometer, compiled by the University of Stellenbosch – Department of Logistics, presents
the latest results of this national cost measurement and drills down to investigate the trends that influence these
costs – from the oil price to outsourcing to the impact of modal strategies and infrastructure development.
The Logistics Barometer South Africa 2015 reports on logistics costs calculated up until 2013, and forecasted up
to 2015. At R393 billion, logistics costs in 2013 equalled 11.1% of South Africa’s GDP. This relationship does not
compare well with the figures for North America (8.8%), and Europe (9.2%), but is better than those of South
America (12.3%) and Asia Pacific (12.8%). Changes in input costs are expected to increase this percentage for 2014
and 2015.
DAC members came together on 15 October 2015 with Professor Jan Havenga from Stellenbosch University as to
unpack the findings and their implications on industry. A copy of the presentation can be found on www.sun.ac.za/
logisticsbarometer
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Effective Management of Strikes and B-BBEE: the Ownership Pillar
Given the current instability of the economy, no business can afford to lose production because of a strike. Furthermore, employers can’t afford the damage to an employer-employee relationship that long and acrimonious
strikes bring about. Michael Maeso (Partner and Head of the Employment and Pension Law Department: Shepstone
& Wylie) addressed issues around the proper management of strikes and secondary strikes.
Dionne Kerr (CEO: Siyakha Consulting) explored the ownership pillar of the new B-BBEE codes. Dionne was able to
use her extensive experience in structuring and implementing B-BEEE ownership deals for locally owned and multinational companies and an in-depth understanding of the legislation to provide tools for member firms to address
this increasingly important B-BBEE pillar.

Increasing Competitiveness Through the Gijima KZN LCF
Gijima KZN Local Competitiveness Support Programme is opportunity for firms to increase competitiveness made
available through KZN edtea. The fund will consider funding proposals that are market-led with the minimum
amount of R1 000 000 and a maximum of R5 000 000. Gijima KZN LCF will fund 70% of the total direct costs of the
project. The fund will consider funding activities that will lead to an increase in production, competitiveness and
innovation. These may include activities such as upgrading of plants, purchase of new equipment, research and
development and project management, amongst others. Working with individual firms, the DAC submitted a total
of 5 partnership proposals.

DAC Quality Circle Sessions
The DAC has recently launched Quality Circle Sessions for firms with initially, two theoretical sessions per region. The
aim is to facilitate and encourage an improved focus on quality through theoretical training and peer based learning.
The expected benefits were as follows:
•
•
•

Improve firms theoretical understanding of quality management
Gain practical quality related learning opportunities from peers
Identify quality improvement opportunities & methodologies for firms

Quality Circles training is aimed at achieving a workplace full of employees who are motivated, creative, and good at
solving problems. They mean fostering teamwork, increasing skills and knowledge of each employee in relation with
their job. Quality Circle activities help problem solving in the workplace and leads to personal growth.
To further support the adoption of a Quality Circle Programme at firms, Toyota Boshoku South Africa – international
leaders in Quality Circles, to facilitate a two-day training session. It is the intention that firms participating in this twoday training will be able to initiate Quality Circles in their own companies.
Enrolment in the programme means that firms had to commit to the following:
•
•
•
•

There must be a commitment/willingness/intention to establish an operational QC Programme
Attendance at both sessions
All attendees were required to think of and consider three operational problems that could be addressed through
a Quality Circle programme
All attendees were required to do some work prior to the second session

The sessions included an in-depth look at various tools and step by step formulas.

If you have missed something important, or would like additional information on any of the
latest activities, contact the DAC (dac@bmanalysts.com).
Jan - Mar 2016 DAC
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WHAT’S
COMING UP
NEW! TRACE LEARNERSHIP
The TRACE programme has been developed into a full
learnership programme comprising 125 credits. This is accredited with merSETA and gives learners the opportunity
to receive a National Certificate in Production Technology.
The NQF level 3 aligned learnership empowers current
and potential first line managers to assume responsibility and drive change within an organisation through a clear
set of best practice principles. It is therefore aimed at team leaders who are or will be responsible for leading a
team in meeting defined objectives. The team leader can be from any area of the company: production, logistics,
stores, finance, administration, etc. who is responsible for:
•

A small team of 2 or more people

•

Leading the team in meeting a defined set of targets

•

Continually improving the way in which work is done in their area

10 modules will be delivered over a 52 week period, with time allocated to classroom training, mentoring and
coaching, and in plant implementation. Firms who are interested in participating in this or would like more information must please contact the DAC.

Interested in signing up your firm for the Learnership in Production
Technology? Contact the DAC today (DAC@bmanalysts.com).

Management Development Programme
The DAC will be running the highly successful Management Development Programme for the automotive industry
again in February 2016.
The Management Development Programme (MDP) for the automotive industry aims to equip managers with the
necessary competence to not only implement their organisations’ strategic objectives, but to help them build their
skills in managing people. The programme will also assist in developing a basic understanding of the different
fields of management to ensure that managers do not perform their own management functions in isolation. It
will provide participants with a broader understanding of leadership and management specifically for the automotive industry, and also strives to bring real business benefits to participants and their organisations.
After successfully completing this programme, participants will gain a deeper understanding of the automotive
sector with relation to:
•

the role and importance of good leadership;

•

the importance of people management, team dynamics and effective coaching;
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•

the significance of systemic thinking and innovation

•

the general principles of financial management such as balance sheet, income statement, financial viability,
budgets and financial planning;

•

the core principles of supply chain & operations management;

•

the principles of marketing and customer service in the global economic environment.

Participants should preferably have one to two years of management experience at a junior management entry
level. The scope and presentation of this programme are aligned with the National Qualifications frame work (NQF)
level 6. To enrol delegates from your organisation, please email the DAC (dac@bmanalysts.com).

How can I get involved? Contact the DAC for more information on our upcoming activities
and find out how you can get involved (DAC@bmanalysts.com).

Firm Level Benchmarking
One of the primary activities of the DAC will remain benchmarking comprises of firm-level benchmarking. Firmlevel benchmarking is being increasingly viewed by the local auto industry, including the OEMs, as being crucial
to establishing world class standards amongst local suppliers. The benchmarking process represents an important
continuous improvement mechanism intended to objectively inform management decisions on competitiveness
and sustainability challenges. The findings, conclusions and recommendations contained in the benchmarking
report are considered to provide important inputs into the company’s strategic and operational decision-making
processes. Benchmarking is intended to be an annual activity whereby a firm reviews its performance on annual
bases.
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ABOUT US
About the Durban Automotive Cluster
The Durban Automotive Cluster (DAC) is a Public-Private
Partnership between the eThekwini Municipality and te
KwaZulu-Natal automotive manufacturing sector that focuses on developing the competitiveness of the automotive manufacturing industry in KwaZulu-Natal. This not for profit organisation is an industry driven initiative, drawing on the leadership
and expertise of individuals from a broad range of member firms.
For more information on the DAC please visit www.dbnautocluster.org.za.

About the eThekwini Municipality
Funding for the DAC in overseen by the Economic Development
Unit (EDU) of the eThekwini Municipality, which is mandated to
promote economic development; job creation, economic transformation and economic intelligence within the municipal region.
The EDU is guided by policies established by National and Provincial Government and articulates the approach to economic development through the Municipality’s Integrated Development Plan
(IDP) and an Economic Development Strategy (EDS) from which all
activities are guided by, but not restricted to, as the Unit also responds to the broader challenges facing the greater region by endorsing other initiatives such as the Millennium Development Goals.
For more information on the eThekwini Municipality please visit
www.durban.gov.za.

Powered by B&M Analysts
Cluster 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 on B&M Analysts please visit www.bmanalysts.com.

20 DAC Jan - Mar 2016

BECOME A MEMBER!
We welcome membership enquiries from
automotive manufacturing companies
with operations in KwaZulu-Natal

For further information please either
call +27 (0) 31 7646100 or email the
DAC (dac@bmanalysts.com).

+27 (0) 31 764 6100
dac@bmanalysts.com
www.dbnautocluster.org.za

