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POMC members meetings and braai are held at the POMC Clubhouse on the 1st Wednesday
evening of each month: 19:30 for 20:00
POMK lede vergadering en braai word elke maand op die 1ste Woensdagaand van die
maand gehou in die POMK se klubhuis om 19:30 vir 20:00.
POMC Clubhouse at the corner of Keuning Street and Fred Davey avenue,
Silverton/Meyerspark
POMK Klubhuis op hoek van Keuningstraat en Fred Daveylaan; Silverton/Meyerspark
GPS Co-ordinates for POMC: S 25 44.159 E28 18.652
Pretoria
Old Motor Club / Oumotorklub
PO Box 2014 / Posbus 2014
Silverton
0127
www.pomc.co.za
www.pomccitp.co.za
www.facebook.com/POMCclub

Klubvergadering 7 November om 19:30 vir 20:00
Aanbiedings:
Mario Coetsee Pontaic Firebird
Hennie Rautenbach sorg vir die braaivleisvuur vanaf
18h30
Opinies in die NUUSBRIEF is nie noodwendig die
siening van die Komitee of die Redakteur nie.
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FROM THE DRIVER’S SEAT…………. UIT DIE BESTUURSSITPLEK
Met 2019 wat pas aangebreek het, wens ek graag namens die Komitee aan alle POMK lede
en julle gesinne ŉ voorspoedige nuwe jaar toe. Ons vertrou dat almal ŉ goeie ruskansie
gedurende Desember gehad het en uitsien daarna om die uitdagings van die nuwe jaar
suksesvol aan te pak – veral dié wat verband hou met die restourasie en gebruik van ons
oumotors, sowel as deelname aan Klubaktiwiteite.
The focus of the discussions at our last Wednesday club meeting of 2018 consisted of a
presentation by well-known motoring journalist and club member, Roger Houghton about
the Classic Le Mans motor races. Thank you very much Roger for a most interesting and
informative presentation.
Oldmotor and club activities were concluded for the year on a very rainy Old Year’s Day
morning with The Cockpit Brewhouse Run. On the initiative of Bill Flynn and the Triumph
Club, members of the Triumph Club, the POMC, the Alfa Club and the MG Club and their
families met at the POMC Club House to enjoy some orange juice and champagne before
departing to Cullinan for lunch. Despite the welcome rainy weather after the very hot and
dry Christmas days, a large number of people turned up. A convivial time and nattering were
spent at the Club House before departing in convoy to Cullinan for lunch at The Cockpit
Brewhouse Restaurant. As the restaurant is usually closed on Mondays, special
arrangements were made for it to accommodate us. Shortly after our arrival the skies
opened up and the rain poured down on us. Those of us sitting outside under the umbrellas
had quite a time in trying to keep as dry as possible. Nevertheless, a most enjoyable time
was had by most of us, despite most getting very wet. There was a general consensus that
more club outings like this – preferably in shining weather, of members in their old cars
should be arranged. Thank you very much Bill and friends for your initiative and
arrangements, and for Roelf and Suzette for having things right for all at the Club House on
our arrival.
Soos gewoonlik, sal die Komitee by sy eerste vergadering van die nuwe jaar kyk na die
beplanning van sy werksaamhede en die toedeling van die verskillende portefeuljes aan die
komiteelede. Ook op die agenda is die moontlike koöptering van klublede om die Komitee
met spesifieke take behulpsaam te wees. Onder andere moet die Komitee ŉ nuwe
ondervoorsitter aanwys na die bedanking van Emil Kuschke as ondervoorsitter en
komiteelid. Ons bedank graag vir Emil vir al sy harde werk as ondervoorsitter gedurende die
afgelope jaar en maak op sy voortgesette bydrae as klublid staat.
Any suggestion, proposal or assistance by members regarding club matters will be
welcomed by the Committee. Members are invited to raise such matters with me or with
any Committee member.
Vriendelike groete/ Kind regards

Berto Lombard
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The 18TH DAY OF CHAMPIONS RACES – A MIX OF MODERN AND CLASSIC
BIKES ON PARADE AT ZWARTKOPS RACEWAY
By Ian Groat
It’s the biggest motorcycle festival ever at Zwartkops which is set to run on Sunday 3
February with a hot mix of Bridgestone Superbikes. The RR Cup and Bridgestone Challenge
are due to post close and fast racing on machines from the 1980’s up to todays’ ultra-fast
machines. Spectators are in for a great day of treats as there are also some planned
demonstrations from classic racers and period machines to be included as a draw card.
Vintage Machines
The pioneer DJ Run machines were first run in a flat-out race from Durban to Johannesburg
on public roads from 1913 and they are planning to show a full grid up to 1936 machines
when the race was ended. This pack of BSA Empire Stars, Velocettes and other long
forgotten motorcycle makers will step back in time to honour South Africa’s golden twowheeled past.
Order of Merit
The day will also play host to motor racing commentator Roger McCleery who will be
awarded an Order of Merit for his long and illustrious service as both a commentator and a
motor racing reporter on the radio and in other media activities.
Champions on Track
The organisers are set to bring back to Zwartkops through the day’s racing a list of invited
national champions and overseas grand prix competition champions. Here are just some of
the yesteryear champions to be invited to strut their stuff at the event, including Keith
Zeeman, Les van Breda, Allen North, Dave Peterson, Rory Nesbit, Shane Nesbit, Jimmie
Guthrie, Mike Boon, Simon Fourie, Kevin Hellier, Horace Bergstrom, Gerry Onassis, Jimmy
Whyte, Mike Grant, Peter Ekerold and Tiny Marriner.
These former greats will be on track riding machines from the earliest days of Grand Prix
racing delivering the banshee wail of two-stroke racers from a forgotten era and the big
banger production racers from the 1960’s in the form of Norton Manx’s, Matchless G50s
and a pair of works Honda RC 163 and 188 Mike Hailwood tribute machines, all set to
deliver a wall of sound long forgotten.
The Team Incomplete organising committee is hard at it to punctuate the day’s races and
parades with added nostalgic two-wheeled activities. Save-the-ate to relive South Africa’s
Golden Age of two-wheeled racing heritage at Zwartkops Raceway
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Durban -based, evergreen Jimmie Guthrie won the Manx Grand Prix in 1965 on a 500cc
Norton Manx.

Team Incomplete organising committee members this year will see help from Peter
Labuschagne, left, Les van Breda, Roger McCleery, Keith Zeeman and publisher Ian Groat .
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Six-time world champion Jim Redman is on the invitation list for the Day of Champions
seen here with Ian Groat’s Honda 250cc four RC163 machine.

Veteran and vintage race bikes from the pioneering DJ Run will be out on track with
machines that date from 1913 up to 1936.
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The mix of yesteryear sounds of big singles will be presented by the event’s organiser
Team Incomplete, classic racer collection.

Peter Labuschagne will run Wagon Wheels, the first racing motorcycle to feature
magnesium wheels with a Matchless GP 500cc motor from 1969 in the Team Incomplete
collection on demo day
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SA MOTOR INDUSTRY CONTINUES TO NEGOTIATE ITS WAY THROUGH A SEA
OF REGULATIONS
By Roger Houghton

Introduction
The South African motor industry has arguably been the most regulated in the world.
Initially it was to encourage a local assembly industry, but later a web of regulations was
used by the government to regulate currency outflow and to build a vehicle component
manufacturing industry. Later the government and the remaining vehicle manufacturers had
to be very innovative when international sanctions brought about by the country’s racial
discrimination policies (apartheid) were imposed.
Following the installation of a democratically elected government in 1994 there have been a
series of government-driven incentive programmes to encourage an export driven vehicle
and component manufacturing industry. These have met with great success, although there
continue to be controversies about the application of the regulations as well as complaints
from the industry about the tardiness in implementation.
Toyota South Africa, which became a member of the local motor industry in 1961, has had
to cope with these changing goalposts for the past 50 years and has come up with many
innovative solutions to the challenges of the various programmes over the years. Probably
one of the best known solutions was the fitment of a very heavy, locally-produced ADE
diesel engine in the Land Cruiser one-ton pick-up, which then ended up with a very high
level of local content!
First car comes to SA
But let us go back to the arrival of the first car – or horseless carriage – in South Africa.
It all started with John Percy Hess, of Pretoria, who ordered a four-wheeled Benz Velo from
Benz & Co, of Mannheim, Germany in 1896. On arrival in Port Elizabeth the car was
transported on rail to Pretoria. The demonstration had been delayed by a month due to the
late arrival of the benzene fuel supply.
Finally, on Monday, January 4, 1897, the momentous and widely publicised event took place
at the Berea Park sports grounds in Pretoria when Hess drove his new car for the first time
with his partner and the co-founder of the Pretoria News, Mr. AE Reno, and the then State
Secretary of the Transvaal Republic, Dr. W.J. Leyds, as passengers.
President Paul Kruger was invited for the historic ride, but declined and said he preferred to
watch the first drive from the sidelines along with the spectators who paid the substantial
entrance fee of two shillings and six pennies for the privilege.
In honour of the presence of President Kruger the Benz had a pole with the “Vierkleur” flag
of the Transvaal Republic attached, while a gold medal was minted to commemorate the
occasion, which was particularly noteworthy as it is believed that this was also the first time
a car driven by an internal combustion engine had been seen anywhere in the Southern
Hemisphere.
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This occasion also heralded the start of a business relationship between Hess and the Benz
Velo manufacturer as he became the sole agent of the brand for South Africa.
The following week the Benz was demonstrated at the Wanderers sports ground in
Johannesburg and then sold to a coffee importer, Mr. A.H. Jacobs, who subsequently
permitted every customer who bought a pound of coffee from his shop in Pritchard Street,
Johannesburg, the opportunity to view his prized Benz. Unfortunately in was destroyed in a
fire a few months later.
The first Ford car to be imported to South Africa was a 1903 Model A, which was, in fact, the
first Ford to be sold outside North America. The car arrived in Port Elizabeth in February
1904 and was then taken to Johannesburg by train and survives to this day.
Cars became more readily available in SA with the arrival of the mass-produced Ford Model
T and about 1 000 cars a year were being put on local roads by 1910.
In this same period the seeds were sown for the establishment of the South African motor
manufacturing industry. Ford was selling its vehicles through an agent based in Port
Elizabeth, and General Motors was trading through its own export company. These two
rivals soon came to the realisation that local assembly was necessary to meet their global
expansion objectives.
Local assembly begins
Ford commenced assembly operations of Model T’s in a disused wool store in Port Elizabeth
in January 1924, thereby laying the foundations of the motor industry in South Africa. Ford
erected a purpose-built assembly plant in 1930.
General Motors followed its bitter rival to South Africa and began operations at its own
plant in the same coastal city two and a half years later and upgraded its facilities
substantially in 1936.
During the Second World War a third South African assembly facility was established near
Johannesburg by the Stanley Motors retail group. In January 1941 it began assembling
Hudson and Willys-Overland vehicles from American-sourced completely knocked down
kits.
The war however, put an end to local vehicle assembly from 1943 -1945, with the industry
surviving on defence contracts by building armoured cars and tailfins for bombs as well as
by reconditioning used vehicles.
This was a time of high economic activity and by 1947 South Africa was experiencing a post
war boom. Endless streams of motorists and would-be motorists besieged showrooms to
put their names on waiting lists for the latest models, although it would usually be a long
and frustrating wait before the new vehicles arrived.
When private vehicle production resumed after the war Justin McCarthy, who headed up
the McCarthy Rodway retail group and had a knack of anticipating changes in the motor
industry, decided it was time he implemented his carefully considered plans to build a plant
to assemble Chrysler products and to this end he had already purchased land in Jabobs, near
Durban, in 1940.
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He realised that to obtain the necessary economies of scale for his new assembly plant he
needed to involve the other Chrysler distributors in the country. He therefore approached
Bert Oates from the Atkinson-Oates group and another friend and business rival in Durban,
Jack Forsdick. The latter had Chrysler, Plymouth and De Soto dealerships in Natal, while
Atkinson-Oates had the agency for the full Chrysler Corporation product line-up for the
Transvaal, Free State and Western Cape.
Together the three men formed Motor Assemblies with initial capital of only £250 000 and
in 1947 construction began on the new plant. It was not long before the factory was
assembling 40 Chrysler products a day.
Government legislation was introduced in 1948 that made it virtually impossible to import
built-up vehicles. This meant that a home had to be found for Morris assembly. Pat
McCarthy, who by 1948 had been appointed general manager of McCarthy Rodway,
conceived the idea of approaching Lord Nuffield with a view to the company being
appointed South African concessionaires for all Nuffield Group products, with Motor
Assemblies responsible for production.
McCarthy Rodway subsequently became the sole South African concessionaires for Nuffield
products in 1948, when the brands consisted of Morris, Wolseley, Riley and MG. These
products were built at Motor Assemblies and a new distribution company, British Car
Distributors, was launched.
Big change in market composition
The devaluation of the British pound in 1947 had a big impact on the composition of the
South African vehicle market. Up until then the large American cars had been favoured for
their comfort in covering long distances between South African towns, but they suddenly
became an expensive proposition. Prices for the popular Chevrolet and Dodge six-cylinder
cars and the Ford V8 rose to just under £1 000, while a competent Morris Minor cost only
£378.
Imports from the US halved, while vehicle numbers from the United Kingdom doubled.
The growing demand for new vehicles had encouraged other companies besides Motor
Assemblies to set up local assembly plants. Ford and General Motors had upgraded their
production plants in Port Elizabeth and Stanley Motors continued to operate its Natalspruit
facility.
One of the new plants was the result of an agreement between Studebaker, of the United
States, and a South African company, Industrial and Commercial Holdings, to set up a plant
in Uitenhage, in the Eastern Cape. Production at the new facility, SA Motor Assemblers and
Distributors (SAMAD), started in 1948.
Although South African-owned the new company originally had Studebaker management
and in 1950 it added British-sourced Austins to its Studebaker production. (Austin had
originally bought a large site in Blackheath, Cape Town, but was discouraged by the
government from building its own plant at this stage, hence the link with SAMAD).
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German Volkswagens went on to the SAMAD production line In Uitenhage in 1951. Then in
1956 the demands of increasing production and an ever-expanding plant laid SAMAD
financially bare, so Volkswagen AG of Germany took the opportunity to buy a controlling
interest in the South African company, making it part of the global Volkswagen Group’s
network.
When production of Studebakers ceased in 1965, the Uitenhage plant was left with its
attention focused solely on Volkswagens. At a meeting of the SAMAD stakeholders in
November 1966, it was unanimously decided to change the company’s name to Volkswagen
of South Africa Ltd. Audi joined the production line in 1968.
The factory became known as Volkswagen of South Africa in 1974. Production was focused
on the Beetle and Kombi until the late 1970s when the Beetle was superseded by the Golf 1
in 1974, with this model set to continue in production for several decades as the CitiGolf
Besides its involvement with Motor Assemblies, Atkinson-Oates had a small plant of its own
at Paarden Eiland, Cape Town, assembling some Chrysler products, while Leyland had set up
a truck assembly plant in Elandsfontein, near Johannesburg, in 1950.
Another facility was built in East London in that year by the distributors of American Nash
vehicles. Initially known as Nash Distributors’ Assembly it later became Car Distributors and
Assemblers (CDA). In future it would play a big role in the growth of the local motor industry
as it produced a broad range of vehicles over the years, including Auto-Union, MercedesBenz, Jaguar, Alfa Romeo, Renault and Honda.
More benefits for British cars
Rising domestic demand and problems with supply from North America created new
opportunities for British manufacturers, particularly as they also benefited favourably from
a change in the price bracket for higher ad valorem duty in South Africa (the minimum value
went up from £400 to £600) following lobbying by the British delegation at a Geneva
conference on tariffs.
The increase in the number of smaller cars from Britain had several benefits for the country
too, in that it saved on dollars by importing from the sterling area while relieving the
shortage of new vehicles. It also reduced vehicle running costs as the British models had
better fuel consumption and lower maintenance costs than the larger American cars.
These developments had an amazing result on the make-up of the South African vehicle
market and by 1954 British makers had captured 47.7% of new car sales and 42.5% of
commercial vehicle sales. Both South African motor industry pioneers, Ford and GM, were
players in this market too, with products from their subsidiaries in the United Kingdom.
With lots of first time buyers entering the market, increased duties on large cars and the
lower fuel and maintenance costs of smaller passenger vehicles, the profile of the South
African market started to change radically. Far more smaller, efficient British vehicles were
bought and by 1954 British marques made up nearly half of new vehicle sales.
Meanwhile the Nuffield organisation had merged with Austin to form the British Motor
Corporation (BMC).
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At this time the up-country retail giant, Atkinson-Oates, continued to expand. It gained the
Peugeot franchise for the Transvaal and Western Cape in 1951, erected a new assembly
plant at Elsie’s River, near Cape Town, in 1954 and acquired the Austin franchise in 1959.
Toyota enters SA market
Far-seeing industrialist Albert Wessels was delighted to award the Toyopet franchise for
Natal to McCarthy Rodway in 1961, particularly when Brian McCarthy said he believed his
dealerships could sell 12 units a month in the province. The association between the two
companies grew further when Mr. Wessels appointed Motor Assemblies to build his pick-up
trucks..
An experience of another kind had occurred at the end of 1961 following the arrival in South
Africa of a British businessman, Dr. Heskel Khazam, who was anxious to acquire control of a
large local motor organisation.
His first target was Stanley Motors, a public company with a dealer network and an
assembly plant, which was then producing Austin and Rootes Group vehicles. He bought up
a large stake in Stanley Motors before the directors became aware of what was happening.
When they realised the company’s predicament they approached Lord Rootes, chairman of
the Rootes Group in the United Kingdom, to acquire the local company so it could continue
to assemble its Hillman, Humber, Sunbeam, Singer and Commer products, which he agreed
to do.
Dr. Khazam then turned his attention to McCarthy Rodway, which was then a sitting duck
for a take-over as the largest shareholder, the McCarthy family, had only a 10% stake. When
the directors realised the threat of a takeover the family rapidly increased its shareholding
to 20%. The result was that Dr. Khazam moved on to acquire Williams Hunt.
During this period the governments of the day, first General Jan Smuts’ United Party and
then Dr. D.F. Malan’s National Party, had missed the opportunity to rationalise the local
motor industry and it became a fragmented entity with under-utilised production capacity
and restrictions in terms of tariff protection and import controls. Local content was very
limited as the government and industry paid little attention to developing component
manufacturers and there was no interest at all in exporting built-up vehicles or components.
Local content programme launched
However, the drain on foreign reserves of importing about 80% of components for local
vehicle assembly spurred the government to investigate the introduction of what was to
become a far-reaching local content programme. From 1961 vehicle assemblers were
required to source at least 11 items locally, being tyres and tubes, batteries, trim, exhaust
systems, paint, glass, seat frames, road springs, carpets and mats. The government also
offered bonus import permits to assemblers who incorporated even more local components
in their vehicles.
Meanwhile Motor Assemblies’ future was also threatened as Toyota, which had become its
biggest customer, wanted the economic benefits of assembling its own vehicles.
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Toyota was considering building its own plant in East London so Brian McCarthy had to
make a quick decision. This involved not only disposing of a considerable segment of his
company’s business but also leaving behind the sentiment attached to seeing Justin
McCarthy’s dream grow from childhood to flourishing adulthood.
Sound business sense prevailed and with the approval of Norman Marshall, who had by
then acquired Atkinson-Oates’ investment in Motor Assemblies, the deal with Toyota was
done at the end of 1963.
The government had taken further steps down the road of increasing local content with
engine manufacturing schemes becoming part of the programme in 1963. Although engines
were assembled initially from mainly imported components they were classified as locally
manufactured for the purpose of excise duty assessment.
Phase II of local content scheme
The introduction of Phase II of the local content programme in 1964 involved local content
protection based on minimum percentages of South African-made components. Assemblers
could deem models either “manufactured” or “assembled” with the former classification
requiring at least 45% local content (excluding tyres and tubes), increasing to 55% within 42
months.
Import permits were freely available for “manufactured” models, but “assembled” models
were penalised under a sliding scale of excise duty with bonus import permits based on the
percentage of local content used in these models in the previous year.
Phase II ended in December 1969 and 1970 was a “standstill year” during which all
“manufactured” models had to achieve a net local content of at least 50%.
The basic policy of import substitution in the motor industry was maintained in the 1970’s
with Phase III, commencing in 1971, calling for 66% local content by weight of
“manufactured” models by 1977.
A secondary category of “semi-manufactured” models was introduced at the same time,
requiring 52% net local content. Other unassembled imports required special ministerial
approval, while there were very high tariff penalties on built- up vehicles.
Contrary to the government’s expectations, the application of local content protection did
not reduce the number of assembly operations or diminish the choice of brands and models
available to local buyers.
Assembly plants continue to proliferate
Instead the proliferation of assembly plants continued with ownership and franchise
agreements becoming ever more confusing. By 1969 there were 15 members of the
National Association of Automobile Manufacturers of South Africa (NAAMSA).
Ford and General Motors were still based in Port Elizabeth while Volkswagen had bought
the former SAMAD plant in Uitenhage. Leyland and the British Motor Corporation had
merged under the Leyland banner and assembled vehicles in Blackheath, Cape Town, but
had its headquarters in Elandsfontein, near Johannesburg.
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CDA in East London was now predominantly owned by Mercedes-Benz, while local firms
assembled Datsun-Nissans in Pretoria, Toyotas in Durban, and Peugeot, Renaults and
Citroens in Natalspruit. Chrysler, Daihatsu and Fiat had built their own manufacturing plants
in Pretoria, Brakpan and Alberton respectively.
The industry also had to deal with a local content programme for light commercial vehicles,
which was imposed under Phase V of the government’s localisation programme due to the
growing popularity of bakkies as an alternative to small passenger cars. Phase V required
commercial vehicles to have 66% local content by weight in 1981.
Remarkable sales in 1981
The Board of Trade and Industry (BTI), under Dr. S.J. Kleu, had little sympathy for the
manufacturers as they appealed each step in the imposition of the local content
programme. He was supported by the growth in vehicle sales, which rose from 256 296
units in 1969 to a high of 453 541 in 1981, a record that amazingly stood until 2005 when
565 018 units were sold.
What makes the 1981 sales level so remarkable is that virtually all the vehicles were built in
South Africa that year, as full imports were prohibitively expensive. In addition, assembly
methods were fairly low tech and labour intensive, while “manufactured” models had to
include at least 66% by weight of local content in terms of Phase V of the local content
policy.
In contrast, in 2005 when the 1981 record was overtaken the assembly methods were
sophisticated and the bulk of the passenger cars sold locally were imported as fully built up
units.
Political pressure soars
Political pressures had soared dramatically while trade unions started to flex their growing
muscles. Increasing worldwide criticism of South Africa’s apartheid policies put more and
more pressure on motor manufacturers and distributors operating in the country.
In 1976 Chrysler and Anglo American had merged to form Sigma Motor Corporation, which
later took over Peugeot, Citroën and Leyland in addition to its existing Mazda and Mitsubishi
products. This combination saw Sigma become the country’s top vehicle seller for 1979, but
three of its constituent brands, Chrysler, Peugeot and Citroen soon departed the country
and Leyland went back to Cape Town as an independent again, while Toyota moved into the
overall market leadership position in 1980 – a position it still maintains after a reign of more
than 30 years.
Fiat disinvested in 1980, while Leyland withdrew gradually between 1982 and 1985. Ford
closed its Port Elizabeth manufacturing and assembly operations and sold out to Anglo
American to form the new South African Motor Corporation (Samcor), based in Pretoria.
The last to quit was General Motors, which handed over to local management in 1987 who
formed the Delta Motor Corporation.
By that time South Africa had only seven motor manufacturers of any significance:
Mercedes-Benz in East London (producing Mercedes-Benz and Honda), Toyota in Durban,
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Delta in Port Elizabeth (producing Opels and Isuzus), Volkswagen in Uitenhage, BMW and
Nissan in Rosslyn and Samcor in Silverton (making Mazdas, Fords and Mitsubishis). Samcor
retained Ford’s engine plant in Port Elizabeth.
The Port Elizabeth and Uitenhage region in the Eastern Cape was most affected by this
upheaval with unemployment rising to a monumental 60% of the population.
Sales in the doldrums
Vehicle sales were in the doldrums at this time, with the motor industry’s balance of
payments deficit rising to R1.8-billion. Total registered automotive exports stood at a paltry
R30-million so the government introduced an excise rebate on exports of R4 per kilogram.
From May 1986 component manufacturers could cede their export credits to motor
manufacturers. The export incentive was a minor success, but the value of imports
remained high as technological advances reduced the weight of imported components.
The BTI was reconstituted during the next few years under the chairmanship of Dr.
Lawrence McCrystal, while a number of senior managers from private industrial companies
joined the board, among them RJ Ironside, a former director of GMSA. The objective of the
restructuring was to improve international competitiveness, encourage exports and save
foreign exchange.
They came up with a scheme to apply local content based on value instead of the previous
system which used a weight-based computation. The value-based local content, known as
Phase VI of the government’s local content programme, was assessed in terms of foreign
exchange usage vs. local spend and was imposed from June 1989.
The lack of accurate predictions led to a series of rapid adjustments to the introduction of
Phase VI, with excise duty jumping from 27.5% to 40% in two years. Taking into account the
2,5% non-rebatable excise duty on new vehicles that effectively meant that manufacturers
had to achieve 70-80% local content by value to qualify for excise duty rebates.
Moving goalposts
The main reason for the moving goalposts was that the manufacturers of vehicles and
component were more successful than anticipated in increasing exports which had a
damaging effect on government revenue and resulted in the imposition of an ad valorem
fiscal duty of 9,5% minus R2 500 on new passenger cars, which discriminated against larger
cars.
Component manufacturers also protested loudly, with their gripe being an inability to
compete with imports..
Phase VI of the local content programme had encouraged a number of new companies to
set up component manufacturing facilities for high value items, with the mushrooming
catalytic converter industry being a prime example. The credits from component exports
were then ceded to the vehicle manufacturers.
However, the programme had continued to afford a very effective rate of protection for the
motor industry (close to 400% according to some sources). Assemblers were not exposed to

16

international competition and while exports rose to R1,8bn on the back of export incentives
the imports of vehicle component climbed to R6,7bn,
This all led to then Finance Minister Derek Keys, himself a former industrialist, appointing
the Motor Industry Task Group in October 1992 to produce a set of recommendations for a
revised government policy for the motor industry.
Motor Industry Development Programme (MIDP) introduced
Unlike the old Board of Trade and Industry the Task Group included representatives of the
major economic interests involved with the motor industry. Its report, the Motor Industry
Development Plan (MIDP) was endorsed by trade union Numsa although some of the
assemblers themselves were initially unhappy with some of its proposals. The final
programme was introduced in September 1995.
It was designed to assist an inefficient, high cost and uncompetitive motor industry to adjust
to trade liberalisation that was flowing from two major areas of rapid development that
took place following the democratic elections in 1994, namely changes in both the political
and economic structure of the country.
The objectives of the MIDP were to assist the local motor industry to achieve international
competitiveness and so provide a big boost to exports of both vehicles and components and
hence growth in local employment and investment while satisfying the General Agreement
on Tariffs and Trade.
There were a number of elements in the MIDP programmes:


A gradual reduction of import duties on built-up vehicles and components. This
started at 65% for cars and 49% for components used in local production and is
programmed to fall progressively to 25% for cars and 20% for components at the end
of the programme in 2012.



Incentives for local material used in vehicle and component exports to off-set duties
on imported vehicles and components.



Duty free allowance on imported vehicles of 27% of the value of vehicles produced
for the domestic market.



20% support of investments in capital and human resources.

The MIDP is widely regarded as one of the major successes of SA’s post-apartheid trade and
industrial policies. It resulted in the rapid growth of imports and exports, including
components, particularly the export of catalytic converters and leather for seats. There has
also been a substantial inflow of investments in state-of-the-art technology.
The need for economies of scale has resulted in fewer production lines after the previous
requirement of making as many different models locally in view of the very high import duty
on built-up vehicles.
These developments have led to increased employment, especially in the supplier sector,
which has attracted many of the world’s leading Tier One component makers.
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The benefit for the South African motorist has been a reduction in retail prices in real terms,
as well as a much larger variety of choice as many distributors of built-up vehicles set up
businesses and used export credits from component exports (sometimes bought from the
OEMs) to offset duties.
Subsequently two reviews of the MIDP were undertaken, in 1999 and 2002, which resulted
in some fine tuning of the scheme to encourage the industry towards substantial future
growth.
It was obvious from the start that some aspects of the MIDP sailed fairly close to the wind in
terms of the requirements of the World Trade Organisation (WTO), so in 2005 a review
started to draft a new programme to take effect in 2013. The industry was again an active
participant in the negotiations.
This was a serious matter as the motor industry is of strategic importance to the country,
contributing about 7% of the gross domestic product (GDP) and 16% of exports, while
providing almost 600 000 jobs in the manufacturing, retail and service industries.
Automotive Production and Development Programme (APDP)announced
There were several delays in the announcement of the new programme, which were
irritation factors for manufacturers planning future models. Finally, in September 2008 the
way forward was announced by the Department of Trade and Industry as the Automotive
Production and Development Programme (APDP), which comes into effect on January 1,
2013.
The objective of the APDP is to stimulate growth in both the vehicle and component
manufacturing industries, with the aim of producing at least 1,2-million vehicles annually by
2020.
The APDP is structured in four key areas: Tariffs, local assembly allowance, production
incentives and capital investment assistance.
Pre MIDP the nominal protection rates for CBUs and CKD components were 115% and
approximately 80% respectively. Under the MIDP these tariffs reduced substantially and
quickly, with the target of 25% and 20% duties on CBUs and components respectively by
2012. These rates will remain the same until 2020 under the APDP.
Under the APDP the current Duty Free Allowance (DFA) will be replaced by a Local Assembly
Allowance (LAA). It will be lower than the MIDP’s DFA of 27% at 20% in 2013 reducing to
19% in 2014 and 18% in 2015. The LAA will then remain fixed until 2020.
A fundamental difference is the LAA will cover all vehicles assembled in South Africa,
irrespective of their market focus, but local assemblers will only be able to access the LAA if
their total plant production volume exceeds 50 000 units, which may be across one or
several models or platforms.
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One of the biggest changes to the local automotive policy relates to the incentive
component, where the APDP’s Production Incentive will replace the Import-Export
Complementation aspect of the MIDP.
Under the MIDP companies accrue benefits linked to exporting. These benefits are based on
the qualifying local material used in the product as well as the value of the export
performance.
When the APDP is introduced the export incentive will be replaced by a production
incentive that calculates benefits on the basis of actual local production value and not
material costs. The production value will be the sales value of the product excluding all
material inputs, but including profit, overhead and labour costs.
The fourth aspect of the APDP is the Automotive Investment Allowance (AIA). The MIDP’s
Productive Assistance Allowance (PAA) allowed firms to claim 20% of an investment back
over a five-year period, but was seen to be restrictive, particularly for component suppliers
whose investment is not linked directly to a local OEM.
The AIA will remain at 20% but will be accessible to vehicle assemblers and automotive
component manufacturers and will be far less restrictive than the PAA. The only
prerequisite is that the investment must be automotive. In addition, the AIA will be payable
over three years instead of five, and thirdly an additional 10% assistance may be made
available to firms for high technology investments and investment-linked training.
The future
The way forward for the South African motor industry has been indicated clearly and has a
number of benefits over the MIDP, while conforming to WTO requirements.
It will benefit industry in general and not certain sectors to the detriment of others. The
APDP is structured around encouraging increased local value addition which will boost local
content substantially.
There is now certainty through to 2020 which will assist with long-term strategic planning
while the programme encourages assemblers to produce at least 50 000 units per year, thus
bringing reasonable economies of scale for all involved.
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SAVVA Technical Tip 139 – Repairing aluminium thermostat housings
A year ago I was faced with the problem of a corroded top hose/thermostat housing. Why
they make them out of such poor quality material only the manufacturers we will ever
know. I recall trying to repair one using aluminium welding but because it was so old it just
disintegrated. I had to import a replacement which meant the car was laid-up for many
weeks – not to mention the cost.
This time I had to find an alternative as I needed to use the car on a forthcoming run. After
asking around for inspiration, the local hardware shop suggested I tried using a product
called Q-Bond which sets rock hard and can be used on aluminium.
Having little choice It was worth a try, so, I cleaned the corroded area with a wire brush and
filled the affected area with this magic powder. One fills the affected area with the powder
then drip what looks like super glues onto it. It sets rock hard and I was able to file it to
shape within minutes.
I didn’t expect it to be a permanent repair, however, if you can’t get a replacement “van die
rak af”, you don’t have much choice but to repair the old one even on a temporary basis.
This temporary fix was over a year ago and recently I had to remove the top hose and the
repair seems to be holding up very well. Incidentally, after the repair I filled the radiator
with copious amounts of anti-corrosive additive (not antifreeze) to stop any further
corrosion. This seems to have worked.
Note: I have subsequently imported a replacement housing but being inherently lazy I’m
leaving the repaired one on the car - as the say let sleeping dogs lie.
Following is a photo of the fitting. The dark area is the Q Bond filling.
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Henry Ford
"Politics in the true sense, have to do with the prosperity, peace and security of the people."
"Should a young man study politics? Yes, if he will make up his mind what Politics are to be
20 years hence. To study today's so-called politics is a waste of time--they are obsolete.
Politics in the true sense, have to do with the prosperity, peace and security of the people.
Politics will become an administration of the people's affairs in the people's interest. If a
young man wants to fit himself for the Politics of tomorrow, let him fit himself into essential
industry for the purpose of learning how best to conduct it for the whole public good."
12/15/1922

Ford News, p. 2.
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Verjaarsdae/Birthdays
Indien u naam nie hier verskyn nie kontak Taco dat databasis bygewerk kan word.
2 Januarie
3 Januarie
6 Januarie
9 Januarie
10 Januarie
10 Januarie
11 Januarie
12 Januarie
12 Januarie
12 January
14 Januarie
14 January
17 Januarie
17 Januarie
17 Januarie
18 Januarie
18 Januarie
21 Januarie
22 Januarie
23 Januarie
23 Januarie
25 Januarie
26 Januarie
27 Januarie
27 Januarie
27 Januarie
27 Januarie
28 Januarie
28 Januarie
28 Januarie
28 Januarie

Robert Adams
Doeke Tromp
Marie Marx
Caroline Stephanou
VanessaLeslie
Tessa Hauptfleisch
Steven Hulme
Jan Snyman
Daan Huggett
George Clifton
Mieka Buitendag
Hannes Steyn
Tinus Marx
Rykie van der Mescht
Carel Wilken
Bets van der Neut
Rosa Botha
Faan du Toit
Arno Vosloo
Kobus van der Walt
Johannes
van Velden
Jannie Rossouw
Bruce Leslie
Charles Blair White
Sakkie van Dyk
Charlesvan Staden
Ilse Heigers
Tinus Van Rooyen
Colleen Buurman
Charlotte
De Waal
Tinus Van Rooyen
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INSURANCE:
A Collector's Vehicle Scheme is in place to enable members to insure their vehicles at extremely
competitive rates. Covers available are full Comprehensive or Balance of Third party Fire and
Theft, whilst in use or laid-up. Substantial reductions are in place for vehicles that are not used
for daily transport. Information and a quotation form are available on this Web Site. The Club
Secretary can also provide an Application and information.
CONTACT:
TheNational Brokers for the SAVVA Collector's Vehicle Scheme. Specialising in Vintage and
Veteran Car Insurance together with Personal and Business Insurances.
Glenn Broadhurst & Yolandé Vermeulen
Telephone: 087 736 2222
Fax: 011 699 0783
Email: yvermeulen@fnb.co.za

Upcoming events
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2019 VVC D-J MOTORCYCLE RALLY
Promoted by

The Vintage and Veteran Club
Friday 15th March & Saturday 16th March 2019

INFO: larina.macgregor@gmail.com

MALUTI DUNDEE TOUR
21 To 24 MARCH 2019
ST

th

Thursday the 21ST of March to Sunday the 24th of March 2019
INFO: larina.macgregor@gmail.com
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Chairman

Beplanning/Koordinasie/Kontrole/Argief
Voorsitter

Planning/Coordination/Control?Archive
Ondervoorsitter

SAVVA verteenwoordiger
Vice Chairman

SAVVA Rep

Berto
Lombard

(h) 012 546
5974

Christo
Ferreira

Sekretaris

Agendas

Notules

Lederegister

Ledegelde

Lidkaartjies

Klub Skyfie Aanbiedings

Trofees
Taco Kamstra
Secretary

Agendas

Notes

Member Register

Member Fees

Member Cards

Club Slideshow Presentation

Trophies
Skakelbeampte / PRO/ CIP

Bemarking

Kennisgewings

CIP

Finansiële Sake
Public Relation Officer

Marketing

Notices

CIP

Finacial Affairs
Bate Bestuur

Onderdele

Biblioteek

Perseel
Asset Management

Spares

Library

Lot/Stand
Regalia

(h) 012 335
0549

078 116
8018

berto@woodcarving.co.za

082 779
5703

christo@blpta.co.za

082 770
8800

taco@pomc.co.za

frikkr@gmail.com

Frik
Kraamwinkel

082 444
2954

Danie du
Plessis

083 676
0130

carlpen@mweb.co.za

Hendrik
Byleveld

0799124145

bylie@outlook.com

Finansies
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cip@pomc.co.za

SAVVA Datering
Tydrenne

Nasionale Tydrenne

Klub Tydrenne

claude@stander2.co.za

082 570
2498

Claude
Stander

SAVVA Dating

kusch@mailzone.co.za
Emil Kushke

Rallies

National Rallies

Club Rallies

082 655
4879

Sosiale Byeenkomste

2de Sondae

Metro Skakeling
Social Events

2nd Sunday

Metro Links
Terein Bestuurder
Yard Manager

Christo
Ferreira

082 779
5703

christo@blpta.co.za

Danie du
Plessis

083 676
0130

carlpen@mweb.co.za

Vacant
Redakteur / Editor
Sosiale Koördineerder
Frans du Toit

082 893 9342

Steffan Stander

079 060 9990

Social Coordinator
Rallies
steffan@vintageworks.co.za

Tydrenne
Lidmaatskap
Membership
:

Frans du Toit

082 893 9342
gercok@gmail.com

Gerco
Kraamwinkel

079 916 6277

Membership Dues – Ledegelde

Ordinary Member:

R440 (most of us)

Country Member

R220

Half Year: Ordinary member

R220

Entry Fee:

R180

Student / Scholar:

R150

Country Member:

R110

Any new Student or Scholar member need not pay the Entry Fee.
Any new Ordinary or Country member needs to add the Entry Fee to the initial payment.
Annual subscription is from 01 September to 31 August.
Half year is valid from the 1st March

27

28

