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THE AUTOMOBILE INDUSTRY AND PERFORMANCE
OF MALAYSIAN AUTO PRODUCTION

Dr. Mohd. Rosli**

The success story of Malaysia in producing autolestshould be the pride of
all Islamic nations. Since the first national ¢he Proton Saga, rolled out of its
plant in 1985, Malaysia has obtained much recagnitregionally and
internationally for its outstanding achievementshie automobile industry. This
paper reveals the Malaysian experience in promdtiegautomobile industry
and examines the overall performance of the squémticularly the national auto
production. It is demonstrated that the varioudqutive measures, such as the
tariff and non-tariff barriers and local contentlipp were adopted by the
Malaysian government to enable the automobile imgus survive and develop
locally. As a result of this policy and coupled lwihe economic prosperity, the
Malaysian automobile industry was able to achiéeehtighest production point
in history when it produced almost half a millionits of vehicles in 2002. A
significant percentage of vehicle production ighie small and medium classes
and contributed mostly by the two national auto ufacturers, namely
PROTON and PERODUA. With the full implementationtioé AFTA in 2005,
the Malaysian automobile industry would face greathallenges from
neighbouring countries, particularly Thailand. Toitigate the would-be
challenges, some proactive measures have been tgkdhe two national
automakers through collaboration with foreign awd&ers.

1. INTRODUCTION

Since the first national car, the Proton Sagagdobut of its plant in
1985, Malaysia has obtained much recognition reaigpn and
internationally for its outstanding achievements the automobile
industry. This national project has progressed efigther with the
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acquisition of the United Kingdom’s prominent autddar (Lotus
International) in 1996 and the recent introductadra new engine, the
Campro. This engine was developed by the firstonati automaker,
namely Perusahaan Otomobil Nasional Sdn. Bhd (PRQT@
collaboration with its affiliate, the Lotus Inteti@nal (United Kingdom).
Various car models have been produced by PROTOMdode the
Proton Saga, Wira, Waja, Perdana, Arena and, reosttly, the Gen-2.
Proton cars have captured local markets for medianeclass and made
its presence felt even in certain developed coemtiRecently, the Gen-2
and Wira scored 7 and 13 points respectively irréiieg undertaken by
a consultant employed by insurance companies irUthiteed Kingdom
(U.K). It was reported that the Arena (known asdbimbuck in the U.K)
controls 70-80 per cent share of the light comnaérahicles in the U.K.
(New Straits Times, 22 July 2004). In the latestaligpment, the newly-
enhanced Waja is the only car in its class earaifd-star rating (out of
a maximum of 5) from the Australian Government’®&rhouse office
for being the most economical and greenest sedAmsiralia (see New
Straits Times, 3 November 2004).

Such favourable achievements of the Malaysian aoibde industry
would invite questions among interested partieddwdde: what secret
has this Muslim-dominated country adopted to enabkf to change
from a loyal importer of automobiles prior to 1985 a significant
producer in the later period? And how is the ovgratformance of the
country’s automobile industry? This paper revedie tMalaysian
experience in promoting the automobile industry am@mines the
overall performance of the sector, particularly thational auto
production.

2. THEIMPORTANCE OF THE AUTOMOBILE INDUSTRY

The continuous fascination with the automobile Btdpy and its
significant impact on the socio-economic life ofimkend are illustrated
in many studies (see for example Ueno and MutoQ;188itoh, 1988;
Smitka, 1991; Law, 1991; Wells and Rawlinson, 19%93) significance
is its impact on economic development, industriabanisations,
technologies, managerial practices and the stanadrdiving of

producing countries. Lately, as a major contributmrenvironmental
degradation worldwide, it has attracted even greattention from the
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community. Due to its prominence, the automobildustiry is often
viewed as the representative of modern industry(L1£91).

The automobile industry is considered the singlergdst
manufacturing sector in the world (Turnbellal., 1992). More than 10
per cent of the Japanese and American output arnglogment are
derived from this industry (Smitka, 1991). Its ®#win the Japanese
manufacturing value added, employment and export980 were 7.4 per
cent, 6.2 per cent and 17.9 per cent respectitiitah, 1988). In 1988,
the output value and total number of employmenthefindustry of the
European Union’s 12 member countries were about@Chillion and 1
million workers respectively. The top five produginountries, in order,
were Germany, France, Italy, Spain and the Unites#om (Sadler,
1994). The automobile production of these 12 cdesitas a whole
accounted for 10 per cent of the total manufacgudatput; in Germany
alone, the sector contributed about 20 per ceritst@ross Domestic
Product (GDP). Its contribution to the region’sdgasurplus amounted to
ECU22 billion in 1991 (Wells and Rawlinson, 1994).

The automobile industry is income-elastic where gwomobile
stock is expected to augment faster than the iser@aincome level.
The income elasticity of the automobile stock wadlland 1.03 in eight
advanced countries and less-advanced countriesatdggy (Ueno and
Muto, 1980). World demand elasticity for automobéeports is also
high leading to the increase in the industrial pidvity (Mutoh, 1988).
More importantly, it links directly or indirectlyota wide range of other
sectors from primary to secondary and servicesogectt also links
many types of producing firms, from material proelscto intermediate
and capital manufacturers and final assemblers.

Efforts to develop the automobile industry wouldvéasignificant
impact on resource-based industries, such as imdnsgeel, chemical,
nonferrous metal, rubber and plastic-related intkstas well as
petroleum-based industries; and on non-resourcedbasdustries,
namely electrical and electronics-related partsthin tertiary sector, it
provides service-related activities, such as stag)pirepairing,
designing and engineering, banking, shipping, stprinsurance and
distributing and marketing channels. Of significanthe automobile
industry requires a set of production systems tigka wide range of
industrial organisations and technologies with gnesiations in size
and sophistication (see Mohd. Rosli, 2004).
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The ability of a country to develop this industrgwid furnish great
opportunities for the emergence and developmenitofsmall and
medium firms (SMFs). Such huge backward and forwater-linkages
justify one’s arguments that the industry is thecki®mne of the
economy. This cross-sector link is thus crucialtle development
policy of developing countries for further growth.

3. MALAYSIAN EXPERIENCE IN THE PROMOTION OF AUTO
PRODUCTION

In fact, Malaysia has long been involved in the elegment and

promotion of the automobile industry with a diffeteemphasis over
time. During the first phase of the industrialisatidrive (the Import

Industrialisation Strategy) in the 1950s and 19@@s,emphasis was on
the assembling activities of both passenger andreeneial vehicles in

order to provide employment and reduce import bilgnce the

implementation of the National Economic Policy (NER 1971, the

government has played a coercive role in shapiegctintour of the

Malaysian automobile industry. All policy measuregre directed

towards protecting the overall industry and, momeportantly, at

preserving the interest of the Bumiputera

A new emphasis came into effect in the 1980s whergbvernment
policy was geared towards building an advancednaiy emphasising
heavy industrialisation. The major thrust of thel&aian automobile
industry is to develop its own automobile indugbsy upgrading local
capability in making parts and components, paridulthrough small
and medium firms (UNIDO, 1991). The ultimate polidiyection of the
government is to reshape the industry to resenff@elapanese. In this
connection, the government has introduced variaigyp measures to
promote the development of the automobile indugtasticularly the
national car project, which are, amongst other$olmns.

3.1. Investment M easures

The government has strongly promoted the particpatof the
Bumiputera in the automobile industry through direwestment. Torii

! The term Bumiputera denotes ethnic Malays of Muslimgi@ii and indigenous
inhabitants of East and West Malaysia.
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(1991) reveals that this measure involves both tiegisand new

automobile firms. Since the 1970s, through thenisteg policy, the

government has been ready to approve licences dar assemblers
subject to the condition that the majority of slsasee allocated to
Bumiputera or the assembly plants are locatedral ar gazetted areas.
As a result, the investment of the State Economevelbpment

Corporations (SEDCs)-the core government arms aanpte economic
development-particularly in Sabah and Sarawak fdrraesignificant

part of new assembly companies, namely Sarawak Miotlistries Sdn.
Bhd. and Kinabalu Motor Assembly Sdn. Bhd. The goreent-linked

Bumiputera firms also invested substantially inabaindustries Sdn.
Bhd., a new auto-assembler in Pahang.

Another approach to investment was undertaken byaBeSime
Darby Holdings (PSD Holdings), a holding company ickh was
established in 1972 and controlled by two goverrirbacked
companies, namely Perbadanan Nasional Bhd. (PERN#S) Sime
Darby Berhad. By 1987, through its aggressive itnaeat measures the
company acquired a number of auto sales companidading AMIM
Holdings Sdn. Bhd., Land Rover (M) Sdn. Bhd., F@ahcessionaires
Sdn. Bhd., Pernas Sime Darby Motors Sdn. Bhd. antd Ravaria Sdn.
Bhd., mostly with 100 per cent equity. It also had majority
shareholding in Associated Motor Industries (M) SdBhd., an
assembler of passenger and commercial vehicles,aah@ per cent
equity in IT International Sdn. Bhd., a manufactuwkcar tyres.

In another move, the government trust agency, Permodalan
Nasional Berhad (PNB) and individual Bumiputera wamd shares in
two Chinese-dominated companies, namely UMW Toydtdor Sdn.
Bhd. which in turn owned a number of automobilesadsling and parts
manufacturing firms as well as sales arms; andn@aiéAssemblers Sdn.
Bhd., an assembler firm. But the Bumiputera’s gginteach of the two
companies was less than 50 per cent.

Of significance is the government investment in tingt national
automobile company, i.e. PROTON. The governmenkd&adcompany,
HICOM Sdn. Bhd., held 70 per cent of the compartgtl equity,
whilst the remaining shares were taken up by the tlapanese
subsidiaries, Mitsubishi Corporation (MC) and Mhshi Motor
Corporation (MMC) with 15 per cent equity eachl1®92, the company
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was listed on the Kuala Lumpur Stock Exchange (KLSihd
restructured as Perusahaan Otomobil Nasional Befstdt using the
same acronym, PROTON). As of December 1996, itsctlodéders were
the HICOM Holdings Berhad (with 26.0 per cent shaiding),
Khazanah Nasional Berhad (16.50 per cent), MC (fftcent), MMC
(8.06 per cent) and other local and foreign invesstaith 41.38 per cent
shareholding (Malaysia 1998). The first two companare owned and
controlled by the government.

The proposed Bumiputera investment in the secontionsd
automobile company, i.e. Perusahaan Otomobil Ke&da. Bhd.
(PERODUA), in 1992 was undertaken by the two gowemnt-backed
companies, namely PNB Equity Resource Corp. Sdd. Bhith 10 per
cent shareholding) and Med-Bumikar Mara (MBM) Said. (20 per
cent). The remaining shares were allocated to UMEvpCSdn. Bhd.
(38 per cent), Daihatsu (M) Sdn. Bhd. (5 per cdbgihatsu Motor Co.
(Japan) Ltd (20 per cent) and Mitsui & Co. Ltd. lwi7 per cent
shareholding (Mohd. Rosli, 1994). The share stmectf the company
in the latest development has reportedly changedhich the Japanese
(Toyota-owned) Daihatsu held a majority share fatsgic reasons.

Aside from direct investment, the government alsovijgles various
generous incentives under the Promotion of Investm&ct 1986.
Among them, the Pioneer Status and Investment TkxwAnce are the
two lucrative tax incentives granted to those fimnisch are involved in
promoted activities or products that are, from titmdime, determined
by the Ministry of International Trade and IndustfMITI). As of
November 2004, there were numerous activities andyets included
in the list of prioritized industries. For the amotobile industry, its
eligibility for incentives is listed under the tsport equipment,
components and accessories; there were 31 itetad lis this category
of industries (see www.mida.gov.my).

3.2. Protective Measures

It is crucial to protect the national automobilelustry, given the fact
that it is still at its infancy. Some protective aseres have been
introduced to protect not only automobile producert also local parts
suppliers. It is hoped that the measures would lenptbducers and
suppliers to prepare themselves as well as to aesg their position
and eventually compete internationally.
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3.2.1. Tariff and Non-Tariff Barriers

Tariffs have been considered to be an effectivesneaand widely used
to promote industrial activities in Malaysia sinte 1960s (Malaysia,
1963). Severe competition confronting new industridack of

experience in the industrial sector (Malaysia, )96#gh production

cost in the country relative to other countriegklaf skills, limited

domestic market, consumer preference for importeatlg and the high
cost of capital (Malaysia, 1969) added to the némdMalaysia to

impose such a protective measure. In 1966, theifingort duties were
imposed on all completely-built-up imported cars.

While other industries were showing a decreaserdteption in the
1980s vis-a-vis the 1970s, the transport equiprmehistry experienced
an increase in the rate of protection; in 1987 @ldhe nominal rate of
protection (NRP) and effective rate of protecti®@RP) for the motor
vehicle industry were 44 and 177 respectively (Mo&d Aslam, 1993).
This trend is related to the present industrialgyolvhich is to promote
the national automobile industry, both in auto pmitn and the
component-system manufacturing.

The 1998 Budget increased further the rates of ity on imported
vehicles, whether in the form of completely-buit{CBU) or completely-
knocked-down (CKD) vehicles to discourage theirantgtion, while at the
same time encourage the national automobile indu$@ble 1 clearly
reveals that the import duty on CBU and CKD forsca®00cc and above
increased significantly to promote auto-assembtersource out parts
locally. The counter-cyclical budget that was idtroed during the
economic crisis at the end of the 1990s meant aegrerotection for the
national automobile industry, a policy measure s against the spirit
of regionalisation under the Asean Free Trade M&TA).

In the latest development, Malaysia made an attémptjust itself
with the agreement under the AFTA by reducing inhmhrties on all
types and variants of vehicles. As displayed inldat2 and 3, import
duties on CBU and CKD vehicles are much highehm past than the
present rates across vehicles variants and re@g®8EAN and NON-
ASEAN). However, the decrease in import dutiesveravhelmed by the
increase in excise duties. While the excise dutiesCKD increased
slightly, the charges on CBU vehicles augmentedriatently. More
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interestingly, lower excise taxes are imposed ohickes with the
capacity of less than 1800cc in tandem with theceotration of
Malaysia on the production of small and mediumaretl cars.

Apart from the import duties, non-tariff barriessich as licensing and
import quotas (approved permits), are also enfomedhe automobile
industry. The first import licensing requirement fall distributors and
dealers was introduced in 1966. In 1967, assendandes were issued to
several firms for the assembly of passenger andnmmomial vehicles.
Import licensing at the early stage was confineidijported CBU vehicles,
but it was extended to CKD vehicles in the lateiqee For the automobile
industry, MITI is the authority responsible for apying licences.

Pertinent to the import quota, a 10 per cent impprota was
imposed on CBU passenger cars and commercial eshiim 1989 to
1990. The quota was reduced by 1 per cent a year 991 to remain
at 5 per cent by 1995 (MACPMA, 1996). For commdreghicles, the
quota is equally separated between dual purposelesh(7-9 seater
vehicles) and other types of commercial vehicles.

3.2.2. The Local Content Policy

A local content requirement policy was also introeldl to protect the
national automobile industry. The programme seatsiramum value of
local parts that automobile producers have to sofirem local parts
suppliers to be assembled in their end automolies.uln this line, the
1980 Mandatory Deletion Programme prohibits local groducers, or
franchisors from importing all automobile parts awmponents listed
as “mandatory deleted components” for use in loaatomobile
assembly. As shown in Table 4, the minimum localtent, as revised
in 1991, is to increase progressively during 199961

The listed items comprise 13 components for motesy and 30
components for passenger and commercial vehiclesIDAM
unpublished). Among other deleted items for velsickee air filter,
battery, carpet and underlay, coil spring, exhaystem, fuel tank,
radiator, seats, spark plug, tyres, wiper motor amde harness
(MACPMA 1996). In 2002, the local items constitute@ to 80 per cent
in the Proton cars, 35 to 65 per cent in the Pexadws, and 35 to 65 per
cent in other vehicles (MIDA, unpublished repor02D The calculation
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of the reported local content is based on grossevahe percentage
would be much lower if the calculation is basednet value due to the
fact that most materials to make parts are imported

In cases where the assemblers purposely use symrted items,
the cost of the imported parts will be deductednfrihe approved “net
selling price” of the assembled automobiles (MACPNI896). Some
exceptional cases to the regulation are providely @nthe Joint
Technical Committee or Local Content (JTCLC), cédirby the
Chairman of Malaysian Automotive Components Paremiacturers’
Association (MACPMA), is satisfied that locally akeble components
are not suitable for a particular auto model.

Concomitant with the spirit of the AFTA, the Lodabntent Policy
was abolished taking effect on 1 January 2002 thghfirst removal of
11 items from the Mandatory Deleted Items List (MPIBy the end of
December 2003, the remaining 19 items containethenMDIL were
removed (MIDA, unpublished report 2004). This maveuld provide
more room for automakers or assemblers to do maiircing auto parts
and components.

4. PERFORMANCE OF THE MALAYSIAN AUTO
PRODUCTION

In the Malaysian case, the automobile industryraably classified into
two major sectors, i.e. manufacture or assemblymotor vehicles,
including motorcycles; and component and parts rfaure, including
vehicle body. To date, there are four automobilenuf&cturers, nine
assemblers, three composite body sports car maR&sfranchise
holders having the right to assemble various makes models of
passenger and commercial vehicles, nine motorcyokesufacturers or
assemblers, and 350 component manufacturers (MID#ublished
report 2004). This paper, however, confines thecudision to end
products of the automobile (motor vehicles) suldesemoncomitant with
the study objectives and data constraints on aautis production.

4.1. Overall Performance

In the early days of Independence, auto produciioiMalaysia was
rather small, i.e. below 100,000 units a year ¢buted by several
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assemblers producing continental and JapanesdeHic the early and
mid-1980s, the total number of autos produced ditincrease much
due to the economic recession that hit the worldnemy. The
automobile sector was badly affected in the peti®86-1988 when the
production of both passenger and commercial vehielas merely
below 85,000 units (Table 5). The production gadeits momentum
soon after the economy started to recover sinc&.188chieved the
highest production level for the first time in st in 1991 when the
total production reached more than 200,000 uniterbeit declined
again to slightly over 150,000 in 1992 and 1993.

Since 1994, a strong economic performance pusheddmand for
and production of automobiles to its peak in 199thwnore than
400,000 units of auto production (see Table 5).ddmhately, this
achievement did not last long. The economic cigisng Malaysia in
July 1997 resulted in a drastic contraction of gmeduction of both
passenger and commercial vehicles. A slowdown e abnstruction
and general business activities, the tightening hife-purchase
agreements and the increase in interest rates tiwenmmajor causes for
the contraction of the demand and production obmatiles. A further
impact was the contraction of the capacity utilmatof the automobile
industry from 88.2 per cent in 1997 to 35 per centl998 (MITI,
1999).

After 1998, auto production picked up again andreased
consistently to reach the highest point with mdrant 450,000 units in
2002. This reverse trend occurred when the marketathd for new
vehicles augmented as a result of the various tiveraffers (including
low down payments, low interest rates, and long@ayment periods)
made by auto dealers and banks to attract potexatredumers.

Table 5 clearly shows a significant difference e production of
passenger and commercial vehicles. Over the sp&3 gfears (1980-
2003), only during six years the proportion of g@ssenger vehicles to
the total vehicle production is less than 70 pert;cthe rest are either
over 70 per cent or 80 per cent. On average, abouier cent of the
total production are passenger vehicles against p2d cent for
commercial vehicles. This is in contrast with Thaid, Indonesia and
the Philippines in which production is dominatedimhaby commercial
rather than passenger vehicles (see Terai, 1998dMgosli, 2004).
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In line with the generally intermediate incomes near by the
Malaysians, a significant portion of the productairpassenger vehicles
is in the low and intermediate classes. In 2002efcample, passenger
vehicles up to 1750cc took 95.4 per cent of thaltproduction of
passenger vehicles, contributed mostly by PERODWA BROTON.
The low variant vehicle (below 1000cc) alone représd 31.4 per cent
of the total production of passenger vehicles. e tcategory of
commercial automobiles, vans and four-wheel driedicles are the
most popular among Malaysian consumers. In 20@&ethwo types of
commercial vehicles took 77.8 per cent of the tptalduction. Table 6
provides more details of the production of passergel commercial
vehicles by variants for the period 1998-2002.

4.2. Auto Producers and Production Performance

The four auto producers, i.e. PROTON, PERODUA, stduOtomotif

Komersial (M) Sdn. Bhd (INOKOM), and Malaysian Tkuend Bus
Sdn. Bhd. (MTB) are considered as the national raatnle projects;
whilst the remaining producers, amongst otherdistexd in Table 7 are
treated as assemblers (MIDA, unpublished repor 200

One common characteristic of the auto producelalaysia is their
production diversification into various auto utésg, makes and models.
Apart from producing national vehicles, all the etar national
automakers also produce non-national automoBitesPERODUA
produces a Japanese make vehicle (Daihatsu); INOK@bdtluces
Renault (European-based vehicles) and Suzuki (&spgnand MTB
produces non-national automobiles, namely Isuzusiishi, Musso
and Tata. Diversification of production can alscsken in all other non-
national producers, except in UMW Dennis Specialishicles Sdn.
Bhd. Their production is performed in a small numbé plants and
production lines. For example, PROTON has two planith four
production lines, PERODUA has one plant with fowoduction lines

2 National vehicles refer to any automobiles which aredpred by the Malaysian
(national) auto companies/projects. All these projects goeernment-driven and
established under the Heavy Industrial Policy which was feohén the early 1980s.
Each project or company is dominated by the locals, quéatly the Government,
through their majority shareholding. Non-national automobitfer to Japanese or
non-Japanese-based (such as European, American and SwatnXvehicles which
are produced by other companies, other than the national@ufmaies.



100 Journal of Economic Cooperation

and INOKOM owns one plant with three productioreBn(Mohd. Rosli,
2004).

The largest producers of automobiles in Malaysia Hre two
national companies, i.e. PROTON and PERODUA. Tinweeoroducers
combined produced more than 79 per cent of thel tmtanber of
vehicles over the years (see Table 8). Despiteltin@nation of the four
national firms in auto production, specialisatiogtvbeen the national
and non-national producers still exists. ExceptlMOKOM and MTB,
the national firms tend to produce more passeng#onabiles
compared to the non-national assemblers. For exarmpR002, the two
national producers (PROTON and PERODUA) producenit®1.0 per
cent of the total passenger vehicles comparedGg®8r cent for non-
national producers. In contrast, 58.7 per centhef tbtal commercial
vehicles were produced by the non-national produegainst 41.3 per
cent produced by the national automakers (TableTBjs production
takes into consideration all auto makes or bramdsept PROTON
which limits its production to the Proton make.

By and large, automakers in Malaysia operate iregxaapacity.
With the exception of PROTON and PERODUA which rebe
produced more than 200,000 and 100,000 units atle=shrespectively,
the rest produce far below 50,000 units annualhAQYl unpublished
data). During 2000-2002, the total production meafnihie national and
non-national producers were below 100,000 and 70068 per annum
respectively. When the national and non-nationabdpcers are
combined, the total production mean is far below080 units a year
(see Table 8). Compared to the optimum level ofipetion which is at
least ranging from 200,000 to 250,000 units perr ye@sed on the
experience of the auto producers in the developmahtdes (Darina,
2003), the auto production in Malaysia is runningeixcess capacity
with a small number of units produced and high pobidn costs.

4.3. National vs. Non-National Auto Production

Tables 9 and 10 present the details of auto pramutty makes. Apart
from Table 8 which takes into account the total doiiion of a
particular firm irrespective of auto makes, thase tables only consider
Malaysian-made automobiles as the national onesigst are treated as
non-national-made automobiles.
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The total production of passenger automobiles tdseged the
highest level of 377,707 units in 2002 (Table 5)lafge portion of the
production is contributed by the two national-mamgomobiles, the
Perodua and Proton. In 2002, these two nationahaailes constituted
91.0 per cent of the total auto production; Pratome contributed 62.7
per cent of this amount (Table 9).

In contrast, non-national-made automobiles contetsignificantly
to the total production of commercial vehicles.displayed in Table 10,
out of the 71,463 units of commercial vehicles pict in 2002, 72.7
per cent emanated from the non-national make; tvkils remaining
27.3 per cent stemmed from the national makes.dBesMTB and
INOKOM, the other two national automakers, nameRCHON and
PERODUA, just started their operation to producecercial vehicles;
the former produced the Arena whilst PERODUA, irvexry recent
period, began to produce the four-wheel drive (tleenbara) and the
van (the Rusa). The most significant output of caruoial vehicles was
4 x 4 (ATV), vans and trucks; the largest produttad trucks is in the
smallest category below 3 tonnes (MITI, 1999). 1602, major
producers of commercial vehicles in order were Tay@ERODUA,
Nissan, Mitsubishi and Ford (Table 10).

5. CONCLUSION AND SOME IMPLICATIONS

The success story of Malaysia in producing autofeslshould be the
pride of all Islamic nations. The automobile inayss a prestigious one
and mostly dominated by non-Islamic countries,ipaldrly the United
States, Europe and Japan. Hence, the ability obyd#& to start and
develop the automobile industry proves that Islaotantries have the
potential to participate and compete in any econoaativity which is
naturally controlled by non-Muslim countries.

Nonetheless, a lot of efforts and sacrifices havéd made before
the Islamic countries could succeed in such a higlimpetitive and
technology-intensive industry. With the rapid glbkation and
regionalisation process knocking on the door, more efforts and
sacrifices have to be made by Malaysia to suniveoi succeed in the
future. In the Malaysian case, this paper reveas various protective
measures, such as tariff and non-tariff barriexs lanal content policy,
were adopted by the Malaysian government sincartbeption of the
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first national car project in 1983 to enable theéoeobile industry to
survive and develop locally. As a result of thidipoand coupled with
economic prosperity, the Malaysian automobile ingusvas able to
achieve the highest production point of 454,34%sum 2002. In line
with the local demand, a large proportion of thedorction (76 per cent)
is passenger vehicles, particularly the ones up7&dcc. More than 90
per cent of the total passenger vehicles were iboéd by the two
national car manufacturers, i.e. PROTON and PERODUA

A large portion of the local automobile productiomore than 80 per
cent) is catered for the domestic market, whilstrist (less than 20 per
cent of both passenger and commercial vehiclesypsrted (calculated
from MITI, 1999). To a certain extent, a small poampon of the
domestic demands have to be met by the import tifeeiused,
reconditioned or new CBU vehicles. The export of ldaian
automobiles is mainly for passenger rather thanmsernial vehicles.
Most exports of passenger cars were sourced froatofr which
constituted about 75 per cent of the 23,700 uxip®eed in 1998 (MITI,
1999). The top three markets for the exports ob@ager cars were the
United Kingdom, Germany and France. For commenegdlicles, the
top three markets for exports were the U.S.A., Baivand Singapore.
Between 1997-1998, the export value of both passesigd commercial
vehicles increased by about 61 per cent thougheti@ort volume
decreased by about 3 per cent, mostly due to tNmufable exchange
rates that benefited this country (MITI, 1999).

The concentrated nature of the Malaysian auto mtamiuand market
would pose some degree of challenge to the indiis#l in the future. In
the short-term, there would be little problem floe tautomobile industry,
especially the national automakers, to compet&enldacal market since
the close competitors, Thailand, Indonesia and Mieilippines,
concentrate on the production of commercial vekicl€hailand, for
instance, is currently the world’s second largesd groducer and market
for pick-up trucks after the United States (Clarn2003). In a longer
term, however, with the full implementation of AFTgtiffer competition
would be faced by the national automakers. By 208&laysia has to
fully comply with minimum tariffs (0-5 per cent)gairements as agreed
under the Common Effective Preferential Tariffs EOE in the Asean
Free Trade Area (AFTA). This means that the Makysautomobile
industry can no longer be heavily protected asai i the past.
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In another development, the neighbouring countrigailand, has
taken major steps since 1998 to open up its magk@pngst others
through the reduction of value-added taxes, removValestrictions on
foreign equity shareholding and elimination of tbeal-content policy.
All these measures could be taken because Thdiasao national auto
projects to protect. As a result of this markeeoted approach, more
foreign auto-parts and automakers invested in thentcy. At present,
there are already 14 international automakers, sisckseneral Motors,
BMW, Mercedes Benz, Ford, Toyota, Nissan, Honda MKftdubishi,
setting up their manufacturing plants in the coumtith their long-term
plans to export vehicles including CBU. In 20000@ath36 per cent of its
production was exported to many countries such sead, South Africa
and the Americas (computed from Clarence, 2003 fdtent half-a-
million-unit production capacity is expected to hitmost one million
units in 2005 (Soon, 2003). Of this capacity, 368,lunits are for
passenger cars, 579,000 units for pick-ups and0BOuits for trucks
(Clarence, 2003). This outstanding capacity woulnlvide ample room
for Thailand to reposition itself in the productiohpassenger cars as well.

Probably recognising the would-be challenges, thational
automakers have no choice but to cooperate witbigorautomakers.
The control of PERODUA has already been taken k& lhpanese
Daihatsu, whilst PROTON has just signed an agreémih the largest
German automaker, i.e. Volkswagen AG (VW), on 26oDer 2004
(New Straits Times, 28 October 2004). This pactsdoet involve any
equity stake in PROTON. The national automaker, dv@s, would get
access to the counterpart’s engines and componers used in its
automobiles as well as being able to assemble, rimprport and sell
the VW models. This would further increase the paithn and market
of the national car company. Volkswagen AG, ondtteer hand, could
use PROTON's resources (expertise and facilitiegpintly design and
develop cars in Malaysia. More importantly for V@/to use Malaysia
in general and PROTON in particular as a gatewasnter the lucrative
Southeast Asian market under the AFTA.
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Table 1: Ratesof Import Duty on Various Automabiles by Engine

Capacity (Percentage)
: : Cars 4AWD and MPV Van
EngineCapacity  —=5" T ckb | cBU | CKD | CBU | CKD
Pre-1998 Budget
< 1,800 cc 140 42 50 5 35 5
1,800 - < 2,000 cc 170 42 50 5 35 5
2,000 - < 2,500 cc 170 42 50 5 35 5
2,500 - < 3,000 cc 200 42 50 5 35 5
3,000 cc and above 200 42 50 5 35 5
Post-1998 Budget
< 1,800 cc 140 42 60 10 42 5
1,800 - < 2,000 cc 170 42 80 20 55 10
2,000 - < 2,500 cc 200 60 150 30 100 30
2,500 - < 3,000 cc 250 70 180 40 125 40
3,000 cc and above 300 80 200 40 140 4

Note: The rate of import duty for new CBU diesetscs 120% whilst that
for used/old imported diesel cars is similar tarlatriven cars.
Source: Readapted from the 1998 Budget.

Table 2: New Structure of Dutieson CBU Vehicles (Per cent)
ASEAN (CEPT) NON-ASEAN (MFN)

gype/l_Engl ne Import Duty | ExciseDuty | Import Duty | Excise Duty
apacity (cc)
Past |Present| Past |Present| Past |Present| Past | Present
Cars
< 1,800 140 70 0 60 140 80 0 60
1,800 -<2,000] 170 90 0 70 170 100 D 7D
2,000 - < 2,500| 200 110 0 80 200 120 0 80
2,500 - < 3,000| 250 150 0 90 250 160 0 90
3,000 and > | 300 190 0 100 300 200 0 10(
MPV/Van
< 1,500 60 40 0 30 60 60 0 30
1,500 - < 1,800| 60 40 0 30 60 60 0 30
1,800 - < 2,000 80 50 0 40 80 70 0 40
2,000 - < 2,500| 150 90 0 70 150 100 0 70

2,500 -<3,000] 180 110 0 80 180 12D D 8p

3,000 and > | 200 120 0 90 200 130 0 90
4AWD
< 1,800 60 40 0 50 60 60 0 50
1,800 - < 2,000 80 50 0 60 80 70 0 60
2,000 - <2,500| 150 80 0 70 150 100 0 70
2,500 - <3,000| 180 100 0 80 180 120 0 80
3,000 and > | 200 110 0 90 200 130 0 90

Note: MFN stands for Most-Favoured Nations.
Source: New Straits Times, 1 January 2004.
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Table 3: New Structure of Dutieson CKD Vehicles (Per cent)

ASEAN (CEPT)

NON-ASEAN (MFN)

gggiﬁ;g(lgs Import Duty | ExciseDuty | Import Duty | ExciseDuty
Past |Present| Past |Present| Past |Present| Past |Present
Cars
< 1,800 42 25 55 60 42 35 55 60
1,800 - < 2,000 42 25 55 70 42 35 55 70
2,000 -<2,500 60 25 55 80 60 35 55 80
2,500 -<3,000 70 25 55 90 70 35 55 90
3,000 and > 80 25 55 100 80 35 55 104
MPV/Van
< 1,500 5 0 30 30 5 5 30 30
1,500 -<1,800 10 10 30 30 10 20 30 30
1,800 - <2,000 20 10 30 40 20 20 30 40
2,000 - < 2,500 30 10 30 70 30 20 30 70
2,500 - <3,000 40 10 30 80 40 20 30 80
3,000 and> | 40 10 30 90 40 20 30 90
4WD
< 1,800 10 10 45 50 10 20 45 50
1,800 - <2,000 20 10 45 60 20 20 45 60
2,000-<2,500 30 10 45 70 30 20 45 70
2,500 - < 3,0000 40 10 45 80 40 20 45 80
3,000 and> | 40 10 45 90 40 20 45 90

Note: MFN stands for Most-Favoured Nations.
Source: New Straits Times, 1 January 2004.

107



108 Journal of Economic Cooperation

Table4: Local Content Programme for Passenger
& Commercial Vehicles, 1992-1996

Local Content Target (%)

Auto-Type

1992 | 1993 | 1994 | 1995 | 1996
Category 1 30 40 50 55 60
Passenger vehicles up to 1,850cc
Cat 2
=areony- . 20 30 35 40 45
Passenger vehicles 1,851- 2,850cc
Commercial vehicles up to 2,500 GVW

Category 3
Passenger vehicles above 2,851cc

Commercial vehicles above 2,500 GV\W

mandatory deletion items only

Localisation of

Note: Efforts to trace down the local content targets df8&6 were trivial but
according to the latest report of MIDA (unpublished ref¥94), the local
content policy was abolished, taking effect on 1 January 288@,all the
mandatory deleted items were phased out on 31 December 2003.

Source: MACPMA (1996), MIDA (unpublished).



Table5: Production of Vehicles by Utilities, 1980-2003

Year Passenger Commercial Grand Total % of Total

Unit % Change Unit % Change Unit % Change Passenger Commercial Total
1980 81,065 - 25,187 - 106,257 - 76.3 23.7 10
1981 87,822 8.3 24,353 -3.3 112,176 5.6 78.3 21.7 100
1982 85,321 -2.9 14,043 -42.3 99,364 -11.4 85.9 411 100
1983 100,223 17.5 18,239 29.9 118,462 19.2 84.6 541 100
1984 96,361 -3.9 28,555 56.6 124,916 5.4 77.1 9 22. 100
1985 69,769 -27.6 42,053 47.3 111,822 -10.5 62.4 37.6 100
1986 42,180 -39.5 19,814 -52.9 61,994 -44.6 68.0 32.0 100
1987 33,685 -20.1 15,295 -22.8 48,98D -21.0 68.8 31.2 100
1988 61,338 82.1 23,788 55.5 85,12p 73.8 72.1] 9 27. 100
1989 81,873 33.5 48,772 105.0 130,645 53.5 62.7 37.3 100
1990 116,979 42.9 75,054 53.9 192,033 47.0 60.9 39.1 100
1991 136,184 16.4 81,099 8.1 217,283 13.1 62.7 337 100
1992 117,773 -13.5 34,750 -57.2 152,523 -29.8 277. 22.8 100
1993 123,521 4.9 34,929 0.5 158,450 3.9 78.0 22.0/ 100
1994 157,536 27.5 43,834 25.5 201,370 27.1 78.2 21.8 100
1995 227,727 44.6 61,128 39.5 288,855 43.4 78.8 21.2 100
1996 280,944 23.4 92,733 51.7 373,677 29.4 75.2 24.8 100
1997 335,030 19.3 108,140 16.6 443,170 18.6 75.6 24.4 100
1998 128,979 -61.5 18,370 -83.0 147,349 -66.8 .5 87 12.5 100
1999 260,000 101.6 40,714 121.6 300,714 104.1 86.4 13.5 100
2000 375,718 44.5 63,372 55.7 439,090 46.0 85.6 4 14, 100
2001 375,700 0.0 72,956 15.1 448,656 2.2 83.7 16.3| 100
2002 377,707 0.5 76,640 5.0 454,347 1.3 83.1 16.9 00 1
2003 324,911 -14.0 99,196 29.4 424,107 -6.7 76.6 4 23 100

Source: Calculated from the data provided by MIDW MAA

unpublished).



Table 6: Production of Passenger and Commer cial Vehicles by Variants, 1989-2002 (per cent)

Typesand

Variants of 1989 1990 1991 1992 1993 1994 1995 1996 1997 1998 2000 2001 2002
Vehicles

Passenger (engine capacity- cc)

Below 1000 2.5 3.3 4.1 1.6 1.0 7.2 18.2 17.6 191 0.93 23.1 26.3 31.4
1000-1350 314 22.7 23.5 24.8 22.3 32.2 306 321 563 46.9 21.4 29.1 20.9
1351-1550 49.5 52.3 51.2 54.0 51.2 33.8 2101 2111 382 14.8 40.5 19.2 22.6
1551-1750 5.1 7.9 8.5 9.7 16.3 16.3 15.6 164 11,8 4.1 7.0 19.6 20.5
1751-1950 1.8 2.8 2.3 1.6 1.8 1.7 2.6 3.0 1.6 06 71 1.0 0.8
1951-2150 6.5 7.5 8.5 5.7 5.7 34 7.0 5.9 5.1 1p 7 4 4.1 3.3
2157-2350 2.7 2.7 13 2.0 0.8 4.4 3.7 3.9 2.3 0p 70 0.2 0.2
Above 2350 0.4 0.8 0.7 0.5 0.9 1.3 11 0.9 1.4 0.y 0.8 0.5 0.2
Total PV 100.0 | 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0

(81,873)| (116,979) (136,184) (117,773) (123,521) (157,536) (227,727) (280,944) (335,030) (128,979) (375,718) (375,700) (377,707
Commercial (GVW)

Up to 3T 13.5 12.6 15.0 17.5 17.5 17.4 21.9 193 912 5.1 2.9 1.6 2.3
4-5T 15 1.3 1.6 1.5 1.6 1.1 1.3 1.6 6.6 2.1 4.9 5 4. 6.4
6-8T 15 1.4 1.0 2.1 3.0 3.1 3.9 3.0 6.7 2.9 771 8 6. 8.7
9-15T 3.7 3.3 2.5 2.3 1.9 1.9 1.9 2.1 1.6 2.6 0.9 4 0 0.5
Above 15T 1.1 1.6 2.4 3.5 3.1 3.9 4.7 5.2 4.1 2.7 41 1.3 1.9
Total Trucks| 21.3 20.1 22.4 26.8 27.1 27.4 33.9 31.2 318 150 781 14.6 19.8
Pick up 7.7 8.0 8.9 15.3 14.3 12.7 14.3 9.9 9.2 4P 4.9 2.8 1.0
Van 50.5 54.4 49.7 32.9 37.0 33.1 30.7 358 355 939 33.6 38.7 35.1
4 x4 (ATV) 18.7 15.8 16.6 18.9 15.9 21.2 18.5 209 215 40.1 43.0 42.7 42.7
Bus 1.8 1.7 2.4 6.0 5.7 5.6 2.8 2.7 2.0 0.9 0.7 1p 1.4

Total CV 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0
(48,772)| (75,054) | (81,099)| (34,750)| (34,929)| (43,834)| (61,128)| (92,733) | (108,140) (18,370)| (63,372)| (72,956)| (76,640)
Note: - PV: passenger vehicles, CV: commercialaleBi Figures in parentheses are the total nunfheshicles in each category.
- Percentage figures may not equal to 100 perdwto rounding errors.
Source: The Malaysian Industrial Development Autii@nd Malaysian Automotive Association (unpubédh




Table 7. Malaysian Automobile Producersand Their Product Base
Product Base/M ake

Automobile Producers

Passenger Commercial
Industri Otomotif Komersial (M) Sdn. Bhd (INOKOM) - BMC, Inokom, Renault, Suzuki
1. Malaysian Truck and Bus Sdn. Bhd. (MTB) - HicomyZs, Mitsubishi, Musso, Tata
2. Perusahaan Otomobil Nasional Berhad (PROTON Proton Proton
3. Perusahaan Otomobil Kedua Sdn. Bhd. (PERODUA) HKakKelisa, Daihatsu Rusa, Kembara, Daihatsu
4. Automotive Manufacturer (M) Sdn. Bhd. (AMM) CitreoRroton, Kia Isuzu, Mitsubishi, Proton
. Ford, Mazda, Chrysler Jeep, Land Ro
5. Associated Motor Ind. (M) Sdn. Bhd. (AMI) Ford, BV] Mazda, Proton Suzuki, Scania, Tata
6. Assembly Services Sdn. Bhd. (ASSB) Toyota Toyot@hBtsu, Hino
7. Asia Automobile Industries Sdn. Bhd. (AAI) Mercedes Mercedes, Mazda
8. Oriental Assemblers Sdn. Bhd. (OASB) Honda, MersgBeugeot, Hyundai Man, Honda
9. Tan Chong Motor Assemblies Sdn. Bhd. (TCMA) Nissandi, Peugeot Nissan, Subaru
10. Kinabalu Motor Industries Sdn. Bhd. (KMI) - IsuZLizuki
11. Swedish Motor Assemblies Sdn. Bhd. (SMA) Volvo \fmhDaihatsu, Suzuki, Land Rover
12. UMW Dennis Specialist Vehicles Sdn. Bhd. - Dennis

Note: A new-established auto producer is Naza Aotora Manufacturing Sdn. Bhd, presently using AMBtifities in Pekan to
assemble Korean makes, i.e. Spectra and Kia Cérniva
Source: Malaysian Industrial Development Autho(fiDA); Malaysian Automotive Association (MAA).



Table 8: Total Production of Passenger and Commercial Vehicles by Firms, 2000-2002 (per cent)

: : 2000 2001 2002
Firms/Companies PV cv_ | Tota PV cv | Tota | PV cv_ | Tota
INOKOM 0.0 0.0 0.0 0.0 3.3 0.6 0.0 3.5 0.6
MTB 0.0 12.3 2.1 0.0 14.4 25 0.0 19.0 3.2
POKSB (PERODUA) 28.0 25.5 28.7 27.8 23.2 27. 293 18.3 29.1
PONB (PROTON) 66.2 0.0 50.6 64.7 0.0 49. 627 0.p 47.0
Sub-total (national companies) 94.2 37.8 81.4 92.5 40.9 79.1 91.0 41.3 79.9
AMM 2.1 0.7 2.3 3.3 4.7 5.7 4.9 0.1 4.9
AMI 0.5 11.5 2.7 0.7 11.9 2.6 0.3 9.1 2.0
ASSB 1.5 25.0 5.6 0.9 27.6 6.0 2.3 30.6 7.4
AAI 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0
OASB 1.7 1.9 2.2 0.8 0.7 1.7 0.3 4.3 1.5
TCMA 1.0 17.2 4.1 15 11.5 3.7 11 13.0 3.5
KMI 0.0 25 0.4 0.0 1.5 0.3 0.0 0.6 0.1
SMA 0.5 2.6 0.9 0.5 0.9 0.5 0.1 0.6 0.2
Sub-total (non-national) 5.8 62.2 18.6 7.7 59.1 21.0 9.0 58.7 20.1
Grand Total 100.0 100.0 100.0 100.0 100j0 100.0 100.0 100.0 100.0
Mean Production (Units)
Per National Company* 66,964 5,898 72,862 77,244 447, 84,686 83,218 7,911 91,120
Per Non-National Company* 3,433 4,845 8,278 5,861 ,384% 11,245 5,897 5,613 11,511

Note: - PV stands for passenger vehicles, CV stiordsommercial vehicles;

- * See Footnote 2, the definitions of the naticaradl non-national companies/automobiles.

- Outputs of some other companies were not recardée original source, thus not taken into ac¢auhe calculation.
- Figures may not equal to 100 per cent due todimgnerrors.
Source: Calculated from data provided by the Matay#&utomotive Association (MAA).



Table9: Production of Passenger Vehicles by Makes, 1995-2002

M akes 1995 1997 1998 1999 2000 2001 2002

Unit % Unit % Unit % Unit % Unit % Unit % Unit %
Perodua n.a n.a n.a n.a n.g n. n.p nia 96742 2898,811 27.8 107,744 29.3
Proton 155,000 77.1 212,900 81.0 91,500 92.5 164,200 91.4 228,573 66.2 230,161 64.7 230,432 62.7
Sub-total 155,000 | 771 |212900| 810 91,500 925 | 164,200 | 914 |325315| 94.2 |328972| 925 |348176| 91.0
Audi 463 0.2 660 0.3 47 0.0 217 0.1 314 0.1 181 01 6 0.0
BMW 1,314 0.7 2,466 0.9 718 0.7 640 0.4 2,0%7 0p ,02@ 0.6 1,964 0.5
Citroen 1,683 0.8 857 0.3 98 0.1 334 0.2 87 0.p i .0 0 0 0.0
Daihatsu 1,154 0.6 0 0.0 0 0.0 0 0.0 102 0.0 H 00 12 0.0
Ford 2,785 1.4 1,012 0.4 283 0.3 304 0.2 242 0/1 1338 0.1 273 0.3
Honda 11,207 5.6 20,600 7.8 1,995 2.0 4,778 27 05 1.3 4,555 1.3 2,722 14
Hyundai 0 0.0 0 0.0 0 0.0 0 0.0 0 0.0 1,274 0.4 282 0.1
Kia 0 0.0 1,052 0.4 50 0.05 51 0.03 0 0.4 95p 03 ,843 1.3
Mazda 1,228 0.6 496 0.2 292 0.3 18 0 54 0.0 37 0 0 29 0.0
Mercedes Benz 4,064 2.0 3,99P 1.5 1,089 11 805 0.42,322 0.7 2,512 0.7 2,397 0.7
Nissan 8,895 0.0 6,859 0.0 552, 0.0 2,699 0.0 3,691 1.1 7,484 2.1 6,256 1.7
Peugeot 2,157 1.1 1,617 0.6 149 0.7 2418 0/1 261 Q.1 98 0.0 0 0.0
Toyota 8,583 4.3 8,338| 3.2 1,558 1.6 4,779 2.7 /4586 1.3 5,756 1.6 10,161 2.8
Volvo 2,023 1.0 2,027 0.8 587 0.6 645 0.4 1,786 05 1,604 0.5 585 0.2
Sub-total 46,060 229 49,983 19.0 7,418 75 15,519 8.6 19,935 5.8 26,891 7.6 29,531 9.0
Grand Total* 201,060 | 100.0 | 262,883 | 100.0 | 98,918 | 100.0 | 179,719 | 100.0 | 345,250 100 355,863 100 367,707 100

Note: - * Slight discrepancies in grand total figsi{compared to total figures in Tables 5 and 6}He period 1995-1999 are due to
the absence of data for Perodua and some othenat@mal auto makes. For 2000-2003, they are dubdmbsence of
records for some makes in the original source.

- Figures may not equal to 100 per cent due todimgnerrors.

Source: Malaysian Automotive Association; Protonpublished data).



Table 10: Production of Commercial Vehicles by M akes, 1995-2002

M akes 1995 1997 1998 1999 2000 2001 2002

Unit % Unit % Unit % Unit % Unit % Unit % Unit %
Perodua 0 0.0 0 0.0 0 0.0 0 0.0 14,876 2319 16,86@3.5 14,019 19.6
Proton 0 0.0 0 0.0 0 0.0 0 0.0 31 0.05 3,186 44 6 40 0.6
Hicom 0 0.0 3,355 3.9 493 4.4 0 0.0 3,994 6.4 2,928 4.1 4,313 6.0
Inokom 0 0.0 0 0.0 0 0.0 0 0.0 0 0.0 1177 1.6 781 11
Sub-total 0 0.0 3,355 3.9 493 4.4 0 0.0 18,901 30.4 24,107 33.6 19,519 27.3
Daihatsu 4,754 8.6 2,089 2.4 0 0.0 457 1y 3,200 1 5 3,370 4.7 4,999 7.0
Ford 3,668 6.6 7,496 8.6 1,198 10.7 3,007 112 %,714 9.2 6,965 9.7 5,594 7.8
Hino 1,866 3.4 2,232 2.6 40 0.4 276§ 1.0 518 0.8 588 0.8 974 14
Isuzu 9,169 16.5 13,69 15.8 1,404 126 2,013 75,16 3.5 2,169 3.0 1,510 2.1
Man 107 0.2 132 0.2 0 0.0 0 0.0 0 0.9 0 0. q 00
Mazda 2,128 3.8 2,467 2.8 222 2.0 341 1.3 1,245 201,072 1.5 788 1.1
Mercedes Benz 697 1.3 1,01 1.2 102 0.9 8D 0|3 148 0.2 253 0.4 285 0.4
Mitsubishi 5,405 9.7 7,553 8.7 1,25 11.2 3,092 511, 2,455 3.9 5,656 7.9 8,361 11.7
Nissan 10,146 18.3 19,92 22.9 1,656 14|8 7,144 7 26.10,731 17.2 8,371 11.7 9,917 13.9
Scania 81 0.1 366 0.4 31 0.3 95 0.4 99 0.p 184 0.3 131 0.2
Suzuki 3,276 5.9 4,157 4.8 570 5.1 744 2.8 1,005 6 1 1,264 1.8 518 0.7
Tata 90 0.2 519 0.6 9 0.1 184 0.7, 47 0.8 1,064 1,5 807 1.1
Toyota 13,750 24.8 21,39 24.6 4,000 35,8 9,187 3 34. 15,048 24.2 16,357 22.8 17,838 25 L
Volvo 377 0.7 468 0.5 82 0.7 105 0.4 504 0.4 246 3 0] 222 0.3
Sub-total 55,552 | 100.0 | 83,536 96.1 10,675 95.6 26,780 | 100.0 | 43,324 69.6 47,559 66.4 51,944 727
Grand Total* 55,552 | 100.0 | 86,891 | 100.0 | 11,168 | 100.0 | 26,780 | 100.0 | 62,255 | 100.0 | 71,666 | 100.0 | 71,463 | 100.0

Note: - * Small discrepancies in grand total figuagainst Tables 5 and 6 are due to the absenerafds for some other non-

national auto makes.

- Figures may not equal to 100 per cent due todimgnerrors.
Source: Malaysian Automotive Association; Protonpublished data).



