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[bookmark: _Toc237610589]Section 1: International Business Strategy Assessment - Rivian Automotive, India
[bookmark: _Toc237610590]1. Introduction
India is home to a substantial passenger-vehicle market and policies that are favouring local manufacture of electric vehicles, however the demand for electric vehicles is price sensitive, charging infrastructure is uneven and incentives need long-term production commitments. But Rivian, with its unique software, electrical architecture and adventure-vehicle features, has not yet achieved sustained profitability, and is focused primarily on North America. The report thus calls for conditional entry: India has long-term potential but Rivian should pursue a staged, local partnership, instead of a new manufacturing facility, or a high-volume imports of R1 vehicles (Rivian R1T and R1S models).
[bookmark: _Toc237610591]2. Organisational Classification and Global Strategy
[bookmark: _Toc237610592]2.1 Strategic categorisation
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Figure 1: Global business strategies of multinational firms: the Bartlett and Ghoshal and Prahalad models 
(Source: Lehmann, 2010)
Bartlett and Ghoshal's (1989) integration-responsiveness framework categorises strategies into international, multidomestic, global and transnational based on the pressures for integration on a global scale and pressures for adaptation at the local level. International strategies: transfer home-country capabilities abroad; multidomestic strategies: focus on local adaptation; global strategies: standardisation; transnational strategies: combine global integration with local responsiveness. The international strategy of Rivian is best described as one with transnational characteristics that are emerging selectively. It has as its main competitive strengths vehicle architecture, batteries, propulsion, software, autonomy, over-the-air updating and brand design, all of which are primarily developed in the United States. The footprint includes manufacturing in Normal, Illinois, and locations in the United States, Canada, Europe, and the United Kingdom (but not in India) and a Rivian subsidiary, production, sales, and service network (Rivian, 2026a).
Rivian is not yet globally integrated because it has yet to develop a standardised high-volume production network in different countries; and it is not multidomestic because overseas plants do not have much autonomy in redesigning products. The Rivian-Volkswagen Group Technologies collaboration, however, includes a transnational characteristic - the software-defined architecture being developed will be shared by both companies, with the aim of learning from each other, not just transferring knowledge from Volkswagen Group to Rivian (Rivian and Volkswagen Group, 2024). Specialised knowledge is further distributed across software teams in Vancouver and Belgrade, Amsterdam regional planning and the London artificial-intelligence hub (Rivian, 2025b; Rivian, 2026a).
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Figure 2: Second-generation Rivian R1T and R1S
Source: Rivian (2024a)
The second-generation R1 platform, illustrated in Figure 2, reduced the number of electronic control units from 17 to 7 and eliminated about 1.6 miles of wiring, reducing the platform's complexity and increasing its integrated software (Rivian, 2024a). Responsiveness is needed in the right-hand-drive configuration, heat and monsoon durability, road conditions, rear-seat usage, local languages, pricing, charging and after-sales coverage, all of which India requires at the same time. Rivian should therefore move towards a transnational model: the core software, safety and brand standards will be controlled globally; the specification, sourcing, service and execution will be local. It is a strategically desirable balance but challenging as it involves dispersed authority which can lead to duplication, slower decision making, and to a lesser extent, coordination conflicts (Harzing, 2000).
[bookmark: _Toc237610593]2.2 Global configuration and value creation
Currently, Rivian's manufacturing operations are based at its facility in Normal, Illinois, while its software teams are located in Vancouver and Belgrade, regional planning takes place in Amsterdam, and its AI development hub is in London (Rivian, 2025a; Rivian, 2025b; Rivian, 2026a). Normal focuses on assembly, supplier management, and production learning, and the adjacent supplier park aims to minimize logistics and warehouse expenses (Rivian, 2025a).
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Figure 3: Rivian’s Normal manufacturing and supplier-park expansion
Source: Rivian (2025a)
In 2025, Rivian delivered 42,247 vehicles, and 42,284 were produced, resulting in US$5.387 billion of revenue, and positive gross profit (Rivian, 2026b). It produced 10,236 vehicles during the first quarter of 2026, delivered 10,365, and reported a revenue of US$1.381 billion, a gross profit of US$119 million and a net loss of US$416 million (Rivian, 2026c; Rivian, 2026d). India could diversify its demand and also provide R2 with additional lower-cost engineering, components and export capacity, but early expansion may cause a setback to the R2 production ramp-up.
[bookmark: _Toc237610594]3. Macro-Environmental Appraisal and Market Attractiveness
[bookmark: _Toc237610595]3.1 Political and industrial-policy environment
Central government policy is aligned with reducing oil dependence, improved urban air quality and industrial upgrading, Make in India. The Scheme to Promote Manufacturing of Electric Passenger Cars in India, under the Ministry of Heavy Industries, provides a reduced customs duty rate of 15 per cent on qualifying electric passenger cars for five years to the approved manufacturers, with a minimum investment of INR41.5 billion and enabling them to start manufacturing domestic cars within three years and achieve 25 per cent and 50 per cent domestic value addition by years three and five, respectively (Ministry of Heavy Industries, 2025a; Press Information Bureau, 2025a). This reduces the tariff disadvantage for the premium foreign EV manufacturers and will require an irreversible local commitment.
Some concessions might be introduced to test market demand before full localisation - but the investment amount is significant compared to Rivian's losses and existing R2 commitments. Furthermore, October 2025 was the first application window that did not receive any applications, and in February 2026, the Ministry confirmed this (Ministry of Heavy Industries, 2026a). There appears to be a lack of applicants in the absence of which headline incentives may not be sufficient to offset demand uncertainty, localisation requirements and capital risk.
Individual states offer varying incentives for electric vehicle charging, vehicle registration fees and exemptions, industrial land and incentives. This will intensify competition between locations and administrative complexity. An early commercial and engineering plant and a later manufacturing site would enable Rivian to keep its initial engineering and commercial operations apart from the manufacturing site that will be chosen using clear considerations for supplier density, availability of renewable power, logistics, labour capacity and the stability of state-level policy.
Local-content requirements can become more stringent, central or state incentives could shift, and geopolitical constraints could impact batteries, semiconductors, rare-earth magnets or vehicle software. The Indian focus on strategic autonomy also entails that foreign investors must demonstrate local capability creation, rather than merely selling imported products.
[bookmark: _Toc237610596]3.2 Economic conditions and market attractiveness
World Bank estimates the nominal GDP in 2025 to be about US$3.96 trillion, while the India Development Update (IDU) released by the World Bank in April 2026 projects 7.6 per cent growth for FY2025/26 and 6.6 per cent for FY2026/27, despite external energy and supply-chain risks. (World Bank, 2026a; World Bank, 2026b) In FY2025/26, the number of electric passenger vehicles has increased by over 80 per cent while the total passenger-vehicle market grew by 7.9 per cent (SIAM, 2026).
As per the provided chart from Statista, overall EV registrations grew from 129,147 in 2018 to 1,432,474 in 2024, however, EV share of total vehicle sales was only 5.6 per cent in 2024 with two- and three-wheelers capturing the bulk of registrations (Statista, 2025).
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Figure 4: Indian EV registrations and share of total vehicle sales, 2018-2024
Source: Statista (2025)
The principal economic constraint is affordability. This gives a broad sense of the gap between India's current GDP per capita level of around US$2,702 and Rivian's R1 range, which is considered premium, and the entry-level R2, which starts at around US$45,000 excluding Indian duties, logistics and taxes (World Bank, 2026c; Rivian, 2026e). At concessional duty, an imported R2 would be in a small luxury group and a full-duty R1 would be in a commercially unviable price position. The R1S can be used as a halo product for a limited number of high-income consumers. The smaller R2, and subsequently R3, offer more realistic entry platforms.
Faster charging time, higher range and reduced operating costs were identified by Bansal et al. (2021) as key factors influencing EV adoption in India, while Murugan and Marisamynathan (2022) highlighted vehicle price and uncertainty regarding technology and infrastructure as the major factors that hinder the adoption of EVs. This evidence points to the fact that the environmental positioning alone would not be sufficient to justify Rivian's premium pricing in India. For Rivian, financial and ownership risk can therefore be reduced by offering competitive leasing and financing options, guaranteed residual values, clear battery-health data, home-charging installation support and reliable after-sales support and service warranties.
Indian companies such as Tata Motors and Mahindra have established brand recognition, supply chains, and national service and products aligned with Indian price points. International brands such as MG, Hyundai, Kia and BYD provide a broader choice while leading luxury brands cater to luxury consumers. Rivian's differentiation is not based on price; it lies in software integration, outdoor capability, safety, storage and a unique brand. Only if the company can avoid relying on American wilderness imagery, without local relevance, will that position attract a certain segment of technology-oriented, affluent, urban families and corporate fleets.
Local production may help to lower the cost per unit and establish an export platform for the right-hand-drive markets in South Asia, the Middle East, Africa and potentially the United Kingdom. Rivian needs to base landed cost on a component-to-component and technology-by-technology basis, should not assume that localisation is cheaper.
[bookmark: _Toc237610597]3.3 Legal and regulatory conditions
India allows up to 100 per cent FDI in automobile manufacturing through the automatic route, which means that it is legally possible to create a wholly owned subsidiary (Invest India, 2026). Imported or locally manufactured models must comply with Central Motor Vehicles Rules as well as Automotive Industry Standards for type approval, battery safety, range, energy consumption, electromagnetic compatibility and functional safety (Ministry of Road Transport and Highways, 2025). Adapting to the right-hand-drive configuration and Indian homologation would thus be mandatory before the car went into production.
The SPMEPCI localisation conditions carry legal and financial significance as failure to comply with these conditions may lead to loss of concessions for an approved applicant and enforcement of bank guarantees.  (Ministry of Heavy Industries, 2025a)
The Digital Personal Data Protection Act 2023 and Digital Personal Data Protection Rules, 2025 mandate the principles of “lawful purpose”, “clear notice”, “consent” (where required), “security safeguards”, “breach management” and “enforceable rights” for individuals (Press Information Bureau, 2025b). Rivian would have to design and build data-governance accountability, vendor controls and an architecture that can comply with any restriction placed on data transfers or localisation requirements in India, along with privacy notices.
A further issue is licensing the core software for the vehicle or its electrical architecture to a local manufacturer that is insufficiently controlled and could create significant risks of software leakage, cybersecurity and quality. The joint venture should thus isolate the source code, autonomous-driving models, encryption keys and safety-critical designs. The Indian partners might be given defined manufacturing interfaces, training and use of local knowledge developed jointly with Rivian without the automatic rights to Rivian's global platform. Contractual protections cannot fully substitute for operational control, and Rivian should ensure that it maintains control over software release, cybersecurity, battery safety, brand standards and customer data.
[bookmark: _Toc237610598]3.4 Cultural and commercial environment
Rivian's US brand centres on adventure and outdoor recreation, and direct digital engagement. These themes should be adapted to family and intergenerational travel, hilly and monsoon travel conditions, and day-to-day use within the Indian context rather than copying US pick-up and wilderness imagery. This does not imply cultural uniformity in India rather, Ghemawat's (2001) CAGE framework suggests that cultural, administrative, geographic and economic distance can shape customer expectations and market practices. Rivian should therefore maintain a global brand identity with localisation of messaging around adventure, convenience and trust.
The R2 is a vehicle that should be comfortable in the rear seats, have effective climate control, be dust and water sealed, have a durable suspension, be easy to manoeuvre, have high ground clearance, and support local navigation systems. The software should be compatible with major Indian languages, local streaming platforms, payment methods as well as charging and emergency services. Consultation with the customer through accessible human support is also expected, alongside online purchasing. While Rivian's direct sales approach provides brand control, it could also diminish trust if people prefer to visit a dealership to inspect the vehicle, arrange financing and test drive, and enjoy the convenience of service. A direct relationship would be maintained through small experience centres that would be accompanied by the mobile service and authorised body-repair partners, but would not require the immediate establishment of a full dealer network.
Charging availability, range, charging costs, service access and technology uncertainty are key barriers to EV adoption in India (Ashok et al., 2022; Pamidimukkala et al., 2024). Rivian needs to establish parts inventories, trained technicians, service standards and vehicle-recovery protocols, and ensure charging access before accepting higher volumes of orders. Fleet contracts can test the product under operational conditions, but should be treated as pilots and not as evidence of broad consumer acceptance or commercial success.
Rivian's environmental claims should also be evidence-based because the emissions advantage of EVs depends partly on the electricity mix and battery supply chains in India. Marketing should focus on measurable product performance, safety, operating-cost benefits and credible renewable-energy charging partnerships rather than predominantly on moral or sustainability appeals. It is possible to localise the brand's adventure mission without compromising the tangible value it offers to customers as long as the partnerships provide tangible customer value and do not substitute for evidence of environmental performance.
[bookmark: _Toc237610599]3.5 Charging, energy and environmental conditions
Data from the government indicates 6,645 operational public charging stations (PCS) compared to 9,332 additional charging stations sanctioned by March 2026 (Press Information Bureau, 2026), and the total number of charging stations could be higher as stations built under the programme and outside the programme are counted differently. According to the data in the WRI India map (Figure 5), charging infrastructure is concentrated in western and southern states while provision is thin in several northern, eastern and north-eastern states and UTs. The map is not intended as a snapshot of the national level, but as spatial evidence due to rapid changes in infrastructure and varying dataset definitions.
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Figure 5: Spatial distribution of Indian public charging stations
Source: WRI India (2025)
The initial sales should be restricted to cities where home charging and the reliable locations of fast charging and service are overlapping. Working with charging station operators, hotels and destination properties would fit Rivian's adventure-oriented brand and would reduce capital intensity. Vehicles must be designed to comply with Indian connector and communication specifications, route planning should be done with regard to multiple networks and customers should be offered a home-charging assessment before the delivery. The company should not launch nationally before demand is demonstrated, but there could be a limited number of “destination” chargers for Rivian.
Benefits of EVs include the reduction of tailpipe pollution and possible reduction of life-cycle emissions, but they are dependent on the electricity generation, battery production, vehicle size and usage. The study by Saraf and Shastri (2024) demonstrates that the use of greener electricity and policy support have a tangible impact on pathways towards decarbonisation in transport. R2 and future smaller platforms are environmentally and commercially better than an R1-focused approach due to large and heavy premium vehicles having a higher embodied emissions and need for larger batteries. Rivian should secure renewable power for their facilities and charging partnerships, release Indian lifecycle assumptions and establish battery recycling and extended-producer-responsibility programmes.
[bookmark: _Toc237610600]3.6 OLI synthesis
In his eclectic paradigm, Dunning suggests that foreign direct investment is more likely to be made in places where the three advantages of ownership, location and internalisation are present (Dunning, 1988; Dunning, 2000). Rivian has some clear ownership advantages. This is in part due to its software-defined architecture, integrated hardware, over-the-air features, propulsion and the user experience of its premium adventure brand and vehicle-development capabilities. The second-generation R1 redesign of the cost structure and the Volkswagen technology joint venture demonstrate strategic external validation for Rivian's architecture (Rivian, 2024a; Rivian and Volkswagen Group, 2024). But in India, brand awareness, lack of a service history, lack of a right-hand-drive product and financial constraints offset these benefits.
India offers significant location advantages: a large and expanding passenger car market, rapidly growing electric-car registrations, engineering talent, a well-established component ecosystem, lower operating costs than the United States, policy support and export opportunities. However, location disadvantages are also real: low average purchasing power, high levels of price competition, uneven charging availability, lack of consistency of state incentives, and import reliance for some advanced inputs, and uncertain acceptance of the manufacturing scheme. India could turn out to be very attractive once Rivian confirms the R2 market and the capability of the supplier, but it may be premature to regard it as highly attractive.

The internalisation benefits lie in two areas: retaining control of safety-critical software, and vehicle data, battery management, brand and customer experience. Opportunism and quality problems would be a risk if Rivian adopted licensing, and export-only sales would maintain control but would come with high price, tariffs, and a lack of local legitimacy. Rivian would gain maximum control by full internalisation via a wholly owned greenfield subsidiary, but would be subjected to excessive capital and execution risk. Selective internalisation would involve Rivian internalising software, product definition, quality systems, data governance and direct control of customer relationships, but shares manufacturing assets, procurement expertise and local institutional navigation in a carefully structured arrangement.
Ownership assets are sufficient to merit participation; location assets are sufficient to warrant the building of a genuine Indian capability; and internalisation assets are sufficient to warrant the retention of control of core assets. The remaining condition is proven demand of sufficient size. Rivian should establish this via limited imports, engineering localisation and fleet pilots prior to committing to assembly. This is a staged sequence that transforms uncertainty into strategic options, and that enables the ownership advantages to be modified to suit Indian location conditions without risking the entire investment.
[bookmark: _Toc237610601]4. Entry Mode Strategy and Strategic Synthesis
[bookmark: _Toc237610602]4.1 Historical pattern recognition
High-control, in-house development has been Rivian's primary historical approach. It owns the Normal plant, has fully controlled engineering and commercial facilities, has a direct customer model and strict control of product software and services. Meanwhile, Rivian has strategically leveraged partnerships and acquisitions for complementary resources. The Volkswagen joint venture shares the costs and development scope of software-defined architecture, technology acquisitions and partnerships with suppliers bring capabilities, without relinquishing control of the vehicle platform (Rivian, 2025a; Rivian and Volkswagen Group, 2024).
As the pattern indicates, Rivian believes control is important when it relies on proprietary technology to differentiate itself, consistent with entry-mode theory: When the control of the operation is important for leveraging differentiation through proprietary technology, firms prefer to operate without sharing control to avoid leakage and coordination risk (Hill, Hwang and Kim, 1990). Johanson and Vahlne (1977) state that the more a firm knows about the market, the more committed the firm will be and Brouthers (2002) demonstrates that if institutional conditions, transaction costs and ownership choice can be matched, the performance of the firm upon entry will improve. 
[bookmark: _Toc237610603]4.2 Strategic fit and recommended entry mode
Rivian should enter India through a staged strategic joint venture, supported by a wholly owned Indian commercial and engineering subsidiary. An import-only approach would be rapid and operationally straightforward, but commercially unattractive. If full import duties were applied to R1 vehicles, it would make them very costly and limited sales would not create a learning curve for suppliers and meet India's localisation policy goals. The importation under SPMEPCI may reduce the tariff, but it would require Rivian to make a substantial investment in a product whose demand remains unproven. Unrestricted licensing or contract manufacturing would mean that there will be a reduced capital commitment, but also that the core software, safety, data and brand would be exposed to risk. A greenfield plant with 100 per cent ownership would give Rivian the greatest control and any potential export economies, but it would be a premature duplication of capacity as Rivian continues to fund R2 and Georgia before achieving break-even.
The Indian subsidiary forms part of phase one and operationalises this recommendation. In phase one, Rivian should establish its Bengaluru-based subsidiary in the technology hub, homologate its right-hand-drive vehicle, establish software and charging-infrastructure teams, and start limited imports in the Delhi NCR market, Mumbai, Bengaluru and Hyderabad.
The second stage should be started once measurable thresholds have been reached: reservations have been converted into paid orders, the service costs are within the target, customer satisfaction is acceptable, a qualified supplier base has been created and the policy terms are fixed. Next, Rivian needs to establish a manufacturing partnership or assembly deal with an existing Indian automotive or industrial company - one that will be closely managed to prevent the loss of intellectual property. The local partner would provide access to its facilities, its workforce-management systems, access to suppliers and their government-relations expertise. Rivian would retain control of the brand, customer relationship, vehicle design and architecture, software release authority, cybersecurity, battery-management design and quality approval.
Volkswagen Group is a strategic bridge as the existing technology joint venture helps to build trust and common architecture, while the group has Indian manufacturing experience. It is an inference not an announced India partnership. The alliance should begin with assembly and gradually move to some of the non-core structures, interiors, thermal components, wiring, castings and some electronics to be localised. Battery-pack localisation can precede battery-cell localisation if the initial quality, cost and supply of cells are not as required in India.
Phase three would be a dedicated facility or an increased Rivian equity stake when there is consistent demand and export contracts for more than one year. It will reduce irreversible investment, build local legitimacy and learning, and prevent Rivian from committing to national scale before service and charging systems mature. The downside of this is that there is shared control, slower decision-making and some risk of knowledge leakage, but these are manageable, and more effective than the financial risk of a premature, wholly owned plant. This is a staged approach that allows for strategic flexibility as well. Rivian can reduce the risk of additional capital exposure in the event of low demand, and broaden localization and ownership more and more as demand picks up. This presents a real-options logic: the level of commitment increases only when the market indicates a need and partner performance and regulatory certainty exist.
[bookmark: _Toc237610604]4.3 Recommendations
There are four priorities in implementing the strategy. First, begin sales only in areas with charging and service coverage that meets premium-service expectations. Secondly, do not base investments on optimistic forecasts of the market. Third, select a partner through technical, governance and ethical due diligence, with strong safeguards for data and Rivian's IP. Fourth, increase affordability through local content, financing, residual-value guarantees, smaller vehicles, which are more important than large-scale R1 imports. If Rivian adopts this approach, India can become a growth market, engineering capability, and export opportunity. Conversely, entry through costly imports or a premature greenfield plant, would increase Rivian's capital and execution risks.
[bookmark: _Toc237610605]4.4 Conclusion
Rivian should enter India but it must not consider India as its next premium market. The greatest potential is the development of an R2 adapted to India and perhaps smaller vehicles to be manufactured through a staged assembly process in the country and subsequently exported. The company should retain the global oversight of software, safety, brand and data, and customise sourcing, product attributes, service, charging and communications locally.
[bookmark: _Toc237610606]Section 2: Reflective Account Using Gibbs’ Reflective Cycle
[bookmark: _Toc237610607]1. Description
The lecture notes were used to determine the integration-responsiveness grid, Dunning's eclectic paradigm and the risk-control-resource framework for modes of entry. Company facts were drawn from Rivian documents and official releases; policy and market facts were taken from Indian ministries, the Press Information Bureau, SIAM and the World Bank; consumer and adoption facts were substantiated by peer-reviewed studies, and the provided images from Statista and WRI were used for the visual evidence rather than for decorative purposes.
[bookmark: _Toc237610608]2. Feelings
I thought the size of India's market and EV policy would yield a straightforward conclusion of a 100 per cent investment in manufacturing. I also found Rivian's technology and brand to be very compelling, thus creating a risk for confirmation bias. The Statista chart revealed that the EV market in India was highly skewed towards two- and three-wheelers, while the World Bank figures reflected the size of the Indian economy as compared to its low per-capita income. With Rivian's losses and commitments in the R2 project, the minimum investment for the electric-car manufacturing project seemed riskier.
[bookmark: _Toc237610609]3. Evaluation
Technical and operational progress was a key theme where company releases were useful for assessing technical changes, facilities and financial results. I compared them with SEC disclosures, the data and literature of government agencies and academics. The focus of the lecture on benefit cost-risk trade-offs helped to avoid the macro analysis being a descriptive PESTLE list. The integration-responsiveness framework also prevented me from categorising Rivian as being transnational just because it has offices in other countries. Manufacturing remains consolidated, although the Volkswagen joint venture and software nodes are now distributed internationally, and decision-making authority continues to be centralised.
However, a drawback was the lack of primary research with Indian consumers, charging operators or Rivian managers. The Statista number is for 2024 and the WRI charging map is spatially descriptive but not an up-to-date count. This I did by explaining the evidential limitations of each figure and supplementing this with the official 2026 data.
[bookmark: _Toc237610610]4. Analysis
The most significant learning was the linking of the frameworks rather than the application of them individually. Bartlett and Ghoshal outlined the reasons Rivian will need to safeguard its software which is embedded in its products and services that are sold across the world, and how it will adapt to India's product and service needs. While Rivian's ownership advantages were evident and India had location advantages, full internalisation was not necessarily preferable as Rivian's capital constraint shifted the risk-return ratio. A selective entry-mode solution was possible: retention of central technology and customer knowledge with outsourcing of local manufacturing facilities and know-how.
While SPMEPCI lowers customs duty, its investment, production and domestic value-addition requirements make it a significant investment. The assumption of immediate attractiveness was not challenged by the fact that a scheme did not receive applications in the first window. I did not view this as policy failure, but rather as a sign of the investors' need for greater certainty of demand—which can be achieved with a change in policy—or a change in the terms of the policy itself. This changed my view from favouring a greenfield plant towards a staged subsidiary-plus-JV approach.
One government official mentioned operational stations in the FAME-II category and it is possible that a wider count includes stations that are funded and/or recorded through other mechanisms. Rather than selecting the highest figure, I retained the clearly defined FAME-II figure, and explained the difference in scope. I also realised that national readiness does not necessarily mean an absence of location risk; the WRI map was insightful in this regard and highlighted the need to target specific urban and inter-city corridors for Rivian's launch.
[bookmark: _Toc237610611]5. Conclusion
I came to the realisation that attractive markets do not always justify a rapid, capital-intensive investment. Conditions of strategic fit depend on the resource capacity of the firm, the transferability of the advantage and institutional conditions and investment reversibility. I also developed a more critical understanding of broad labels such as ‘global' or ‘transnational'. A global mindset does not imply a global operating footprint and a global company can have international knowledge nodes while giving the local subsidiaries little or no strategic leverage.
I would enhance the assessment by collecting the primary data on willingness to pay, preferred size of vehicles, expectations and charging habits of premium Indian consumers. Assumptions on cost of localisation and incentives from the state would be tested during interviews with the component suppliers and state investment agencies. A financial model would support the recommendation and would be useful to quantify break-even volume, currency exposure and downside risk.
[bookmark: _Toc237610612]6. Action plan
For future international-market evaluations, I will create a hierarchy of evidence and decide on a data cut-off prior to extensive reading. I will keep a source log with the definition, date, unit and geographical scope of the indicator, and any potential source of bias, particularly when multiple agencies report on the same indicator with different metrics. I will start with competing hypotheses - such as via exports, alliance or wholly owned investment - rather than formulate a preferred answer too early. In each framework, a specific decision will be made, i.e. integration-responsiveness will be decided upon in the context of configuration, OLI on the basis of FDI, and entry-mode theory on governance and commitment.
The analysis would model scenarios in which Indian R2 demand changes, import duties fluctuate, local-content costs change, partner performance changes and charging expansion takes place. The recommendation, therefore, is pragmatic and experimental, and requires testing: Rivian should make an initial commitment in order to learn and develop options; but increase its commitment after evidence confirms Indian demand, localisation capacity and institutional support.
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