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The future of the European automobile industry  
 

CHAPTER ON POLAND AND ROMANIA 

 

Introduction 

The accelerating transition to electric vehicles and the rapid shift to a new mobility paradigm imply 
major challenges for the European automotive industry and its supply chain. This massive and 
unprecedented disruption raises legitimate questions about the future role of Central and Eastern 
countries in the European (CEE) automotive value chain as fast-track electrification is pushing car 
manufacturers to rethink their industrial and commercial strategies on their way to carbon neutrality.  

This chapter looks at the peculiarities of the powertrain transition in the automotive industries and 
markets in Poland and Romania, two CEE countries where the automotive sector has played a major 
role in socioeconomic development over the past decades. Historically, Poland has been an important 
low-cost location for ICE powertrain components, while Romania is home to two highly successful 
automotive plants specialized in low-cost vehicles. Specific to the CEE region, the trajectory of 
automotive sites in Poland and Romania strongly depends on strategic decisions made in companies’ 
headquarters located outside the region. The question today is whether these two countries will join 
the technological transformation early on, or rather be kept as low-cost manufacturing bases for 
relatively low-end ICE technologies. The answer has deep implications for employment prospects in 
both countries.  

There are reasons why a smooth transition to electrified powertrains is bound to face particularly 
significant headwinds in both countries, albeit for very different reasons. While the undeniably strong 
emerging battery competence in Poland might give OEMs an incentive and facilitate new job creation, 
the country’s energy mix though significantly complicates the environmental equation. As for fiscally-
weak Romania, the country could struggle to muster the necessary resources to invest in 
infrastructure, technology, and market stimulus.  

In the first section, we present the main features of the Polish and Romanian automotive industries. 
We also describe the structuring factors that have sustained their development over the years, in 
particular the massive investment inflows from foreign companies attracted by low labour costs and 
generous state incentives. We also discuss the unusually strong weight of suppliers in the industrial 
automotive ecosystem in both countries as well as their strong dependence Germany, yet with very 
different export profiles and relatively opposite trajectories in terms of vehicle manufacturing. 

In the second section, we look at the main characteristics of the Romanian and Polish car markets. 
Though incomparable in terms of size, they have many similarities, in particular the structuring role of 
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imported second-hand cars, the marginal share of battery electric vehicles in new car sales as well as 
poor charging station networks. More generally, through the examples of Poland and Romania, we  
illustrate the already visible risk of a two-track Europe in the race for decarbonization, with widening 
East-West inequalities.  

In the last section, we analyze the electrification outlook and employment-related challenges for 
Poland and Romania, based on OEM strategies and forecast data that suggest a significant relative 
delay of the EV transition for both countries. Even if the impact of electrification should have a limited 
impact on employment in vehicle assembly plants, the impact could be strongly negative in 
powertrain, transmission and ICE-related component manufacturing plants, putting many thousands 
of jobs at risk in the medium term.  

 

1. Industry overview 

Similar to other Central and Eastern European Countries within the EU, the automotive industry in 
Poland and Romania has grown over the past two decades into the countries’ largest manufacturing 
sector. In both countries, the automotive industry created nearly a fifth of manufacturing value added 
before COVID-19 (figure 1). While this might be significantly higher than for most Western countries 
with large automotive industries, with the exception of Germany, it is considerably lower than for 
Czechia, Slovakia and Hungary. While the case of Czechia is indeed exceptional — in terms of value-
added, its automotive industry is twice the size of Romania’s and almost 50% larger than Poland’s — 
the Polish and Romanian automotive industries are larger than the ones in other CEE countries. This 
is not surprising, given that Poland and Romania are much larger and have much more diverse 
economies. The gap to neighbouring countries widens if we consider the share of the automotive 
industry in total gross value added: 1.6% for Poland in 2019 and 2.5% for Romania, versus over 5% for 
Czechia and Slovakia and an EU average of 1.7%. 
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Figure 1. The automotive industry (NACE 29) in EU countries, 
2019, % of manufacturing gross value added
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Source: Eurostat 

Source: Eurostat 

In terms of employment, the picture becomes even more nuanced. With 224 thousand people 
employed in Poland and 180 thousand in Romania, the two countries ranked third and fifth in the EU 
before the pandemic when it came to the number of people working in the automotive industry, both 
surpassing Italy, the UK or Spain. If we compare the size of the workforce to the total manufacturing 
employment in each country, there is nonetheless a stark contrast between the two: in 2019, the 
Polish automotive workforce comprised 8% of manufacturing, comparable to countries like Spain or 
France and far behind the well over 10% figures registered in Germany and other CEE countries; in 
Romania, on the other hand, no less than 15% of manufacturing employment was in automotive, 

second only to the 16% registered in Slovakia.  

The importance of the automotive industry for employment in Poland and Romania has grown 
significantly during the 2010s: in Poland, from 1.2% of the total number of employees in 2010 to 1.7% 
in 2019 and in Romania from 2.1% in 2010 to a peak of 3% in 2018 (figure 2); by comparison, 
employment in the German automotive industry remained fairly stable in comparison to the overall 
labour market, despite a 6.5% increase of automotive employment between 2010 and 2019. In other 
words, in Poland and Romania the automotive industry has acted as a major driving force of 
employment during the past decade, growing visibly faster than the rest of their economies. This is all 
the more remarkable given the highly dynamic trajectory of both the Polish and the Romanian labour 
markets especially during the second half of the 2010s — indeed, the growth of Romanian automotive 
employment began lost some ground only in 2019, registering the first decline in employment in a 
decade. 
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Source: Eurostat 

Overall, the industrial profile of the two countries is typical for CEE, with the supplier industry being 
much larger than vehicle manufacturing. In 2019, 57% of the automotive turnover in Poland and 64% 
in Romania was attributed to the supplier industry, compared to less than 20% in Germany (figure 3). 

In terms of employment, the asymmetry is even more obvious: the supplier industry had over 75% of 
the total number of automotive employees in Poland and 87% in Romania, compared to 31% in 
Germany (figure 4). The Polish and Romanian supplier industries are also relatively larger than in other 
CEE countries — this is particularly obvious in the case of Romania. A specific feature of Poland and 
Romania in the CEE automotive landscape is that the supplier industry is not just significantly larger 
than vehicle assembly, but it has continued to grow faster than the latter; this is not the case with 
Czechia or Slovakia, where the combined share of suppliers has decreased starting with the second 
half of the 2010s. In 2019, Poland and Romania ranked second and third in the EU when it came to 
the number of employees in the automotive supplier industry; only Germany had more people 
working in the automotive supply chain.  

Source: Eurostat 

This high share of suppliers in Poland and Romania and the contrasting development to countries like 
Germany are part of the broader growth of transnational automotive supply chains in Europe and the 
accompanying East-West specialization. Differences in labour costs between countries have 
undoubtedly been the main driver for this, with Poland and Romania having the smallest average 
labour costs in the EU automotive industry (figure 5). While Romania’s position as the cheapest 
country might not be a surprise, the fact that Poland is behind Hungary might seem unexpected until 
we consider the different shares of the supplier industry in the two countries (76% in Poland in 2019 
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versus 42% in Hungary). The most significant comparison is the following: in 2019, an employee in the 
Polish automotive industry cost on average just 22% of a German employee (17% for Romania). While 
this difference has become smaller over time (20% Poland vs. Germany in 2010, 12% Romania vs. 
Germany), there is little reason to speak of genuine wage convergence. In absolute terms, the gap to 
Western Europe has actually increased: if the average automotive employee in Romania was in 2010 
57 thousand euro cheaper per year than in Germany, by 2019 this cost difference had increased to 71 
thousand euro per year. Roughly speaking, therefore, relocating jobs to Poland or Romania has in fact 
become more advantageous over time, despite tight labour markets and sustained wage growth 
across CEE.  

 

Source: Eurostat 

Catalysed by low labour costs, the Polish and Romanian automotive industries have grown primarily 
as a result of Western foreign direct investment: only 15% of automotive employees worked in 
domestically-owned companies in 2018 in Poland, while in Romania the figure was more than two 
times lower (figures 6 and 7). German companies are the most important employers in both countries 
(19% in Poland, 32% in Romania), but North American, French, Japanese, and Italian companies also 
have a significant presence in the two countries. Contrasting the employment shares by ownership to 
the turnover shares, the share of domestic capital shrinks to approximately half in both countries, 
which suggests that local firms typically have subordinate roles in the two countries’ automotive 
industries. A significantly higher share of turnover in comparison to employment is registered for 
OEM-originating countries (for Poland: Germany and Italy; for Romania: France and the US), indicating 
much higher productivity and impact of such activities versus suppliers. In the case of Romania, the 
huge difference between the share in employment and in turnover of Japanese companies (14% vs. 
5%) is a stark example of the specialization in low-cost parts and components. Large Japanese 
suppliers such as Fujikura, Takata or Yazaki have a substantial presence in Romania, where they 
produce low value-added and labour-intensive products like wiring and cable harnesses. 
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Source: Eurostat 

A detailed view of the two countries’ industries can be obtained from their foreign trade profiles (table 
1). Poland’s most significant exports of automotive parts and components are for body parts (3.5 
billion euro in 2019), internal combustion engines (1.5 billion) and tyres (1.9 billion); the first year of 
the pandemic generally had a negative impact on parts exports, with the important exception of 
internal combustion engines, whose export value increased by 20% versus 2019. As expected, Poland 
has a trade surplus for all major parts categories, but only body parts and internal combustion engines 
pass the threshold of one billion euro. 

With the exception of tyres, which are a major export product for both countries, Romania’s export 
profile is very different from Poland’s. Wiring (including cable harnesses) are Romania’s most 
important export product of the automotive supplier industry and Romania is in fact by far the most 
important producer of automotive wiring in the EU.1 This is probably the best example of Romania’s 
specialization in low cost, low value-added, labour intensive manufacturing. In contrast to wiring 
manufacturing, which hires tens of thousands of people working in a large number of plants, the 
production of gearboxes and associated parts is concentrated in three plants, out of which only two 
are fully export oriented, and has a comparable export significance — gearboxes and associated parts 
are the second largest group by export value. Importantly, the gap between the two is much larger in 
favour of wiring if we consider the balance of trade, which is due to gearbox imports by Ford Craiova 
and, possibly, to the low degree of local integration of the two gearbox plants owned by Daimler. As 
opposed to Poland, Romania is not an important exporter of internal combustion engines as the two 
engine plants in the country are captive to local OEMs. It does nonetheless export combustion engine 
parts such as pumps. 

Vehicles are the single most important export product for both countries, with some important 
differences. First, Polish exports of utility vehicles are very significant, while in Romania they are 
negligible. Second, Romanian passenger car exports have grown continuously during the past two 
decades, while Polish car exports peaked before 2015; indeed in 2020 Romanian car exports surpassed 
Polish exports in value. There are also significant differences when it comes to the balance of trade 
for passenger cars: Polish imports of passenger cars far outweigh exports, while Romania has 
registered an increasingly large trade surplus. This is partly explained by the decline of Polish 
passenger vehicle production during the past decade and the significant increase of production in 

 
1 Ștefan Guga, „Industria auto încotro? Tendințe globale, perspective periferice”, Bucharest, Friedrich-Ebert-Stiftung, 2018. 
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Romania; differences between the two countries’ automotive markets also play a role — for example, 
Romania’s small market for new vehicles (see next section for details). 

Table 1. Export value and trade balance by automotive product (million EUR) 

Poland 
 EXPORTS TRADE BALANCE 

  2003 2009 2015 2019 2020 2003 2009 2015 2019 2020 
passenger vehicles <10 persons 1966 6888 5880 5795 4440 -825 3404 1019 -4101 -3043 

goods vehicles 202 1091 1941 4031 3457 -366 468 -5 1221 1567 
bodies, chassis, parts 333 907 2014 3495 2772 -30 78 656 1581 1332 

IC engines 1837 1686 2087 1506 1817 1711 1500 1641 789 1284 
tyres 453 991 1640 1920 1792 262 498 819 870 837 

brakes 172 351 1013 1589 1299 17 85 352 669 537 
passenger vehicles >10 persons 182 817 847 1243 1280 162 771 775 1133 1184 

steering wheels, columns, boxes 113 549 1000 1170 941 21 319 553 680 548 
wiring 648 625 914 739 842 558 421 604 315 429 

lighting 82 311 771 787 675 -6 115 398 287 222 
airbags 1 446 783 859 673 -2 395 590 285 222 

drivetrain 111 185 330 671 644 56 24 72 96 181 
wheels 245 303 650 856 634 155 185 451 665 482 

other rubber parts 150 257 637 737 585 66 146 454 526 400 
glass 97 234 562 616 518 65 134 456 516 436 

exhaust parts 37 126 333 598 511 7 46 193 322 251 
fuel and air filters 61 97 258 414 392 1 -1 47 191 187 

radiators 112 145 432 437 366 82 72 221 260 225 
ignition parts, starters, generators, other ICE components 51 180 321 411 349 -44 34 77 96 60 

gearboxes and parts 139 409 414 500 338 -38 -126 -189 -276 -268 
safety belts 210 296 119 164 214 190 283 106 129 175 

AC parts 46 42 116 211 192 34 24 72 158 150 
seats 11 40 84 232 166 -1 12 38 170 117 

ICE pumps 33 58 152 182 149 -104 -113 -154 -106 -209 
clutches 9 18 88 142 133 -33 -77 -112 -78 -100 

alarms 5 3 3 4 3 -6 -15 -10 -11 -8 
other parts 411 990 1438 1848 1753 63 256 406 731 805 

Romania 
 EXPORTS TRADE BALANCE 

 2003 2009 2015 2019 2020 2003 2009 2015 2019 2020 
passenger vehicles <10 persons 51 1674 2856 4814 4608 -260 923 1646 2537 2920 

wiring 487 1170 2240 2360 2044 440 1059 1863 1600 1379 
tyres 193 606 1205 1445 1327 121 437 926 952 888 

steering wheels, columns, boxes 20 149 720 749 679 4 82 597 505 488 
gearboxes and parts 11 97 775 1664 1640 2 9 220 558 439 

airbags 0 209 571 732 492 0 96 337 482 369 
safety belts 7 116 344 459 366 2 110 328 432 347 

lighting 4 62 371 550 522 -7 15 220 307 327 
ICE pumps 3 18 314 451 372 -4 -9 240 339 285 

bodies, chassis, parts 158 334 933 1038 814 78 69 431 387 239 
other parts 79 306 572 743 637 23 33 155 230 164 

other rubber parts 2 68 206 242 191 -11 31 130 146 112 
exhaust parts 1 5 28 49 159 -9 -26 -46 -13 96 

radiators 12 21 91 119 95 7 7 63 68 49 
seats 0 29 17 10 6 -1 26 9 3 0 

AC parts 0 29 4 0 0 -2 28 2 -4 -3 
alarms 0 1 2 2 1 -3 -4 -5 -6 -5 

drivetrain 0 59 107 149 109 -6 3 -15 2 -15 
glass 0 1 11 56 48 -9 -33 -50 -24 -16 

fuel and air filters 0 30 10 6 6 -8 8 -30 -51 -45 
ignition parts, starters, generators, other ICE components 4 11 43 115 73 -13 -30 -46 -10 -47 

brakes 8 58 229 273 201 -6 -47 -2 -52 -48 
wheels 5 31 50 71 45 -2 4 -21 -48 -57 

clutches 0 3 16 15 14 -6 -25 -97 -90 -78 
passenger vehicles >10 persons 0 7 18 52 36 -15 -41 -25 -189 -123 

IC engines 0 10 1 2 1 -27 -102 -290 -290 -249 
goods vehicles 7 170 25 15 16 -195 7 -621 -830 -614 

Source: Eurostat 

A third of Poland’s exports of automotive parts and 45% of Romania’s go to Germany, which is by far 
the most important trade partner for both countries (figures 8 and 9). If we include other CEE countries 
where German OEMs have vehicle assembly operations (Czechia, Slovakia, Hungary), then the 
importance of German supply chains for Poland and Romania becomes even more important. 
Integration into German supply chains far outweighs the impact of OEMs’ local presence: Romania’s 
exports to Russia, France, North Africa and Turkey are strongly tied to the supply chain of the Renault-
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Nissan-Mitsubishi Alliance, but even when combined they pale in comparison to the size of exports to 
Germany. 

Figure 8. Destinations of Polish vehicle parts exports, 2019 

 

Figure 9. Destinations of Romanian vehicle parts exports, 2019 

 

Source: Observatory of Economic Complexity 

Table 2. Light vehicle assembly plants (thousand vehicles) 

country plant group 2008 2014 2019 2028f 

Poland 

Gliwice Stellantis (PSA/GM) 172 94 92 100 

Tychy Stellantis (FCA) 493 296 263 224 

Poznan VAG 186 171 178 124 

Wrzesnia VAG 0 0 88 64 

TOTAL 893 560 621 512 

Romania 

Craiova Ford 2 68 141 234 

Mioveni Renault-Nissan (Dacia) 243 334 350 366 

TOTAL 246 402 490 599 
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Source: IHS Markit 

With the Stellantis merger, Poland now has only two OEMs present in its territory, the same as 
Romania (table 2). Historically, the largest Polish vehicle plant has been FCA Tychy, whose volumes 
declined from nearly 500 thousand vehicles per year at the end of the 2000s to just above half that 
ten years later. IHS Markit forecast data indicates that the Tychy plant will continue to decline slightly 
toward the end of this decade. The Volkswagen group is expected to have stable production volumes, 
the important change being the partnership with Ford, with whom VW has agreed to produce LCVs in 
its Polish plants. Increased volumes at both Ford Craiova and Dacia Mioveni mean that in time the gap 
Romania will overtake Poland in terms of vehicle production volumes. The IHS forecast assumes both 
Romanian plants will be working at full capacity in the next years, possibly with a capacity increase at 
Dacia — total current capacity in Romania is of around 550 thousand vehicles (350 thousand at Dacia 
and 200 thousand at Ford) . In Poland, on the other hand, total capacity is closer to one million vehicles 
per year, on top of which come the country’s significant heavy commercial vehicles operations. The 
forecasts thus indicate that Romanian plants will work at full capacity, while Polish ones will face some 
capacity utilisation issues. 

Table 3. Automotive R&D personnel and expenditure 

  2011 2015 2019 

Total R&D personnel 
(FTE) 

DE 90829 108134 139331 

PL 938 3149 6419 

RO 593 2277 2985 

Researchers (FTE) 

DE 57057 68466 92837 

PL 359 2242 4551 

RO 306 632 1316 

R&D expenditure 
(EUR / capita) 

DE 203 264 340.3 

PL 1.2 4.3 10.5 

RO 2.6 4.8 8.3 
Source: IHS Markit 

In Romania, both Dacia and Ford have their own engine plants on the same sites as vehicle assembly, 
which in 2019 produced a total of 627 thousand units (527 in Mioveni, 150 thousand in Craiova); Dacia 
also produced 504 gearboxes in its highly integrated plant in Mioveni. The only other powertrain 
capacities in the country are Daimler’s two gearbox plants in Cugir and Sebeș, which combined 
produced 777 thousand gearboxes in 2019. By comparison, Poland is a much smaller transmission 
manufacturer, with only one plant in Walbrzych, owned by Toyota (520 thousand units in 2019). It 
has, however, much higher combustion engine production capacities, with over 1.7 million engines 
being produced in 2019 in six plants: Jawor (Daimler, 31 thousand units), Bielsko Biala (Stellantis, 282 
thousand), Tychy (Stellantis, 220 thousand), Jelcz-Laskowice (Toyota, 162 thousand), Walbrzych 
(Toyota, 220 thousand), Polkowice (VAG, 797 thousand). 

Similar to the supplier industry, these plants function primarily as production locations for export, with 
companies making very limited investments in non-production activities such as R&D. The comparison 
to Germany is striking: while in 2019 Germany produced 8 times more light vehicles than Poland and 
10 times more than Romania, its R&D personnel was 21 times more numerous than in Poland and 47 
times more than in Romania (table 3). Even though automotive R&D has increased visibly in both 
Romania and Poland, the growth of German R&D has more than outmatched this. As in other respects 
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mentioned above, it is unrealistic to speak of East-West convergence despite some degree of industrial 
upgrading in Eastern countries. Such major differences are apparent when it comes to the structure 
and growth trends of domestic vehicle markets. For the future, they could suggest different 
implications for Poland and Romania when it comes to the electric vehicle transition. 

 

2. Market overview 

Two automotive markets of different sizes, but with many similar structural features 

The Polish automotive market remains by far the largest automotive market by sales in the CEE region. 
It stands as the sixth biggest automotive market for passenger cars (PCs) in Europe, yet its sales 
volumes are still significantly lower than those of the European Big 5 countries. Registrations of new 
PCs in Poland reached 556 thousand units in 2019, a peak year for the European market, before the 
Covid caused it to plummet. By comparison, Spain, the smallest market of the Big 5, recorded twice 
as many sales the same year, with 1.3 million new PC registrations. With about 162 thousand new PC 
sales in 2019, the Romanian market is three times smaller than the Polish market, and ranks third 
among the CEE countries, behind the Czech Republic (250 thousand new PC registrations). Poland is 
also the sixth largest market in Europe for light commercial vehicles (LCVs), with around 74 thousand 
units sold in 2021. By comparison, the Romanian market is almost five times smaller with around 16 
thousand units sold that year. Since Poland’s population is twice the size of Romania’s, the Romanian 
market is considerably smaller than the Polish in both absolute and relative terms. 

  

Source : Syndex (data : ACEA) 

Both countries registered dynamic growth before Covid  

Before the Covid crisis, new car sales in both countries had a strong momentum: between 2013 and 
2019 they almost doubled in Poland and almost tripled in Romania, showing impressive compound 
annual growth rates of 11.5% and 18.7% respectively, compared to 4.2% for the EU, the United 
Kingdom, and EFTA combined.  

The Romanian and Polish markets were not spared by the COVID crisis, with new PC sales dropping by 
23% and 22% respectively in 2020, similar to the decline of the European market (minus 24%). In 2021, 
in the context of the worsening of the semi-semiconductor crisis that led to a further decline in sales 
in Europe (-1.5%), these two markets experienced opposite trajectories: the Romanian market fell by 
4.1%, while the Polish market grew by 4.3%, driven by increased sales of hybrid vehicles. 
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Buying a new vehicle remains a privilege for both Polish and Romanian households 

Primarily due to lower disposable incomes in the CEE region compared with Western European 
countries, Poland and Romania are at the bottom of the European ranking in terms of new PC 
registrations per 1,000 inhabitants. In 2019, this ratio was only 8/1000 in Romania, and approximately 
double that in Poland (15/1000), compared with an average of 30/1000 for Europe. For example, 
Belgium, whose market size is comparable to that of Poland in volume (550,000 registrations in 2019), 
stood at 48/1000, three times more than Poland. Almost one in three Polish households (29%) and 
more than half of Romanian households (54%) did not own a vehicle in 2020, compared to only 15% 
in France for instance. 

Looking at PCs in use per 1,000 inhabitants, Poland remains more motorized than Romania with an 
average of 662/1000 in 2020, compared to only 376/1000 in Romania, one of the lowest rates in 
Europe, where the average reached 560/1000. It should be noted, however, that Romania recorded 
the strongest growth of this indicator in 2020, with an increase of 12%, against 3.1% for Poland and 
0.9% for the EU average.  

  

 

Source : Syndex (data : ACEA) 

The dynamic of new car sales remains largely driven by professional use  

In Poland, commercial use accounts for as much as 70% of new car sales in Poland, way above the 
European average of 57% recorded in 2019 by Data Force, illustrating the low weight of households 
in the dynamics of new PC registrations in the country. This figure also explains the important role 
played by leasing services in the local new car market financing industry. More generally speaking, the 
limited purchasing power of households in CEE is hampering the local growth potential for new car 
sales, while at the time, from a socio-cultural perspective, car ownership remains a strong structuring 
factor of social status for many citizens in CEE countries. As a combined effect of these factors, the 
growth of the vehicle car parcs in both Poland and Romania remains largely driven by imports of used 
vehicles, mainly coming from Germany. 
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Imported-used cars play a structuring role in the expansion of both countries’ vehicle fleets 

The financial constraint weighing on households naturally works in favour of the second-hand vehicle 
market. The significant share of imported-used vehicles into Poland and Romania makes their vehicle 
parcs among the most polluting in Europe. In Poland, the ratio between the number of imported-used 
vehicles and the number of new PC registrations was over 60% in recent years. This ratio exceeded 
70% in Romania, where the abolition of the national vehicle tax (“environmental stamp”) boosted 
imports of used vehicles in 2017 and led to an increase of almost 10% in the local car parc. 

  

Source : Syndex (data : ACEA) 

More importantly, in 2017, only a couple of years after the Diesel scandal broke, Romania imported 
520 thousand second-hand cars, of which 370,000 (or 70%) were old and highly polluting diesels, 
according to ICCT. The same year, Poland imported as much as 859 thousand second-hand cars with 
about 40% of these being as well old and highly polluting diesels.  

70% of second hand cars imported in Romania in 2017 were polluting diesels 

 

40% of second hand cars imported in Poland in 2017 were polluting diesels 

 
Source : ICCT 

This situation perfectly illustrates the way in which part of the car pollution has been exported from 
Western Europe to the CEE region in the context of stricter engine standards in the wake of the 
Volkswagen scandal. It also tends to deepen the already significant inequalities between Western 
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European countries and the CEECs in the race for decarbonization, as we already see the risk of a two-
track Europe in the strategic field of car electrification emerging on the horizon. 

Polish and Romanian vehicle fleets are among the oldest and most polluting in Europe 

In 2020, the average age of PCs in use in Romania reached 16.9 years, one of the highest figures in the 
EU, where the average stood at 11.8 years, with Poland falling between these two figures, with an 
average of 14.3 years. By comparison, the average age of PCs in use in France was 10.3 years and in 
Germany it was 9.8 years. 

  

Source : Syndex (data : ACEA) 

At the end of 2020, vehicles over 10 years old represented 80% of PCs in use in both Poland and 
Romania. Almost one in four PCs in use (or 24%) was a vehicle over 20 years of age in Romania, and 
almost one in two in Poland (or 40%). 

  

Source : Syndex (national statistics) 

In 2020, the share of diesel still represented almost half of the approximately 7 million PCs in use in 
Romania and more than 30% of the 25 million PCs in use in Poland, compared to 43% in the EU. In 
Poland, LPG vehicles still represent 14% of the fleet. In 2020, diesel accounted for 87% of the 850 
thousands LCVs in use in Romania and 87.7% of the 2.8 million LCVs in use in Poland, slightly below 
the EU average of 91.2%, on a segment where electrification is still in its infancy.  
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Source : Syndex (national statistics) 

 

Source : Syndex (data : ACEA) 

C02 emissions from newly registered PCs remain well above the European average in both countries  

Looking at C02 emissions of new PC registered in 2020, while the average for the region EU/UK/EFTA 
(excl. Switzerland) was 107.8g CO2/km, this figure reached 115.4g CO2/km in Romania and as much 
as 125.0g CO2/km in Poland, one of the worst scores in Europe. This number is nothing but a surprise 
considering the strong appetite of the Poles for SUVs which that year still represented nearly 40% of 
new PC registrations in the country. 

 
Source : Syndex (data : ACEA) 

A strong surge in mild hybrid registrations, but BEVs and PHEVs sales volumes are still marginal 

As in most CEECs, electrification started late in Poland and Romania in the absence of proactive 
policies and significant financial resources dedicated to alternative motorizations during the pre-Covid 
period, compared with those implemented in Western and Northern Europe. However, we are now 
seeing a sharp acceleration in sales of hybrid vehicles in these two markets. In Poland, these almost 
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doubled to reach 122 thousand units last year, propelling the country to the rank of 6th market in 
Europe by sales volume. The share of hybrid PC new registrations in Poland jumped from 15% in 2020 
to 27% in 2021. This figure even exceeds the average recorded in 2021 on the EU+UK+EFTA scope, i.e. 
around 20%. In Romania, volumes are much less significant, but sales on this segment have more than 
doubled, reaching 30 thousand units, or one in four vehicles sold (25% of new PC registrations). 

  

Source : Syndex (data : ACEA) 

 

Source : Syndex (data : ACEA) 

Sales of BEVs and PHEVs in the two countries are also growing strongly but, with only a few thousand 
units sold, volumes are still marginal compared with the biggest markets on these two key segments. 
Last year, the combined share of BEVs and PHEVs in new car sales was less than 4% in Poland. In 
Romania, this share more than doubled to approx. 7% (of which 5% BEVs), driven by strong purchasing 
incentive policies. By comparison, the European average was already close to 20% in 2021, due to an 
impressive surge in sales in Germany. In short, Poland and Romania have started to electrify their 
fleets but these two markets are still weakly “plugged-in” for the moment and still lag far behind in 
terms of charging infrastructure.  

New registrations of HEVs, PHEVs and BEVs: biggest markets in 2021 vs Poland and Romania (thousands)  

   

Source : Syndex (data : ACEA) 



June 2022  Philippe Darteyre & Stefan Guga (Syndex) 

17 
 

 

 

Source : Syndex (data : ACEA) 

Share of BEVs and PHEVs in new PC registrations 2020-2021 

 

Source : Syndex (data : ICCT, and ACEA for Romania only) 

In July 2021, The Polish Ministry of Climate and Environment announced a new support program 
intended to reduce air pollutant emissions by decreasing consumption of high-emission fuels in 
transport, primarily by providing subsidies for the purchase or lease of zero-emission vehicles with a 
value of up to 50,000 euro (PLN 225,000). This plan provides subsidies of a maximum value of approx. 
4,200 euro (18,750 PLN) for individuals, and approx. 6,000 euro (27,000 PLN) for companies.  

The Polish Law on Electromobility and Alternative Fuels from 2017 provided exemptions on excise 
taxes for the purchasing of BEVs and PHEVs (≤ 2,000cc.), which have been extended until the end of 
2022. According to this law, the Polish government initially set a target of 1 million electric vehicles on 
Polish roads by 2030. It has since lowered this objective to 600,000 electric and hybrid vehicles in its 
Strategy for Sustainable Transport Development.  

In 2021, the Romanian Ministry of Environment doubled the budget for its Rabla Plus programme (to 
around 82 million euro), which offers subsidies for the purchase of electric and hybrid cars. Under the 
programme, BEVs are subsidised with 10,000 EUR (50,000 RON), PHEVs (≤50g C02/km) with 4,000 EUR 
(20,000 RON) and hybrids with 600 EUR (3,000 RON). A scrappage bonus of 1,300 EUR (6,500 RON) is 
also granted for vehicle older than eight years and electric vehicles are exempt from the registration 
tax. Romania also provides a refund of maximum 2.500 EUR for charging stations (< 22kW) and 30.000 
EUR for fast charging points (> 22kW).  

Poland’s and Romania’s charging infrastructures are among the least developed in Europe 
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According to EAFO, at the end of 2020, Poland had around 1,700 charging points and Romania around 
500, compared to nearly 45,000 in Germany and France, or 66,000 in the Netherlands at that time.  

 

Poland: number of charging points Romania: number of charging points 

  

Source : EAFO 

Looking at the number of charging points per 100 kilometres of road, Poland and Romania have some 
of the worst ratios in Europe, with 0.4 and 0.5 respectively at the end of 2020, compared with 19.4 in 
Germany and 47.5 in the Netherlands, a country eight times smaller than Poland and six times smaller 
than Romania. 

   

Source : ACEA 

Charging points installed per 100 kilometres of road in the EU by the end of 2020 (ACEA) 

Top 5 countries with MOST chargers  
per 100km of road in 2020 

Top 5 countries with LEAST chargers  
per 100km of road in 2020 

Netherlands (47.5) 
Luxembourg (34.5) 

Germany (19.4) 
Portugal (14.9) 

Austria (6.1) 

Lithuania (0.2) 
Greece (0.2) 
Poland (0.4) 
Latvia (0.5) 

Romania (0.5) 
Source : ACEA 

At the end of 2021, the number of publicly accessible EV charging points in Europe increased by 46% 
to about 360,000 units, according to the ICCT. The current average ratio of 22 kW-equivalent publicly 
accessible charging points installed per 1,000 passenger cars on the road was estimated to be 1.9 in 
Europe at the end of 2021. This ratio still varies widely between countries, with Romania and Poland 
showing some of the lowest figures among European countries with respectively 0.3 and 0.4. In 
comparison, the leading markets at the end of 2021 were Norway (20), Netherlands (8.3) and Iceland 
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(7.6), which once again illustrates the huge gap between Western Europe and CEECs in the race for 
electrification. 

 

2 kW-equivalent publicly accessible charging points installed per 1,000 PCs on the road in EU+EFTA countries by the end of 2021 (ICCT). 

 

Source : ICCT 
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3. Electrification prospects 
and implications for 
employment 

The most recent forecast available at the 
time of writing (January 2022) suggest a 
significant delay of the EV transition for 
the automotive industries in Poland and 
Romania in comparison to Europe as a 
whole (figures 3.1-3.3). Such an 
assessment is far from surprising given 
the relatively limited market potential for 
still expensive EVs and the specialisation 
of Poland and Romania in smaller and 
cheaper vehicles, which are not a priority 
for electrification. The share of full hybrid 
and pure electric light vehicles in total 
production volumes is forecasted to 
remain below 50% by 2028 in both Poland 
and Romania, versus almost 70% in 
Europe. According to this forecast, 
Romania would produce mostly full 
hybrid vehicles (16% BEV share) and 
Poland full electric ones (24% BEV share). 
Both countries already produce mild 
hybrid vehicles, which are expected to 
become the main powertrain option in 
the second half of this decade. By 2028, 
ICE-powered light vehicles would 
comprise just 11.5% of production in Romania and 7.3% in Poland, versus less than 3.6% in Europe 
overall.  

        Source: IHS Markit (January 2022) 

In Romania, Ford has announced it will produce a light commercial vehicle with a pure electric 
powertrain option starting from 2024, though this is expected to have only limited volumes in the first 
years. In the longer run, Ford has announced its intention to produce only pure electric vehicles in 
Europe starting with 2030. These plans of course include the Craiova plant and we can assume the 
next Puma coming in the second half of the decade will have an electric option from the start. For 
Dacia, the management has been explicit about its intentions to delay electrification as much as 
possible, since the still high cost of EV technology poses significant challenges for Dacia’s low-cost 
business model. However, in February 2022, Renault announced it would launch a pure electric Dacia 
vehicle in 2024; it remains to be seen whether it will be produced in Romania or elsewhere. For now, 
the brand’s only battery electric vehicle, the Spring, is imported from China. In the absence of high 
volumes, a scenario in which a Dacia pure electric vehicle is produced elsewhere in Europe is very 
much a possibility. 
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In Poland, starting with 2022, Stellantis will produce small electric SUVs and mild hybrids (Fiat, Jeep, 
Alfa Romeo) in Tychy (300 thousand 
units expected at full capacity). The 
three vehicles, all based on the CMP 
platform, will be equipped with PSA 
engines and transmissions. The 
Stellantis plant in Gliwice has been 
converted to LCV production and it 
will produce ICE and electric versions 
of the Peugeot Boxer, Citroën Jumper, 
Opel Movano and Fiat Ducato (100 
thousand units expected at full 
capacity). Volkswagen is already 
offering electric versions of its Caddy, 
Transporter and Crafter models 
produced in Poland. The rising share 
of LCVs in Poland’s light vehicle 
assembly can explain the limited 
share of pure electric vehicles in IHS 
forecast since the pace of 
electrification for LCVs has been so far 
significantly slower compared to 
passenger cars   
      Source: IHS Markit (January 2022) 
 
Regardless of the pace of electrification, vehicle assembly plants in Poland and Romania should not 
be affected in the long-term. Indeed, the IHS forecasts show no major decline of volumes, which 
means assembly employment should remain stable or even increase in Poland. The same cannot be 
said for powertrain plants. In Poland, the latest forecast available (January 2022) indicate that engine 
production will peak in 2024, with volumes growing at the Daimler Jawor, Stellantis Tychy and Toyota 
Jelcz-Laskowice plants (figure 3.4). Starting with 2025, Polish engine production volumes are expected 
to decline gradually, dropping back to 2020-2021 levels by the end of the decade. The decline is 
expected to be more dramatic in Romania, with both of the country’s captive engine plants producing 
in significantly lower volume by the end of the decade, with a strong decline after the 2024 peak 
(figure 3.5).  
 
Behind these forecasts lie several factors. First, the sourcing of EV powertrains from OEMs core 
countries: Germany for VW and Ford, France and Italy for Stellantis. Second, captive engine plants 
(VW Pokowice, Ford Craiova, Dacia Mioveni) are forecasted to convert from ICE to mostly mild hybrid 
engine production at lower volumes (figures 3.6 and 3.7), with OEMs sourcing most of their full hybrid 
powertrains from other sites. Third, export opportunities would dwindle as pure electric vehicles gain 
market share in Europe and Polish and Romanian engine plants do not make the transition to pure 
electric powertrain production. 
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The situation is yet more complicated 
for transmission plants. 
Predominantly, pure electric vehicles 
have transmissions integrated into 
their electric drive units, which means 
that plants specialising in 
transmission manufacturing face a 
highly uncertain future. Indeed, 
forecasts from February 2022 show a 
significant decline in transmission 
production volumes during the 
second half of this decade, with the 
two Romanian plants especially 
affected by the shift to electrified 
powertrains. The Polish Toyota plant 
in Walbrzych is more protected due 
to the company’s early transition and 
continued commitment to hybrid 
powertrains. In Romania, Dacia 
transmissions volumes are expected 
to decline with the shift to full-
hybrids, which is not surprising if local 
engine manufacturing does not 
transition to full hybrids. For 
Daimler’s transmission production in 
Romania, the prospects are even 
worse, since the group will likely 
make the full EV transition faster than 
OEMs playing in lower price segments 
and its operations in Romania are 
geographically isolated from the 
group’s vehicle assembly plants. Due 
to this latter factor, a transition to e-
drive manufacturing is difficult to 
envisage, since it is unlikely that bulky and heavy e-drives would be shipped in large volumes over long 
distances. Conversion to smaller parts for EV powertrains might still be an option, but this would in 
any case be a downgrade for Romania in terms of complexity and value added.  

Undeniably, Poland remains a step ahead of Romania when it comes to electromobility supply chain 
development. First, it should be remembered that over the years Poland has developed an important 
industrial base in the field of bus manufacturing, with the presence of OEMs like Man, Scania, Volvo, 
Autosan, Solaris and Ursus. In recent years, local OEMs such as Solaris and Ursus have been strongly 
encouraged to electrify their product portfolio, and thus to consolidate their local suppliers. This has 
stimulated the formation of e-clusters in a context of strong demand for electric buses driven by the 
necessary modernization and decarbonization of public transport fleets.  
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In addition, LG Chem’s investment in a Gigafactory near Wroclaw, the biggest in Europe by capacity 
so far (18GWh currently), has made Poland one of the leaders of power storage manufacturing in 
Europe. Ultimately, the total plant capacity is expected to reach 70 GWh, which would enable LG to 
supply the equivalent of approx. 1.4 million battery packs for BEVs (based on a 50 KWh battery pack) 
and provide about 6,000 jobs. This investment as well as those from SK Innovation (1,000 jobs 
ultimately) or Umicore (400 jobs) in cathode material manufacturing and recycling capacities are 
creating a favourable environment for a further development of an EV supply chain in Poland, a 
country which has also joined the European Battery Alliance in 2019 soon after its creation. By 
contrast, Romania hasn’t recorded any significant investment in battery cell manufacturing on its 
territory to date. For example, the future BEV versions of Ford’s models assembled in Craiova will 
apparently source their battery cells from Hungary, who benefits from the presence of Korean cell 
manufacturers Samsung SDI (3 GWh) and SK Innovation (7.5 GWH in 2022), as well as the presence of 
major German OEM assembly lines.  

As opposed to Poland or Hungary, Romanian public authorities have so far shown limited interest in 
developing local large-scale battery manufacturing operations. Even the National Recovery and 
Resilience Plan is vague on this subject, aiming to foster the growth of local battery manufacturers, 
but without any clear targets or assessments of viability. At present, the only battery specialist in 
Romania is Rombat, who has historically produced 12V vehicle batteries and who is now trying to 
develop its capabilities of manufacturing battery cells in collaboration with a local start-up. Rombat is, 
however, a relatively small company with limited financial capabilities and it cannot make the sort of 
investments already visible in Poland. To be sure, a significant increase of pure electric vehicle volumes 
at both Mioveni and Craiova is difficult to imagine in the absence of local battery production 
capacities, but this is unlikely to happen before the end of this decade. 

For Poland, the emergence of a battery supply chain can therefore be seen as a competitive advantage 
in the future race for electrification. However, IHS forecasts suggest that Poland should remain a 
production centre mainly positioned on hybrid ICE technologies for the next decade. In addition, the 
main investments in future battery capacity are now concentrated in Germany that seeks to keep 
competences in the country. No less than ten giga factories have been announced in Germany 
(between 250 and 350GWh by 2030) to cover the future needs of the largest BEV market in Europe. 
But above all, Poland’s high dependence on coal (70%) significantly complicates the environmental 
equation. As a result, a scenario of a slow transition in Poland’s energy mix could hamper future 
investments and the development of the supply chain. The government and miners' unions have 
reached a deal to close the last coal mine by 2049 at the latest, a year ahead of the EU's deadline for 
achieving carbon neutrality. Some players in the sector in Poland, such as Volkswagen, Daimler or 
Umicore have already taken several initiatives to supply their Polish factories solely with renewable 
energies, but the local capacities are still marginal in this field. Finally, from an EV market perspective, 
a status quo in Poland’s energy mix would involve a growing number of vehicles on the roads with a 
highly questionable carbon footprint. 

Vehicle & engine assembly plants in Poland (left picture), EV-oriented production sites (right picture) 
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Source: PAIH 

Investments projects in Li-ion production capacities in Europe (GWh)  

 

Source: Syndex 

EV, ADAS and energy storage-related developments in Poland  

Company  Development  Job creation  

Daimler/Mercedes  Battery manufacturing and packing factory on its new engine production center 
in Jawor (4-cylinder engines for ICE and hybrid vehicles). The site is set to supply 
all Mercedes-Benz sites in Europe, and to be powered by renewable energy.  

Ultimately 300 jobs for 
the battery operations 
(1,000 in total) 

LG Battery plant in Biskupice with a current capacity of 18GWh, and 70GWh 
ultimately.  

Ultimately 6,000 jobs 

SK Innovation Li-Ion separator factory in Dabrowa Gornicza, which is expected to start 
production by 2023.  

400 jobs 
Ultimately 1,000 jobs 

SK Nexilis Project of copper foil factory for Li-ion batteries in Stalowa Wola.  

SungEel HiTech EV battery recycling facility near Wroclaw.   

Enchem  Lithium salt preparation facility for EV Li-ion batteries near Wroclaw.   

Capchem Electrolyte production facility in Srem with start of production expected this 
year. 

 

Umicore Cathode material production plant in Nysa, which is set to be powered by Engie 
wind farm. Umicore has also projects in the field of battery recycling.  

Ultimately 400 jobs 

Elemental Strategic 
Metals 

Li-ion battery recycling facility in Zawiercie, expected to be operational by 2023.  100 jobs 

Valeo e-automotive  Manufacturing of e-motors for electric vehicles in Czechowice-Dziedzice.   
ElectroMobility Poland  
consortium 

First made in Poland- BEV (Izera brand) to start production in Jaworzno in 2024, 
with a target of 150 thous. BEVs per year.  

3,000 direct jobs 
(12,000 at suppliers) 

Aptiv  R&D center for ADAS technologies in Krakow  2,000 engineers  

Northvolt  Stationary energy storage plant in Gdansk  500 jobs 

Source: Syndex 

Projects of common interest approved so far by the EC  
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in the field of battery value chain (European Battery Alliance projects)  

 

Source: European Commission 

As discussed in the first section, the share of automotive employment in total manufacturing 
employment in Poland and Romania is among the highest in the EU. In absolute terms, before the 
pandemic the automotive industry directly hired 224 thousand people in Poland and 180 thousand in 
Romania (figures 3.9 and 3.10). Existing assessments of the employment impact of electrification vary 
widely. For instance, a recent PwC study2 for CLEPA highlights the potential job impact of an EV-only 
scenario. In this scenario, based on the current European Commission's FitFor55 proposals for tailpipe 
CO2 reduction, PwC anticipates a 43% net decrease in ICE-related jobs (-203k) between 2020 and 2040 
within the EU27+EFTA+UK scope. In Romania, ICE-vehicle employment would increase by 57% (+32k) 
between 2020 and 2030 (due to hybrid transition), then fall sharply with a net loss of 49% of the 
workforce (-28k) in 2040 compared with 2020. For Poland, after a 47% increase in ICE-related 
workforce (+26k) between 2020 and 2030, this would drop significantly, resulting in a net loss of 20% 
in 2040 compared with 2020 (-11k).  

By contrast, in a recent study3 on the employment impacts of electrification in Poland, BCG 
anticipates, in a pessimistic scenario in which it does not assume further actions for the local 
development of the electromobility sector, a 4% drop in automotive workforce (-17k) between 2020 
and 2030, including core automotive and adjacent industries. In this scenario, the OEMs and suppliers 
would suffer relatively important job losses, aggregating to a decrease of 6% (-26k), of which a 14% 
decline for the ICE-focused suppliers alone (-4k) in a general context of depressed volumes, strong 
automation and job offshoring pressure. More generally speaking, for the BCG, the local industry will 

 
2 PWC, CLEPA, Electric Vehicle Transition Impact Assessment Report 2020-2040, available here: 
https://clepa.eu/wp-content/uploads/2021/12/Electric-Vehicle-Transition-Impact-Report-2020-2040.pdf.  
3 How will e-mobility change the Polish labour market? (Boston Consulting Group) 

https://clepa.eu/wp-content/uploads/2021/12/Electric-Vehicle-Transition-Impact-Report-2020-2040.pdf
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experience a deep qualitative change, rather than a substantial quantitative change, with potentially 
significant challenges related to job transition towards adjacent industries (relocation, requalification, 
retraining, etc.).  

Source: Eurostat 

Electrification should not have a negative impact on employment in vehicle assembly plants. Indeed, 
since vehicle production volumes are forecasted to increase in both countries, we can expect 
employment to increase, perhaps less visibly in plants that today have a relatively low level of 
automation, such as Dacia. If current forecasts prove realistic, however, the impact of electrification 
should be strongly negative for employment in powertrain plants in both countries. In Romania, 
Daimler’s two transmission plants employ around 3000 people, Ford has approximately 1000 people 
working in engine assembly in Craiova, while 4000 people work in Dacia’s powertrain plant. Overall, 
around 8000 jobs (or 4.4% of total automotive employment) are directly at risk in a full electrification 
scenario and if no pure electric powertrain capacities are developed in Romania. Such a scenario is 
however highly unlikely, since both Ford and Dacia should in any case maintain some powertrain 
employment (in battery pack assembly, for example). Strictly based on volume forecasts, employment 
in engine manufacturing could decline by as much as 70% by 2028. The impact on transmission 
manufacturing employment could be even more severe (minus 75% by 2028), with comparatively 
worse prospects in the longer term. The potential loss of these jobs would have significant negative 
implications beyond these numbers, since these are highly complex activities in comparison to the 
rest of the Romanian automotive industry. 

Beyond engine and transmission plants, the impact of electrification for suppliers present in Romania 
is difficult to assess with precision. Looking at Romania’s automotive export profile, apart from 
gearboxes, the components directly tied to ICE powertrains (ICE pumps, exhaust components, 
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radiators, filters, ignition parts) have a low share in total exports. Wiring and cable harness 
manufacturing is the most significant export product as is also by far the most important sector in 
terms of employment, having tens of thousands of employees in large plants across Western and 
Central Romania. Even if much of the wiring produced today is for ICE powertrains, electric vehicles 
will require more wiring, and certainly not less, which means there is no automatic risk for these jobs 
in Romania. Some job losses might happen if companies decide the product changes bring 
opportunities to relocate production in countries with even lower labour costs, such as Moldova or 
Serbia, where the automotive wiring industry has been growing in recent years.  

The impact of powertrain electrification on direct automotive employment in Romania should be 
limited from a quantitative point of view, although some job losses are unavoidable in the light of 
forecasts showing no substantial investments in electric vehicle powertrain manufacturing capacities. 
The immediate and direct impact would primarily concern engine and gearbox plants. Indirectly,  

Source: National Institute of Statistics 

electrification could offer companies an opportunity to reshuffle their investments geographically and 
some sites in Romania could suffer due to product reallocation.  

The impact on the ground could nonetheless be severely felt, given the high geographic concentration 
of automotive employment. In the Argeș county, for example, almost 28 thousand people (18% of the 
total employees — see map) work in the automotive industry, around half of them being directly 
employed by Dacia. The two Daimler gearbox plants are in the Alba county, which has a relatively low 
share of automotive employment (4.3%). Other counties in the Center and Western regions of the 
country are much more heavily dependent on automotive employment and, even if there is no clearly 
visible risk for most of them at this time, the lack of a clear approach to the challenge of electrification 
on the part of both regional and central authorities raises some concern. In contrast to OEMs, most 
suppliers have limited sunk investments and have so far focused on pure assembly operations based 
on labour cost advantages. Moreover, many of the initial investments were generously subsidized via 
state aid, with the government pursuing purely quantitative employment targets. These companies 
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thus have limited incentives to pursue potentially costly large-scale transformations, while the 
government would have to consider qualitative industrial transformation goals and likely make 
significantly larger funds available. For the moment, such possibilities are entirely theoretical. 

For Poland, a full electric scenario after 2030 would also put at risk thousands of jobs for the 
powertrain plants currently in operation. Toyota's engine plants in Jelcz-Jaskowice and Walbrzych 
together employ about 3,400 people (including the gearbox manufacturing activity), Stellantis about 
1,200 people in Bielsko Biala, Daimler approx. 700 people in Jawor (excluding the battery assembly 
activity), and Volkswagen 1,200 people in Polkowice. This means around 6,500 jobs at risk just for 
these engine plants, the equivalent of about 3% of total automotive employment, in case pure electric 
powertrain capacities fail to consolidate. For example, for Polkowice the question of a potential site 
reconversion over the medium term must be taken very seriously due to its exposure to diesel. On the 
one hand, its geographical proximity to the electrical cluster in the Wroclaw region provides some 
potential opportunities but, on the other hand, the complete reshuffling of Volkswagen's investments 
and the competition with other sites (like Gyor) make its future still uncertain. In any case, an electrical 
conversion of the site should not be able to mitigate the decline in the direct production workforce.  

When it comes to suppliers, the picture is still unclear as many of them show diversified activities not 
necessarily fully exposed to ICE powertrain components, often with several plants in the country, like 
for instance Valeo (exposed with the alternator activity, but positioned on e-motors at the same time). 
However, from an export profile perspective, we can observe how ICE components are significant to 
the supply chain with no less than an 8% share in total exports. This includes exhaust parts, fuel and 
air filters, radiators, ignition parts, starters, generators, gearboxes, ICE pumps and clutches, worth a 
total of 2.2 billion euros of exports in 2020 (2.7 billion euros in 2019). Including ICE engines, this share 
rises to 15%, illustrating the importance of ICE activities for the local automotive industry.  
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Source: National Institute of Statistics 

From a geographical point of view, the employment impacts should mainly concern the south-west 
part of Poland with automotive jobs mainly concentrated in two main regions. First, Lower Silesia 
where Toyota, Volkswagen and Daimler have their engine factories; it is also in this region that an 
electric hub is emerging around the LG Gigafactory near Wroclaw. The other region potentially 
impacted is Silesia with the presence of Stellantis and a high concentration of automotive suppliers 
such as Valeo, ZF or Nexteer Automotive. It is also in this Katowice region that SK Innovation has 
chosen to set up its separator factory in Dabrowa Gornicza, and where Electromobility Poland is 
expected to start the production of the first made in Poland-BEV. 

 

Conclusion 

The automotive industrial profiles of Poland and Romania are in many ways typical for Central and 
Eastern Europe: high dependency due to foreign ownership, very strong growth over the past decades 
resulting in increasing economic and social importance at the national level, and export specialization 
driven by labour cost advantages versus Western Europe. The automotive industry of the two 
countries are nonetheless very different from that of Czechia, Hungary or Slovakia, the main difference 
being that vehicle manufacturing is dwarfed by automotive suppliers exporting primarily to Germany. 
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Within this landscape, Poland is highly specialized in ICE powertrain technology, while Romania has 
become Europe’s number one manufacturer of automotive wiring and cable harnesses. 

Marketwise, the overall landscape in both countries is likewise typical of CEE: low sales volume for 
new vehicles due to low disposable incomes, very high share of used vehicles imported from Western 
Europe, and aging and relatively more polluting vehicle parcs. Importantly, both Poland and Romania 
have become the major destinations for diesel vehicles offloaded by Western Europeans in the wake 
of the diesel powertrain scandals. At the same time, sales of electric vehicles remain subdued due to 
low incomes and despite substantial government incentives. The prospects of this situation being 
reversed are far from positive and the task has so far proven too much for both governments. The 
very weak development of charging infrastructures compared to other EU countries is a good example 
of these difficulties. 

Given these industrial and market features, it is difficult to imagine a scenario in which powertrain 
electrification (in terms of both manufacturing and sales) would not be delayed in both Poland and 
Romania. If for vehicle manufacturing per se we are likely talking about a delay of a few years but 
overall the same trajectory as in Western Europe, there is much more uncertainty regarding the large 
supplier industry in both countries. In Poland, combustion engine manufacturing is currently highly 
developed and is one of the country’s major export industries, while in Romania the manufacturing of 
ICE transmissions and components has soared over the past decade. In Romania, there is little 
indication of  any investments replacing these activities that are bound to disappear as electrification 
progresses. The picture in Poland is more positive, as the country already has important investments 
in battery manufacturing capabilities.  

Estimates on the employment impact of electrification of the Polish and Romanian automotive 
industries range from the insignificant to the dramatic. According to our own assessment, the direct 
employment impact of the loss of engine and transmission manufacturing would be of less than 5% of 
total automotive employment. In the context of low-cost industrial specialization, the loss of these 
jobs would be much more dramatic, since these are highly-skilled and high-value-added jobs that both 
countries are in much need of. The geographical concentration of these jobs also raises important 
questions concerning the full social and economic impact of job losses in ICE technology 
manufacturing. So far, these questions have not sparked major public debates nor stimulate adequate 
policy responses. 


