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1. Introduction 
This chapter aims to analyze the progress in the transition to the production of electric vehicles (EVs) 
- battery electric vehicles (BEVs) and plug-in-hybrids electric vehicles (PHEVs) in the automotive 
industry of Czechia and Slovakia. The chapter considers this transition in the context of the position 
of Czechia and Slovakia in the integrated periphery of the European automotive industry. It argues 
that the transition will be slower in Czechia and Slovakia than in Western Europe and both Czechia 
and Slovakia will continue to produce vehicles with internal combustion engines (ICEs) longer than 
vehicle assembly factories in Western Europe. The chapter draws on governmental documents, 
annual reports of carmakers, and the information collected from various local and international 
media to map the contemporary state of the automotive industries in Czechia and Slovakia, 
including its likely development in the foreseeable future. It also draws on the previous empirical 
research conducted by the author in both countries, which included firm-level interviews and the 
surveys of automotive industry firms in both Czechia and Slovakia prior to the onset of the transition 
to the production of EVs. 
 The chapter starts with an overview of the current state of the automotive industry in both 
Czechia and Slovakia, its structure, employment, and position in the European automotive industry. 
In the third section, the transition to the production of EVs in the integrated periphery of the 
European automotive industry is discussed with a specific reference to the automotive industries in 
Czechia and Slovakia. Fourth and fifth sections of the chapter analyze the transition to the 
production of EVs in Czechia and Slovakia by focusing on assembly firms (Škoda, Hyundai and Toyota 
in Czechia and VW, Stellantis, Kia and Jaguar Land Rover in Slovakia), efforts to attract a battery 
gigafactory, government policies to electromobility, and job effects of the transition to EVs. Finally, 
the main points of the chapter are summarized in the conclusion. 
 
2. The current state of the automotive industry in Czechia 
2.1. The position of Czechia in the European automotive industry 
Based on the volume of production of vehicles and components, the number of employed workers 
and other indicators, the automotive industry of Czechia ranks among the largest in East-Central 
Europe (ECE) and the European Union (EU). In 2020, Czechia’s vehicle production of 1.16m vehicles 
was the fourth largest in the EU (after Germany, Spain, and France) and the sixth largest in Europe 
(including Turkey) (Table 1). This strong absolute position of Czechia in the European automotive 
industry based on the volume of production has gradually grown since the early 1990s and has been 
based on large inflows of foreign direct investment (FDI) in the automotive industry (e.g. Pavlínek, 
2017a; 2008; 2015a) (Figure 1). FDI was attracted by the combination of low labor costs compared to 
western Europe, large investment incentives, low corporate taxes, the geographic proximity to 
western European markets, and the EU membership. The interviews with 69 foreign-owned 
automotive firms in Czechia revealed the importance of low production costs that were listed as a 
reason behind the investment by 67% of the interviewed firms, followed by follow sourcing (33%), 
which is also a cost-cutting strategy, and acquisitions (27%). Low labor costs were listed by 84% of 
foreign firms as the leading competitive advantage of Czechia in the automotive industry (Pavlínek, 
2020). Changes in the total FDI stock in the automotive industry of Czechia, which peaked in 2012 
(Figure 1), reflect the changes in annual FDI inflows. Between 2012 and 2019, annual FDI inflows in 
the automotive industry of Czechia were decreasing except for 2018. The sharp increase in 2018 was 
caused by an increase in the inflow of other capital, which “covers inter-company debt between 
direct investors and direct investment enterprises. It includes short-term loans such as trade credits” 
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(Eurostat, 2007: 145). Annual FDI inflows in equity capital did not exceed €200 million annually and 
amounted to €761 million between 2012 and 2019. Reinvestments were the most important source 
of annual FDI inflows during this period, totaling €3.7 billion, but they also decreased considerably in 
2018 and 2019 (Figure 2) (CNB, 2022).   
 
Table 1: Vehicle production in Europe by country in 2019 and 2020. 

 2020 2019 
Germany (cars and LCVs only)  3,742,454 4,947,316 
Spain 2,268,185 2,822,632 
Russia 1,435,335 1,720,116 
France (cars and LCVs only) 1,316,371 2,175,350 
Turkey 1,297,878 1,461,244 
Czechia 1,159,151 1,433,961 
Britain 987,044 1,381,405 
Slovakia  985,000 1,107,902 
Italy 777,165 915,291 
Poland 451,382 649,864 
Romania 438,107 490,412 
Hungary 406,497 498,158 
Belgium 267,460 285,797 
Portugal 264,236 345,688 
Sweden  249,000 279,000 
Slovenia 141,714 199,114 
Netherlands (cars only) 127,058 176,113 
Austria 104,544 179,400 
Finland (cars only) 86,270 114,785 
Belarus 31,273 30,494 
Ukraine 4,952 7,266 

Source: OICA (2021). 
 
2.2. Specialization 
The automotive industry in Czechia is highly specialized in the export-oriented production of 
passenger cars (henceforth cars) and car components. In 2020, Czechia was the 11th largest exporter 
of cars by value ($20.8bn) in the world (WTEx, 2021). In 2019, Czechia was the 12th largest exporter 
of cars ($22.5bn), the seventh largest exporter of vehicle parts and components ($15.1bn) and it is 
also an important exporter of rubber tires ($2.1bn) (OEC, 2021). The structure of production 
changed since the early 1990s. The share of cars of the total assembled vehicles has increased as the 
output of car factories grew due to the establishment of foreign-owned car assembly factories in 
Czechia. At the same time, the production of heavy trucks plummeted as the assembly of heavy 
trucks was not targeted by FDI. The output of buses slightly increased because the largest pre-1990 
domestic bus maker Karosa was taken over by foreign capital in the early 1990s and a new domestic 
assembly firm (SOR) has developed since the 1990s (Table 2, Figure 3) (Pavlínek, 2000). Since 2009, 
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cars accounted for 99.6% (99.5% in 2020), buses for 0.3-0.4% and heavy trucks for 0.1% of total 
vehicles produced in Czechia (Table 2).  
 
Table 2: The distribution of vehicle production by vehicle category in Czechia, 1989-2020 (in 
percentage) 

  Per cent of total output 

 Cars Trucks Buses Total 
1989 77.3 21.3 1.3 100 
1995 96.5 3.1 0.4 100 
2000 99.0 0.7 0.3 100 
2005 99.3 0.3 0.4 100 
2010 99.6 0.1 0.3 100 
2015 99.6 0.1 0.3 100 
2020 99.5 0.1 0.4 100 

Source: Based on annual data in AIA (2022). 
 
Most vehicles assembled in Czechia are exported. In 2019, 92.5% of produced vehicles were 
exported, including 92.5% of cars and 95.4% of buses (AIA, 2022), suggesting a very high dependence 
of the automotive industry in Czechia on external markets, which is one of the basic features of 
integrated peripheries of the contemporary automotive industry (Pavlínek, 2018; 2020). 
 The automotive industry of Czechia is dominated by foreign capital. In 2018, the index of 
foreign control stood at 93.0 (100 meaning the total dependence on foreign capital) and was the 
fourth highest in Europe after Slovakia, Hungary, and Romania (Table 3). Foreign firms accounted for 
95.6% of turnover and 95.7% of production value of the automotive industry in Czechia in 2018 
(Eurostat, 2021b).  
 
Table 3: The index of foreign control in the European automotive industry, 2018. 

Slovakia 98.1 
Hungary 95.6 
Romania 93.1 
Czechia 93.0 
Bulgaria 89.8 
Poland 88.4 
Spain 84.3 
Britain 83.6 
Lithuania 82.6 
Portugal 81.3 
Slovenia 80.7 
Bosnia and Herzegovina 78.7 
Austria 78.1 
Belgium 75.1 
Ireland 65.2 
Sweden 63.8 
Estonia 60.9 
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Netherlands 59.0 
Croatia 54.2 
Denmark 38.6 
Norway 30.9 
Finland 24.8 
France 24.0 
Italy 21.1 
Germany 15.0 

Note: The average value of the share of foreign controlled enterprises of five indicators in the 
manufacture of motor vehicles, trailers, and semi-trailers (NACE_R2): production value, value added 
at factor cost, gross investment in tangible goods, number of persons employed, and turnover or 
gross premiums written. 
Source: Calculated by author from data available in Eurostat (2021b). 
 
The automotive industry of Czechia is dominated by three foreign assembly firms producing 
passenger cars: Škoda Auto, which is owned by German Volkswagen, Japanese Toyota, and South 
Korean Hyundai. Until 2020, the Toyota factory was the joint venture (JV) between Toyota and 
French Peugeot called TPCA (Toyota Peugeot Citroën Automotive). Škoda Auto has two assembly 
factories in Czechia at Mladá Boleslav in Central Bohemia and Kvasiny in Eastern Bohemia. It also 
operates a factory at Vrchlabí in Eastern Bohemia, which assembles automatic gear boxes. Toyota 
has an assembly factory at Kolín in Central Bohemia, while Hyundai’s assembly factory is located at 
Nošovice in the northeastern part of Czechia (the region of Moravia-Silesia) (Figure 4). In 2019, 
Škoda Auto assembled 907,942 cars in Czechia (749,579 in 2020), Hyundai assembled 309,500 
vehicles (238,750 in 2020), and Toyota assembled 210,121 (164,572 in 2020) (AIA, 2022).  
 Toyota and Hyundai specialize in the export-oriented assembly of small and compact 
models. Toyota produces the Aygo, which is its smallest and cheapest entry model in Europe. It also 
started to assemble the Yaris in November 2021. Toyota will continue to produce the A-segment 
model based on the GA-B platform at Kolín in the future along with the Yaris, which is based on the 
same platform. Hyundai produces the Tucson, a compact crossover SUV (C), which accounts for two-
thirds of the factory output at Nošovice. The Hyundai i30 and the Kona Electric, which has been 
assembled since 2020, account for the remaining one-third of the total factory output. Hyundai also 
makes manual transmissions at its Nošovice factory complex in Czechia.  

Škoda Auto has a more diverse portfolio of models it makes in Czechia compared to Toyota 
and Hyundai because it is one of the mass-market brands within the VW Group. In addition to small 
models, such as the Fabia and Rapid, it also produces mid-sized models such as the smaller Octavia, 
larger Superb, and three SUVs, the Kamiq (a subcompact crossover SUV), the Karoq (a compact 
crossover SUV), and the Kodiaq (a mid-size crossover SUV). Since 2020, Škoda Auto assembles the 
fully electric car the Enyaq in Czechia. 
 The production of buses is represented by two bus makers in Czechia. This first is the Italian-
owned Iveco Bus with the assembly factory at Vysoké Mýto in Eastern Bohemia (4,518 buses 
assembled in 2020, 4,609 in 2019, of which 88% were exported in 2020 and 91% in 2019) (AIA, 
2022). The second is the domestic-owned SOR, which is also located in Eastern Bohemia in the town 
of Libchavy (25 km east of Vysoké Mýto). SOR specializes on the production of city buses for the 
domestic market (526 in 2020, 573 in 2019, of which 15% were exported in 2020, 25% in 2019) (AIA, 
2022). SOR also produces electric buses and trolleybuses. Tatra is the last surviving heavy truck 
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maker in Czechia, which is located in the town of Kopřivnice and is specialized in the production of 
special-purpose trucks (1,180 units made in 2020 and 1,181 in 2019, of which 55% were exported in 
2020) (Figure 4) (AIA, 2022).  
 
2.3. Employment 
The employment in the automotive industry of Czechia increased steadily since the mid- 1990s 
because of large inflows of FDI that led to the rapidly expanding production of cars and buses (Figure 
5). Between 1994 and 2019 the average number of employees in the narrowly defined automotive 
industry (NACE 34 1994-2007, NACE 29 2008-2019)1 almost tripled from 61 thousand in 1994 to 179 
thousand in 2019.2 However, there were important differences between different segments within 
the automotive industry. The growth in the employment in the automotive industry was driven by 
the manufacture of parts and accessories for motor vehicles and their engines (NACE 29.3), which 
increased the number of workers by more than five and half times between 1994 and 2019 and 
added more than 100 thousand jobs (23 thousand in 1994, 131 thousand in 2019) (Figure 5). At the 
same time, the assembly of motor vehicles and engines (NACE 29.1) added 10 thousand jobs and the 
manufacture of bodies for motor vehicles; manufacture of trailers and semi-trailers (NACE 29.2) lost 
362 jobs. The manufacturing industry as a whole lost 431 thousand jobs during the same period 
between 1994 and 2019 (MIT, various years). As a result, the share of jobs in NACE 29.3 of the total 
automotive industry (NACE 29) increased from 38% in 1994 to 73% in 2019, while the share of NACE 
29.1 decreased from 57% to 25%. The share of NACE 29.2 dropped from 5.8% to 1.8% (Figure 6). In 
addition to 179 thousand direct jobs in the narrowly defined automotive industry there are 
approximately 500,000 indirect jobs related to the automotive industry in Czechia (Deloitte, 2021). 
 Automotive firms have faced serious labor shortages in Czechia. Since 2017, the 
unemployment rate has been below 3% (2.9% in 2017, 2.2% in 2018, 2.0% in 2019, 2.6% in 2020, 
2.7% in the third quarter of 2021). Central Bohemia, which hosts the main production complex of 
Škoda Auto in Mladá Boleslav, the Toyota factory in Kolín, and many component suppliers recorded 
a consistently lower unemployment rate than the national average (2.1% in 2017, 2.0% in 2018, 
1.3% in 2019, 1.9% in 2020, and 2.1% in the third quarter of 2021). Similarly, the region of Hradec 
Králové, which hosts the second Škoda assembly complex at Kvasiny and the Škoda factory at 
Vrchlabí recorded a below average unemployment rate (2.2% in 2017, 2.3% in 2018, 1.6% in 2019, 
2.6% in 2020, and 2.1% in the third quarter of 2021). The Moravia-Silesia region, which hosts the 
Hyundai assembly complex had the unemployment rate slightly higher than the national average but 
it was still very low for automotive firms to find the needed workers (4.7% in 2017, 3.7% in 2018, 
3.7% in 2019, 3.6% in 2020, and 4.9% in the third quarter of 2021) (CSO, 2022). Labor surplus in the 
Moravia-Silesia region, which was indicated by a high unemployment rate (14.7% in 2003, 14.5% in 

 
1 NACE 34, used until 2008, refers to the NACE Rev. 1.1 classification of the automotive industry and NACE 29, 
introduced in January 2009, refers to its NACE Rev. 2 classification. These two classifications are not fully 
compatible because compared to NACE 34, NACE 29 includes the manufacture of electrical ignition or starting 
equipment for internal combustion engines, electrical sound signaling burglar alarms for motor vehicles, and 
the manufacture of car seats. Compared to NACE 34, NACE 29 excludes the manufacture of pistons, piston 
rings, carburetors and such for all internal combustion engines, diesel engines etc.; manufacture of inlet and 
exhaust valves of internal combustion engines, and the repair and maintenance of containers (Eurostat, 2020). 
2 The actual direct employment in the automotive industry is larger as the broadly defined automotive industry 
also includes firms from other industrial sectors that are involved in the automotive value chain but are not 
included in NACE 29, such as suppliers from the plastic industry, rubber industry, electrical equipment, and 
iron and steel industry. 
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2004, 13.9% in 2005) was an important factor in Hyundai’s decision to locate its assembly factory in 
the Moravia-Silesia region (Pavlínek, 2008; CSO, 2022). Labor shortages have forced automotive 
firms to increasingly rely on foreign workers and agency employment. These shortages also limit the 
future growth potential of the automotive industry in Czechia.  
 In addition to jobs, the crucial importance of the automotive industry for the economy of 
Czechia is also reflected in the fact that it accounts for 26% of the Czech manufacturing industry and 
23% of Czech exports (CZK 872 billion = €32.98 billion in 2020). The revenues in the automotive 
industry reached CZK 1,041 billion (€39.37 billion) in 2020. The automotive industry also accounts for 
more than one-third of spending on industrial R&D in Czechia (Deloitte, 2021).  
 
3. The current state of the automotive industry in Slovakia  
3.1. The position of Slovakia in the European automotive industry 
Despite having a limited tradition in the automotive industry compared to Czechia (Pavlínek, 2008; 
2017a), the automotive industry of Slovakia has grown very rapidly since the late 1990s (Pavlínek, 
2016; 2018). While Slovakia produced no vehicles in 1990, it ranked eighth among the European 
countries and sixth in the EU in total vehicle production in 2019 and 2020 (Table 1). As in the case of 
Czechia, the rapid growth of the automotive industry in Slovakia has been based on the influx of FDI 
(Figure 7), which was attracted by low wages, investment incentives, large labor surplus in the early 
2000s, low corporate taxes and the geographic proximity to western Europe. The combination of low 
wages (86% lower than in Germany in 2001 and the lowest in central Europe in the early 2000s), 
labor surplus indicated by a high unemployment rate (the highest in central Europe in the early 
2000s, 19.5% in 2001), and the very aggressive policy of investment incentives by the Slovak 
government were the most important (Pavlínek, 2016; 2018). These location factors attracted 
several flagship investments in the car assembly in the 2000s and 2010s, namely PSA Peugeot 
Citroën (nowadays Stellantis), Kia, and Land Rover (KLR), and also led to the large expansion of VW 
operations that were originally established in the early 1990s (Pavlínek, 2016; 2018). These flagship 
investors, in turn, attracted component suppliers through follow supply and many additional 
suppliers were attracted by low wages and labor surplus in Slovakia to set up the export-oriented 
production of parts and components (Pavlínek, 2018). According to Eurostat (2022), there were 195 
component suppliers (NACE 29.3) in Slovakia in 2020, although according to Sario (2022) there are 
more than 350 automotive suppliers located in Slovakia. Based on the interviews with 29 foreign-
owned automotive firms in Slovakia in the 2010s, follow sourcing (45% of interviewed firms), low 
production costs (i.e., low wages) (41%), and investment incentives (28%) were the three most 
important reasons for their investment in Slovakia. Low labor costs (85%) were listed as by far the 
most important competitive advantage of Slovakia in the automotive industry by the interviewed 
foreign firms (Pavlínek, 2018). As opposed to Czechia, following the decline and stagnation between 
2008 and 2013 due to the global economic crisis, FDI stock in the automotive industry (NACE 29) 
continued to grow strongly since 2013 (Figure 7). This growth was especially the outcome of the JLR 
investment, whose €1.4bn assembly factory was opened in 2018, and FDI by JLR suppliers. VW 
Slovakia also continued to invest in Slovakia in the second half of the 2010s. FDI inflows in the 
automotive industry slowed in 2018 and 2019 (Figure 8). 

Since 2007, Slovakia has had the largest per capita production of cars in the world (182 cars per 
1,000 inhabitants in 2020, 202 in 2019). More importantly, the automotive industry is almost totally 
controlled by foreign capital and the country has recorded consistently the highest values of the 
index of foreign control of its automotive industry in Europe. In 2018, 98.1% of the automotive 
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industry in Slovakia was under foreign ownership and control (Table 3). The Slovak economy is 
heavily dependent on the automotive industry, which accounted for 51.5% of the manufacturing 
industry in 2020, 53% of total manufacturing exports, and 14.9% of GDP (ZAP, 2021a). 
 
3.2. Specialization and the structure of production 
The automotive industry of Slovakia is 100% specialized in the export-oriented production of 
passenger cars. There was no production of heavy trucks, light commercial vehicles and buses in 
2019 and 2020 (OICA, 2021). The automotive industry of Slovakia is dominated by four car assembly 
firms that account for all vehicle production: German-owned VW, French-owned Stellantis, South 
Korean-owned Kia and Indian-owned Jaguar Land Rover (JLR). The structure of production by 
automaker in 2019 and 2020 is shown in Table 4. 
 
Table 4: The vehicle production by automaker in Slovakia in 2019 and 2020 

 2020 2019 
VW 309,348 377,750 
Stellantis 338,050 371,152 
KIA 268,200 344,000 
JLR 69,402 15,000 
Total 985,000 1,107,902 

Source: Source: VW (2021); Stellantis (2021); KIA (2021); OICA (2021). 
Note: JLR figure was calculated as a difference between the total for Slovakia reported by OICA 
(2021) minus the sum for VW, Stellantis and KIA. 
 
The assembly firms have specialized in two types of production in Slovakia: the mass production of 
small cars and the labor-intensive low volume assembly of luxury models (Pavlínek, 2002). Stellantis 
is making Peugeot 208, a small subcompact car and Citroën C3, a supermini car (B-segment). Kia 
produces small (compact) cars: the Cee'd (a small family car), the Sportage (a compact crossover 
SUV), and the mini multi-purpose vehicle (MPV) Venga. In the case of VW, the production of small 
cars (VW Up!, Škoda Citigo and Seat Mii) (25% of VW Slovakia’s output) takes place along with the 
labor-intensive low volume assembly of luxury models (WW Touareg, Audi Q7, Audi Q7, and Porsche 
Cayenne) that accounted for almost 75% of output in 2020 (230,970 units in 2020). JLR started the 
low volume production of luxury SUVs in Slovakia in 2018 (the Land Rover Discovery and Land Rover 
Defender) (Table 5).  
 
Table 5: The structure of production in Slovakia by automaker in 2020 

VW SUVs 230,970  
Ultra-compact cars 78,378 

Stellantis Peugeot 208 159,774  
Citroën C3 178,276 

KIA Sportage 144,828  
Ceed 123,372 

JLR Discovery NA  
Defender NA 

Source: VW (2021); Stellantis (2021); KIA (2021). 
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As in the case of Czechia, many vehicles are exported. More than 99% of cars assembled by VW 
Slovakia and more than 98% assembled by KIA Slovakia were exported in 2020 (VW, 2021; KIA, 
2021). More than 90% of production of Stellantis Slovakia was exported to the EU market in 2020 
(Stellantis, 2021). The data for JLR is not available but most of its production is exported from 
Slovakia as well. In 2020, only 515 new Land Rovers were registered in Slovakia (ZAP, 2021b), which 
means that more than 99% Land Rovers assembled in Slovakia were exported. In 2020, Slovakia was 
the tenth largest exporter of cars in the world based on the value of cars (WTEx, 2021). In 2019, the 
value of exported cars reached €23.8bn, the value of exported components was €5.22bn, making 
Slovakia the 19th largest exporter of vehicle components, and the value of exported rubber tires was 
€1.73bn, making Slovakia the 14th largest exporter of rubber tires in the world (OEC, 2021).  

 
3.3. Employment 
The rapid development of the automotive industry Slovakia translated in the rapid growth in 
employment (Figure 9). In 1993, the automotive industry employed six thousand workers in Slovakia 
(Pavlínek, 2016), by 2018 the number of persons employed in the narrowly defined automotive 
industry (NACE 29) reached 80,963 (Eurostat, 2021b). Including indirectly generated jobs, the 
automotive industry employs more than 270 thousand workers (ZAP, 2021a).  

As in Czechia, the largest share of automotive industry jobs is in the manufacture of parts 
and accessories for motor vehicles and their engines (Figure 10), which accounted between three-
fourth and two-thirds of the automotive industry jobs between 2008 and 2019. The share of vehicle 
assembly jobs (NACE 29.1) increased from one-fourth to one-third as JLR opened its new factory in 
Nitra in 2018 and VW has been increasing production in Slovakia. VW Slovakia is the largest 
automotive employer in Slovakia, which employed 11,500 workers in its three factories in 2020 (at 
Bratislava – vehicle assembly, Martin - components for gearboxes and chassis, differentials, 
synchronous rings, different types of shafts, and Stupava - welding pliers, robotic grippers, fixtures 
and protective devices (VW, 2021). Stellantis employs about 4,500 workers in its assembly factory 
near the city of Trnava. Kia employed 3,670 workers at the assembly factory located close to the city 
of Žilina in 2021. JLR employed 1,500 workers in its new opened assembly factory in 2018 and almost 
4,000 in 2021. The creation of additional 600 new jobs were announced by JLR for 2022 (Turza, 
2021). 

As in Czechia, the rapid growth of the automotive industry due to the large influx of FDI 
since the early 2000s exhausted labor surplus and lead to labor shortages by the middle of the 
2010s. This was especially the case of western Slovakia, which, along with the Bratislava region, has 
been the most popular destination for automotive FDI (Figure 11) (Jacobs, 2016). In 2001, the 
unemployment rate of West Slovakia (NUTS 2) was 17.49%. It decreased by more than 10%-points in 
five years to 5.39% in 2007. However, following the 2008-2009 economic crisis it grew to 11.62% in 
2012, after which declined to 2.81% in 2018 and 2.93% in 2019 (SSO, 2022). A similar situation exists 
in the Bratislava region, which hosts a large VW assembly factory complex and many automotive 
suppliers, because it had the unemployment rate at 2.62% in 2018 (SSO, 2022). The very low 
unemployment rate translated in severe labor shortages for automotive firms in western Slovakia 
and became a barrier for the further development of the automotive industry. In 2018, 82% of 61 
surveyed automotive suppliers in Slovakia identified the lack of available qualified workers on the 
job market as a risk factor affecting their future growth prospects, 78% considered the unavailability 
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and low quality of labor a major issue for their company, and 53% (up from 37% in 2016) argued that 
the lack of skilled labor restricted their ability to win or accept new contracts (PwC, 2018). 
 
4. Transition to the production of electric vehicles in the integrated periphery of the European 

automotive industry with the focus on Czechia and Slovakia 
The automotive industry of Czechia and Slovakia is part of the integrated periphery of the European 
automotive industry (Pavlínek, 2018; 2020; 2022). Pavlínek (2018: 144) has defined an integrated 
periphery as “a dynamic area of relatively low-cost (industrial) production that is geographically 
adjacent to a large market and has been integrated within a core-based macro-regional production 
network through FDI. In an integrated periphery, production, organization, and strategic functions in 
a given industry are externally controlled through foreign ownership.” Accordingly, Pavlínek (2018); 
(2020) has identified the basic features of the integrated periphery of the European automotive 
industry as follows: 
1. Substantially lower wages than in core regions of the European automotive industry (Pavlínek, 

2022), such as Germany, France, and Italy. Although wages have gradually increased since the 
1990s when they were about 90% lower than in western Europe, labor cost per employee full-
time equivalent in both Czechia and Slovakia are still at about 30% of the German level (Table 
6).3  

2. A sizeable labor surplus at the initial stages of growth of the automotive industry, which, 
however, becomes exhausted over time because of the rapid growth of the automotive industry 
due to the influx of profit-seeking FDI. This FDI-driven automotive industry growth eventually 
leads to severe labor shortages for automotive firms (e.g., PwC, 2019). 

3. The geographic proximity of these peripheral areas to big and profitable markets in core regions 
of western Europe, especially Germany, which results in the low cost of transporting automotive 
products from integrated peripheries to core areas and vice versa and is further supported by 
the development of modern transport infrastructure in integrated peripheries, such as the 
network of divided highways and modernized railways linking the ECE integrated periphery with 
western Europe. 

4. The membership in the EU or preferential trading arrangements with the EU in the case of non-
EU member countries that provide tariff-free access to large and lucrative EU markets, especially 
in western Europe. 

5. A high degree of foreign ownership and control over the automotive industry in integrated 
peripheries through FDI (Table 3).  

6. An overwhelmingly export-oriented production focusing on standardized cars, niche-market 
vehicles, and generic automotive components. Typically, more than 90% of assembled vehicles 
are exported (Pavlínek, 2018). 

7. The underdevelopment of high value-added and strategic functions, such as R&D and strategic 
decision making compared to the extent of production functions in integrated peripheries and 
when compared to core regions (Tables 7 and 8) (Pavlínek and Ženka, 2016; Pavlínek, 2016; 
2022), leading to the truncated development of the automotive industry in ECE (Pavlínek, 2017b) 

 
3 In 2001, average personnel costs (personnel costs per employee) in the automotive industry (NACE 29) were 
85% lower in Czechia than in Germany and 86% lower in Slovakia than in Germany. Average personnel costs 
were lower by 95% in Romania, 84% in Poland, 82% in Hungary, and 96% in Bulgaria than in Germany 
(Eurostat, 2016). 
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8. FDI-friendly state policies, including low corporate taxes, large investment incentives, and active 
state participation in the competition with other countries in the integrated periphery over 
strategic automotive FDI leading to the ‘race to the bottom’ (Pavlínek, 2016).  

9. Weak labor unions, more liberal labor codes and more flexible labor practices compared to the 
automotive industry core countries, especially Germany (Jürgens and Krzywdzinski, 2009b; 
Jürgens and Krzywdzinski, 2009a; Drahokoupil and Myant, 2017). 

10. Small and weakly developed domestic automotive industry compared to the foreign-controlled 
automotive sector (Table 3) (Pavlínek, 2018; 2020). 

11. The integration of the majority of domestic firms into macro-regional production networks at an 
inferior and subordinate position mainly as low-cost TIER 3 suppliers of niche products (Pavlínek 
and Žížalová, 2016; Pavlínek, 2018). 

 
Table 6: Labor cost per employee full-time equivalent in thousand euro (at exchange rate parity) in 
the European automotive industry (NACE 29) by country in 2019 

 Thousands of 
EUR Germany = 100 

Germany 87.9 100.0 
Switzerland 85.5a 97.3 
Ireland 84.3 95.9 
Sweden 78.0 88.7 
Belgium 72.6 82.6 
Austria 71.5 81.3 
France 71.2 81.0 
Denmark 69.8 79.4 
Norway 67.8 77.1 
Netherlands 62.3 70.9 
Iceland 61.9b 70.4 
Italy 61.8 70.3 
Britain 54.6b 62.1 
Finland 48.9 55.6 
Spain 47.4 53.9 
Czechia 26.0 29.6 
Slovakia 25.2 28.7 
Portugal 24.4 27.8 
Estonia 23.5 26.7 
Hungary 23.0 26.2 
Greece 21.3 24.2 
Poland 19.4 22.1 
Latvia 18.5 21.0 
Cyprus 17.7 20.1 
Lithuania 16.9 19.2 
Croatia 15.0 17.1 
Romania 14.5 16.5 
Turkey 14.0c 15.9 
Bosnia and Herzegovina 10.4 11.8 
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Bulgaria 8.6 9.8 
North Macedonia 5.0d 5.7 

Notes: a2016, b2018, c2014, d2012. 
Source: Eurostat (2021b). 
 
Table 7: The share of business R&D expenditures of the total value of production in the automotive 
industry (NACE 29) of selected European countries in 2019 

 Percent Germany = 100 
Sweden 7.42 105.2 
Germany 7.06 100.0 
Britain 4.54a 64.3 
Austria 3.54 50.2 
Italy 2.82 40.0 
Norway 2.67 37.8 
Finland 2.63 37.3 
France 2.38b 33.8 
Malta 1.70 24.1 
Belgium 1.37 19.5 
Slovenia 1.20 17.0 
Poland 1.05 14.9 
Czechia 1.01 14.4 
Lithuania 0.97 13.7 
Netherlands 0.92c 13.0 
Estonia 0.88 12.4 
Ireland 0.83 11.7 
Spain 0.79 11.3 
Romania 0.76 10.8 
Hungary 0.73 10.4 
Denmark 0.64 9.1 
Latvia 0.51d 7.2 
Portugal 0.38 5.4 
Slovakia 0.33 4.7 
Bulgaria 0.23 3.3 
Serbia 0.02 0.3 

Notes: a2018, b2017, c2012, d2015. The value for Sweden calculated from the total for NACE 29 and 
NACE 30 (the NACE 29 data not available). 
Source: Calculated by author based on data in Eurostat (2021b); (2021a), Statistics Sweden (2021). 
  
Table 8: The share of R&D personnel and researchers of total persons employed in the automotive 
industry (NACE 29) of selected European countries in 2019 

 Percent Germany=100 
Germany 16.06 100.0 
Sweden 13.09 81.5 
Britain 11.58 72.1 
Austria 10.32 64.3 
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Italy 9.68 60.3 
Norway 8.17 50.8 
France 7.69 47.8 
Netherlands 7.57 47.1 
Finland 5.20 32.3 
Slovenia 4.90 30.5 
Turkey 4.82 30.0 
Belgium 4.57 28.5 
Spain 4.56 28.4 
Hungary 3.56 22.2 
Portugal 3.08 19.2 
Poland 3.07 19.1 
Czechia 2.96 18.4 
Ireland 2.51 15.6 
Denmark 2.25 14.0 
Lithuania 2.21 13.7 
Estonia 1.70 10.6 
Romania 1.69 10.5 
Latvia 1.57 9.8 
Slovakia 1.52 9.4 
Bulgaria 0.76 4.7 
North Macedonia 0.04 0.3 

Notes: The value for Sweden calculated from the total for NACE 29 and NACE 30 (the NACE 29 data 
not available). 
Calculated by author based on data in Eurostat (2021b); (2021c), Statistics Sweden (2021). 
 
This relative position of the ECE integrated periphery in the European automotive industry, including 
Czechia and Slovakia, will strongly influence the course of the transition to the production of EVs and 
their components with consequences for national and regional economic outcomes. The overarching 
hypothesis of this chapter is that the transition of the automotive industry in Czechia and Slovakia to 
the production of EVs is inevitable. The question is about its speed, i.e., how long it will take, and 
how it will ultimately affect the automotive industry of Czechia and Slovakia. However, this 
hypothesis of the inevitability of the transition to EVs is not necessarily shared by many politicians, 
industry experts and the media in Czechia and Slovakia who question the rationale of the transition.  

The transition to electromobility will have significant effects for the automotive industry in 
both Czechia and Slovakia. A major restructuring of the automotive industry is likely, which will 
affect the structure of the automotive industry and its employment in both countries. The transition 
to the production of EVs will especially affect the production of parts and components (NACE 29.3), 
which is the largest employer in the automotive industry in both countries. However, it will also 
affect the manufacture of vehicles and engines (NACE 29.1) because the production of electric 
engines is less labor intensive than the manufacture of ICEs (CLEPA, 2021; Bauer et al., 2020). 

The transformation of the automotive industry due to the transition to electromobility will 
have very uneven effects in the supplier industry. On the one side, suppliers of components and 
parts for the ICE powertrain (e.g., components and parts for engines, gear boxes, fuel, and exhaust 
systems) will be most affected. On the other side, there are large segments of the supplier industry 
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that are unrelated to ICEs, and these will see no or small effects. Czechia and Slovakia are less 
specialized in the production of ICEs than the neighboring Poland and Hungary despite each having 
one engine factory (Czechia at Škoda Auto and Slovakia at KIA Slovakia). Additionally, Czechia has 
two factories making gearboxes (one at Škoda Auto at the Vrchlabí plant and the other one at 
Hyundai Nošovice), while Slovakia has one at VW Slovakia in Bratislava and it also has a large 
production of components for gearboxes at VW’s factory in Martin (VW, 2021). But even in the cases 
of ICEs, the production will not necessarily end in 2035, because Škoda Auto and its suppliers will 
likely continue to produce ICEs for foreign markets that will undergo much slower transition to 
electromobility, such as India, Russia, South America, and north Africa. The speed of the 
transformation will also differ for different segments of the supplier industry. In most cases, the 
change will not be abrupt, but it will be gradual. Therefore, the automotive industry in Czechia and 
Slovakia will have enough time to prepare and restructure production towards the production of 
EVs. 

Czechia and Slovakia, and the entire ECE, are not and will not be the center of innovation for 
electromobility. R&D for the transition to EVs is mainly taking place in the home countries of 
assembly firms and largest ‘global’ Tier 1 suppliers, which are mostly located in western Europe, the 
United States, Japan, and South Korea. Škoda Auto will be the most likely a partial exception because 
it is a distinct brand and a Tier Two lead firm within the VW Group (Pavlínek and Janák, 2007; 
Pavlínek, 2012; 2015c). A Tier Two lead firm has many attributes of typical automotive lead firms, 
such as an international production and distribution network, which it coordinates and controls. It 
has the power to select suppliers, in other words to determine who will be included or excluded 
from its supplier network and under what conditions suppliers deliver components to Škoda Auto. In 
other words, it has a significant autonomy to produce, manage and develop a distinct brand within 
the group. Most importantly, however, Tier Two lead firms are foreign owned, which means that its 
power and autonomy are limited. Ultimate decisions and control are in the hands of their ultimate 
owners, the Tier One lead firms, which is VW in the case of Škoda Auto. A Tier Two lead firm position 
withing the VW Group means that Škoda Auto has important R&D competencies, including the new 
ones related to the transition to the production of EVs (Škoda Auto, 2021c), despite the fact that 
these R&D competencies are much smaller than the ones performed by the main VW’s corporate 
R&D center.  

R&D competencies found at Škoda Auto are usually absent in foreign-owned assembly 
branch plants, including Toyota and Hyundai branch plants in Czechia and in all assembly factories in 
Slovakia. The absence of R&D competencies in foreign-owned factories is a typical feature of 
truncated development, which generally refers to the absence of high value-added activities, such as 
R&D functions, strategic planning, the decision making about major investments in foreign-owned 
factories, which are specialized in production functions. These high value-added activities tend to 
remain concentrated at home countries of foreign investors, usually at corporate headquarters and 
corporate R&D centers (Britton, 1980; 1981; Hayter, 1982; Pavlínek, 2017b). The problems related to 
truncated development, such as the negative consequences for the potential of indigenous 
technological development in peripheral regions or a value transfer from peripheral to core regions, 
would be most pronounced in industries or economies with very high degree of foreign ownership 
and control, such as the automotive industry of Czechia and Slovakia (Table 3) (Pavlínek and Ženka, 
2016; Pavlínek and Žížalová, 2016; Pavlínek, 2012; 2016; 2018).  

However, in the core-periphery regional systems, such as the one in the European 
automotive industry (Pavlínek, 2022), innovations gradually and selectively spread from core areas 
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to peripheral areas (Friedmann, 1967). Therefore, innovation activities related to R&D in 
electromobility and especially the production of EVs will spread from the core areas of the European 
automotive industry to its integrated peripheries. However, the intensity and size of innovation 
activities will continue be much stronger in the core areas than in the integrated periphery because 
of much better conditions for innovation in the core than in peripheral areas, that include strong 
institutional support and favorable governmental R&D policies, high corporate spending on 
innovation (Table 7), high public spending on R&D, the existing highly localized concentrations of 
knowledge and innovation in the form of existing automotive R&D, the availability of educated and 
skilled labor, agglomerations of firms in related industries, high-quality infrastructure, and diversified 
economy (Isaksen and Trippl, 2017; Tödtling and Trippl, 2005). 

The transition to the production of EVs will be slower than in Western Europe, especially than in 
the core countries of the European automotive industry production system (Germany, France, Italy). 
While fully dedicated factories for the large-scale production of EVs have already been opened in 
Western Europe (e.g., VW’s factories at Zwickau and Emden), fully dedicated EV factories have not 
been opened in ECE so far. ECE factories will be producing EVs along with ICE vehicles, which will 
make it more difficult to achieve scale economies and, therefore, lower production costs of EVs. 
Automakers in ECE factories plan to compensate for this deficiency with lower production costs and 
high labor flexibility to make this kind of mixed production viable in the short- and perhaps medium-
run. In the long run, however, this strategy is not competitive compared to fully dedicated EV 
factories and the model in which each assembly line is fully dedicated to one platform (Gibbs, 2019). 
Therefore, the strategy of mixed production may become a major disadvantage for ECE factories. 

The production of cars with ICEs will continue longer than in Western Europe. In some cases, the 
production of ICE vehicles is being transferred to Czechia and Slovakia. For example, VW is 
transferring the production of the VW Passat from Germany to Slovakia to make space for the 
production of EVs (VW, 2021). The production ICE cars will continue longer in Czechia and Slovakia 
than in Western Europe for several reasons: there are newer, more modern factories; older 
technologies continue longer in peripheral locations than in core locations according to the product 
life cycle model (Vernon, 1966); and ECE has the advantage of lower production costs than in 
western Europe (Table 6). Additionally, the transition to the production of EVs will mainly be driven 
by foreign demand and not by domestic demand. Not only more than 90% of cars produced both in 
Czechia and Slovakia are exported, more importantly, the demand for EVs has been extremely low in 
Czechia and Slovakia as well as in the entire ECE because of higher prices of EVs compared to cars 
with ICEs and limited subsidies for the purchase of EVs in countries, such as Czechia. It will make 
sense for automakers to continue to make cars with ICEs close to the market in ECE where they also 
will be sold. For all these reasons, we may assume that the integrated periphery of the European 
automotive industry, including Czechia and Slovakia, will be the last region in the EU to completely 
shut down the production of ICE vehicles. The production of ICE vehicles will continue for at least 
additional 20 years unless there will be a political decision by the European Commission banning the 
production and sale of ICE cars sooner. However, relying on the continuing production of ICE cars is a 
risky strategy for the Czech and Slovak automotive industry, because the delay in the introduction of 
the large volume production of EVs might undermine the long-term competitiveness of their 
automotive industries. The continuing specialization in the ICE technology, which will rapidly become 
obsolete, instead of the cutting-edge BEV technology, might result in a long term disadvantage in the 
automotive industry compared to countries and regions that undergo a rapid transition to the 
production of EVs.  
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At the same time, many Czechia- and Slovakia-based suppliers, both foreign-owned and 
domestic, are engaged in the export-oriented manufacturing of components for ICEs for EU 
countries. These suppliers will soon face declining orders due to the rapid transition to the 
production of EVs in western Europe. Therefore, job losses in the supplier industry are very likely in 
Czechia and Slovakia, despite the slower transition to electromobility than in western Europe.  

Domestic firms in both countries are in a weak position to affect any changes related to the 
transition to EVs. They are mostly captive Tier-three suppliers or niche suppliers. They will not be a 
driving force of the transition to the production of EVs. They might become even more marginalized 
in the course of this transition because they often lack any R&D capabilities and therefore have a low 
absorptive capacity that makes it difficult for these companies to absorb new technological 
innovations (Pavlínek, 2018). 

Given the extremely high degree of foreign control in the automotive industry (Table 3), the 
automotive industry in Czechia and Slovakia is firmly under the control of foreign capital and in a 
strongly dependent position. Therefore, the future of the Czech and Slovak automotive industry, 
including the transition to the production of EVs, will be decided abroad by large foreign-owned 
assembly firms and suppliers through their corporate decisions about the allocation of production 
and investment. In particular, the transition to the production of EVs, will particularly depend on the 
success of VW, which is the largest automaker in both countries. We might expect strong negative 
economic effects in Czechia and Slovakia in the unlikely case of failure of VW to transition 
successfully to the production of EVs. As discussed below, foreign firms have already started or plan 
to launch the assembly of EVs in both countries. The transition to the production of EVs will be faster 
in those cases when these cars are a distinct brand within a large TNC (such as Škoda within the VW 
Group) or an assembly factory is the only factory they have in the EU is in Czechia or Slovakia (such 
as Hyundai and Kia). The Toyota factory does not fall in either of these two categories. Therefore, we 
may expect a slower introduction of the assembly of EVs in the case of Toyota in Czechia than in the 
case of assembly factories of other automakers in Czechia and Slovakia. 

The slow transition to the production of EVs might weaken the position of Czechia and Slovakia 
in the international division of labor of the European automotive industry. This will also be the case 
if these countries fail to secure the location of battery gigafactories on their territories. Attracting 
FDI to battery and cell manufacturing is a feasible strategy to attract the assembly of EVs. Since 
batteries are heavy, the geographic proximity lowers transportation costs involved in transporting 
finished batteries to a vehicle assembly factory. Foreign-owned EV battery production plants have 
been built in Hungary and Poland but not yet in Czechia and Slovakia (although Škoda Auto has an EV 
battery assembly line as well as Stellantis in Slovakia). It is not surprising that both Czechia and 
Slovakia would like to attract the battery production and catch up with Hungary and Poland, despite 
the fact that jobs in the EV battery assembly are not high value-added jobs. 

So far, however, there has been a weak support of the state in Czechia and Slovakia for the 
transition to the production of EVs. While both countries are willing to offer large investment 
incentives to flagship investors, especially assembly firm, large suppliers, and battery manufacturers, 
they have otherwise followed mostly a wait and see strategy. There has been a weak state support 
for the building of infrastructure (charging stations) and, until recently, no subsidies for the purchase 
of EVs in the case of Czechia. The weak role of the state in the transition to the production of EVs 
reinforces the assumption that the future of the ECE automotive industry will mainly depend on the 
corporate strategies of foreign TNCs. 
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Czechia and Slovakia will continue to have strong location advantages for the automotive 
industry in the context of the EU. These include low wages compared to Western Europe, the 
geographic location close to the large and affluent West European market, and the EU membership. 
ECE will continue to be attractive location for potential new EV assembly plants and the production 
of battery cells and components. In the long run, the drive for profit of automotive companies will 
prevail. As long as the wages in Czechia and Slovakia continue to be significantly lower than in 
western Europe, especially in Germany, both countries will be attractive for the continuing 
production and additional investment, including the investment in the production of EVs (Pavlínek, 
2020). The growth potential can be undermined by insufficient or exhausted labor surplus despite 
low labor costs, as it has recently been the case in Czechia and Slovakia (Pavlínek, 2015b; PwC, 
2019). Labor surplus can be imported from abroad (Harvey, 2001), which is often cheaper than the 
domestic workforce (Andrijasevic and Sacchetto, 2014) and an important source of numerical 
flexibility for automotive firms in the form of temporary agency employment (Drahokoupil et al., 
2015). However, labor migration from abroad tends to only be a temporary solution to labor 
shortages that might be difficult to implement because of administrative obstacles or union 
resistance (Jürgens and Krzywdzinski, 2009a). As already discussed, both Czechia and Slovakia have 
faced labor shortages in the automotive industry as surplus labor was exhausted by the early 2010s. 
This is a problem especially for Czechia, which has had the lowest unemployment rate in the entire 
EU since 2016. Slovakia’s unemployment rate has been higher than in Czechia but it has decreased 
from 14.2% in 2014 and 19.5% in 2001 to 5.8% in 2019 and 6.7% in 2020. As explained previously, 
labor shortage are regionally concentrated in the automotive industry Bratislava-Žilina corridor of 
western Slovakia (Eurostat, 2021d; Pavlínek, 2016). Labor shortages increase competition on the 
labor market over available and existing workers, which leads to rising wages, which in turn 
undermines the rate of profit and future growth as potential investors start looking elsewhere for 
investment opportunities (Pavlínek, 2018; 2020). It also undermines the competitiveness of existing 
firms, especially those engaged in labor intensive activities, such as the assembly of cable harnesses.  
 
5. The production of electric vehicles, plug-in hybrids, and batteries in Czechia 
Škoda Auto and Hyundai have assembled battery electric vehicles (BEVs) and plug-in-hybrids electric 
vehicles (PHEVs) in Czechia. Toyota has not started the assembly of any BEVs and PHEVs at its Kolín 
factory before November 2021. However, with the launch of the assembly of Toyota Yaris in 
November 2021, the assembly of its PHEV version has been launched. This section will summarize 
the development of the production of EVs in Czechia to date. 
 
5.1. Škoda Auto 
Škoda Auto plans to reduce the CO2 emissions of its fleet by 30% between 2015 and 2025 (Škoda 
Auto, 2020) and by more than 50% between 2020 and 2030 (Randall, 2021b). It also plans to achieve 
CO2 neutrality of all its factories in Czechia in terms of the energy it uses to manufacture vehicles and 
components by 2030 (Škoda Auto, 2020; Randall, 2021b). Škoda aims to achieve 50 – 70% EV sales 
by 2030, which will include introducing four BEVs into the market (Dunn, 2021; Hampel, 2021c). In 
2016, Škoda was successful in gaining VW’s permission to produce Škoda EVs at its factories in 
Czechia based on VW’s Modular Electric Drive Matrix (MEB) platform. Škoda’s Mladá Boleslav 
factory complex is one of eight MEB plants the VW Group has selected worldwide and the only one 
in ECE (four are in Germany – in Zwickau, Emden, Hanover and Dresden – and the remaining ones 
are in Anting/Shanghai and Foshan in China and Chattanooga in the USA) (Hampel, 2020a). It also 
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secured a permission to build a €25.3m car battery assembly line for the mid-size Škoda Superb and 
other VW Group plug-in-hybrids (PHEVs) at its main factory complex at Mladá Boleslav. The decision 
was made by VW mainly because the VW Zwickau, which is specialized in the production of EVs, had 
no planned spare production capacity to assemble Škoda BEVs (Gibbs, 2019). The construction of the 
€25.3m battery factory at Škoda Auto started in 2017 and it was launched in 2019 (Škoda Auto, 
2020). It produces batteries for the VW Group’s MQB platform. Its initial output was 150,000 
batteries per year but is expected to grow in the future along with the increased demand for PHEVs 
(AMS, 2019). Batteries for BEVs based on the MEB platform will be produced by the Swedish 
company Northvolt and the VW battery factory at Salzgitter, Germany. The battery factory at 
Salzgitter was originally built as a JV between Northvolt and VW to supply batteries for the VW 
Group (Northvolt, 2021). However, Škoda Auto announced the production of MEB battery systems 
also in Mladá Boleslav for the Enyaq iV. starting at the beginning of 2022 (Randall, 2021b). 

The minicar Škoda e-Citigo is Škoda’s first BEV, which was introduced in 2019 (Randall, 
2019b). However, the BEV Citigo was not produced in Czechia but in Slovakia in VW’s plant in 
Bratislava (VW, 2020) because it is based on the VW Up! electric platform for small cars and the VW 
e-up!, which has been assembled at VW Slovakia since 2013. The production of the electric small car 
family is being phased out (Randall, 2020b). The production of the Škoda e-Citigo ended after the 
assembly of 4,400 units in 2020 and has not been available for sale since September 2020. Škoda 
Auto confirmed in January 2022 that it had no plans to relaunch the Citigo-e iV (Jánský, 2022).  
Instead, the new model of a small BEV VW car for the European market will likely be initially 
produced only in China by Volkswagen Anhui, the JV between VW and Chinese JAC, in which VW 
intends to achieve a majority stake. These BEVs will cost less than €20,000 and will initially be 
exported from China to the EU market. The eventual assembly in Europe, either in Spain (at the Seat 
plant Martorell near Barcelona) or in Slovakia (at VW Slovakia in Bratislava) will not start before 2025 
(Hampel, 2020c). However, a more recent report argued that the first MEB platform based small VW 
Group car will be Škoda and will be launched in 2024. Surprisingly, Škoda is responsible for the 
development of the small BEV for the VW Group (Randall, 2021c). All three BEVs Škoda plans to 
introduce by 2030 will be smaller and cheaper models than the Enyaq iV and will be entry-level BEVs 
(Randall, 2021b). 

In 2020, Škoda manufactured 76,118 batteries for plug-in hybrid cars and 49,594 batteries 
for EVs (Škoda Auto, 2021c). The assembly of the Škoda Superb PHEV was launched at the Kvasiny 
factory in September 2019 (Škoda Auto, 2020). In August 2020, Škoda began the assembly of the 
PHEV of its most popular model, the Octavia, at its Mladá Boleslav factory. It has also launched the 
Octavia model with CNG propulsion and mild-hybrid technology (called e-TEC) (Škoda Auto, 2021c). 
The first MEB platform-based Škoda model was the medium-sized SUV BEV Enyaq, which was 
introduced in September 2020 and whose assembly was launched in November of 2020 (939 Enyaqs 
were assembled in 2020) (Škoda Auto, 2021c). The Enyaq is the first VW Group’s BEV based on the 
MEB platform assembled outside of VW’s factory in Zwickau. Compared to VW Zwickau, Škoda does 
not have an MEB-dedicated assembly line and the Enyaq is assembled on the same assembly line as 
the Octavia (Hampel, 2020b). In 2021, Škoda assembled 49,701 BEVs, representing 7.3% of its total 
production in Czechia and 27,919 PHEVs, representing 4.1%. Together these 77,620 electrified 
vehicles accounted for 11.4% of the total output of Škoda in Czechia in 2021 (AIA, 2022). A purely 
electric Octavia will not be assembled before 2025 (Hampel, 2021c). The Škoda factory at Vrchlabí, 
which is now producing automatic gear boxes DQ 200 plans to produce 5 million EV's powertrains 
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per year by 2031 (Charvát, 2021), although the decision about the location of the production of EV’s 
powertrains has not been made amid intense competition among different VW factories in Europe. 

To support the launch of production of PHEVs and BEVs, Škoda opened a technology center 
in 2020, which focuses on the components and training of new and existing employees in the areas 
related to electromobility (Škoda Auto, 2021c). Škoda launched the training program of its 
employees and suppliers in the production of EVs in May 2016. By the end of 2020, for example, 
16,521 workers underwent the training through the Škoda Academy and assembly training centers 
(Škoda Auto, 2020; 2021c). 

One positive development for Škoda Auto, which is related to the transition to 
electromobility is the strengthening of its R&D competencies within the VW Group. On the one side, 
Škoda will produce EVs and PHEVs for developed affluent markets, such as Europe. On the other 
side, it was given responsibility for the continuing development of a new generation of models with 
ICEs, the VW Passat and Škoda Superb (Škoda Auto, 2020) and for producing and developing smaller 
vehicles with ICEs for developing markets, such as India, Russia, Southeast Asia, South America, 
Africa, and China (Škoda Auto, 2021b). Škoda took over the responsibility for the Indian market 
already in 2018 and for the Russian market in January 2019, and is also responsible for the north 
African market (Škoda Auto, 2019). Despite the transition to electrified vehicles, the VW Group also 
expects a continuing demand for smaller and more simple ICE vehicles in less developed markets for 
decades. Since November 2021, Škoda Auto has been given the global responsibility for the 
development of VW’s MQB-A0 global platform, which will be the basis of small models with ICEs 
within the VW Group (Škoda Auto, 2021b; Srpová, 2021). However, the MQB-A0 platform will be 
flexible and scalable so that it can underpin cars under 4 meters long as well as cars up to 4.5-4.7 
meters long, which means that it could accommodate up to seven-seat cars. Additionally, while the 
MQB-A0 global platform will not be suitable for BEVs, it will be developed with the possibility of 
hybridization (Gibbs, 2021). It is expected that up to 7.5 million VW Group cars will be assembled on 
the MQB-A0 platform in the future. The transfer of the development of the MQB-A0 platform to 
Škoda Auto will create ‘hundreds’ of jobs in Škoda Auto R&D center (E15, 2021). This amounts to 
important functional upgrading for Škoda Auto because the last platform Škoda developed was the 
Favorit in the 1980s, well before Škoda’s takeover by VW in 1991 (Pavlínek, 2008). These increased 
R&D responsibilities of Škoda Auto are related to the fact that the main R&D center of VW will fully 
focus on the R&D for BEVs and PHEVs and to the division of labor within the VW Group. It is in 
accordance with the product life cycle concept that assumes older and obsolete technologies to 
continue in peripheral locations while core locations engage in the production of new technologies 
and new products (Vernon, 1966). Still, the success of Škoda’s R&D center in the development of the 
MQB-A0 platform will signal its R&D capabilities to VW and might lead to increased R&D 
responsibilities in the future as signaled by its responsibility for the development of the small BEV for 
the VW Group (Randall, 2021c). 

At the same time, it has been reported that Škoda Auto will leave China, its largest and most 
important market since 2010. Currently, Škoda models are manufactured at four JV factories with 
SAIC Volkswagen in China. More than 3 million Škoda cars were assembled in China between 2007 
and 2020 (Škoda Auto, 2021c). Although the specific date has not been set, the main reason for the 
planned withdrawal of Škoda from the Chinese market is reportedly its competes with VW and Audi 
on the same market. Additionally, VW and Audi EVs will be much better positioned to compete with 
Chinese EVs than Škoda in the highly competitive Chines EV market (Charvát, 2021). The withdrawal 
of Škoda from China will lead to the geographical division of labor in Asia in the VW Group, in which 
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Škoda will take the responsibility for the markets that are not expected to transition to EVs in the 
foreseeable future by focusing on the continuing development and production of ICE vehicles. 

Overall, Škoda Auto seems to be best positioned to successfully transition to the production 
of electric cars in Czechia with the complete production cycle, including important R&D 
responsibilities and competencies not only for its factories in Czechia but for the VW Group as a 
whole. The main reason for the better position of Škoda than Hyundai or Toyota in Czechia is the 
fact that Škoda is one of the VW Group distinct brands and its position of a Tier Two lead firm 
(Pavlínek and Janák, 2007; Pavlínek, 2012; 2015a). 
 
5.2. Hyundai 
Hyundai’s factory at Nošovice near Ostrava is its only factory located in the EU. It began to assemble 
the Kona Electric crossover for the EU market in March 2020 as the demand for Konas began to 
increase. Previously, all Kona EVs for the EU market were imported from South Korea (22,500 units 
in 2019) (Kane 2020). The main reason for the start of the production in Czechia was to reduce the 
long waiting times for Hyundai’s electric cars in the EU market (Randall, 2019a; 2020a). The car 
batteries are delivered from the South Korean-owned LG Chem battery cell factory in south Poland 
(Randall, 2020a). The Kona is assembled on the same assembly line as the i30 and Tucson. The 
assembly of the fourth generation Hyundai Tuscon was also launched at the Nošovice factory in 
2020, and in addition to the conventional combustion engine version, the Tuscon is also made in 
mild-hybrid (MHEV), hybrid (HEV) and plug-in hybrid (PHEV) versions (Hyundai, 2020).  

In 2020, Hyundai Nošovice manufactured 28 thousand Kona Electric cars (the original plan 
was 46 thousand units), and BEVs accounted for almost 12% of the total factory output. (Hyundai, 
2021). In 2021, the factory produced 43,642 electrified vehicles, of which 22,468 were BEVs and 
21,174 PHEVs. Electrified vehicles accounted for 15.9% of Hyundai’s Nošovice total output, BEVs 
accounted for 8.2% and PHEVs for 7.7% (AIA, 2022). Hyundai’s Nošovice factory has been emerging 
as the largest Hyundai’s foreign location outside of South Korea for electric cars (Randall, 2019a). 
 
5.3. Toyota 
Toyota is the only automaker in Czechia that has not yet launched the assembly of BEVs. In January 
2021, Toyota took over the former JV with Peugeot, known as TPCA, to become the sole owner of 
the factory near Kolín. The Kolín factory has produced the mini car for Toyota (the Aygo), Peugeot 
(the 107) and Citroen (the C1) for the European market. After the Toyota takeover over the JV, 
Toyota invested more than €180 million to start the production of the second model, the Yaris, 
including the Yaris hybrid, given the fact that about 80% of Yaris’ European sales are hybrids. The 
hybrid unit is made by the Toyota factory in Poland (Walbrzych) (Toyota, 2021). The assembly of the 
Toyota Yaris, including its hybrid version, started in Kolín in November 2021 (Dvořák, 2021b). 
 
5.4. The production of electric buses and trucks 
SOR, the domestic bus producer is making and selling low-floor electric city buses (the SOR EBN and 
SOR NS electric), and low-floor trolleybuses (the SOR TNB). SOR made 60 electric buses in the first 
ten months of 2021, which accounted for 11% of its total output (AIA, 2022). The Italian-owned 
Iveco, which is the largest bus producer in Czechia does not assemble electric buses in Czechia, 
although it makes electric buses in France (the IVECO BUS E-WAY). Tatra, the only remaining 
producer of trucks in Czechia has begun to work on a prototype of an electric truck based on 
hydrogen fuel cells but has not launched any production of electric trucks (Dvořák, 2021a). 
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5.5. Efforts to attract a battery gigafactory to Czechia 
Compared to Poland and Hungary, independent foreign battery providers have not yet built any 
factories in Czechia and no location decisions were announced as of 2021. The government of 
Czechia has recognized the absence of battery producing facilities for BEVs as a potential threat for 
the future of the automotive industry in Czechia. Therefore, in July 2021, the Czech Ministry of 
Industry and Trade signed a memorandum with the government-linked energy company ČEZ, in 
which they committed the state support for the construction of the €2 billion 40GWh car battery 
gigafactory in Czechia. ČEZ will be the main investor and will supply energy, lithium, and land for the 
factory. ČEZ owns lithium deposits in Cínovec, which are the largest lithium deposits in Europe (up to 
3% of global lithium deposits) (Deloitte, 2021). However, since ČEZ lacks the necessary technology 
and know-how to build and operate the gigafactory alone, it will have to seek a foreign partner. VW 
and South Korean LG Chem have expressed an interest to participate on the construction of the 
gigafactory (Prokeš, 2021b). The gigafactory could make up to 800 thousand batteries per year and 
employ 2,300 workers (HN, 2021). Its construction could be finished sometime between 2026 and 
2028 at the earliest. The Czech government promised to offer investment incentives, including tax 
breaks, building the transportation infrastructure and retraining the thousands of workers 
(Liebreich, 2021). In 2020, ČEZ spent €32 million for a majority stake in Geomet, which holds 
exploration licenses for lithium deposits at the Cínovec area. The launch of the mining would cost 
ČEZ around €600 million but no decision whether to start the mining of lithium or not was made in 
2021. If the decision to start the mining is made in 2022, the mining would not start before 2025. 
The most likely location of the battery gigafactory would be in Prunéřov in North Bohemia, where 
ČEZ owns land on the site of the Prunéřov I coal-fired power plant, which was closed in 2020. The 
second possible location for the gigafactory is in the former open cast mines of the Sokolovská coal 
company (the Sokolov and Karlovy Vary regions) in western Czechia close to the border with 
Germany (Deloitte, 2021). Although the government planned to choose a foreign partner in 2021, 
the decision was postponed because VW will not decide on the location of its future gigafactory in 
ECE until the first half of 2022. Other five VW battery gigafactories will be located in Germany and 
western Europe. The advantages of Czechia for the location of the VW gigafactory include low 
energy and labor costs, the proximity of largest European lithium deposits, and the advantageous 
relative location with respect to other VW factories in ECE. However, the limited state support for 
the transition to electromobility in terms of the development of charging infrastructure and the 
promotion of future technologies is considered by VW to be Czechia’s disadvantage (Škoda Auto, 
2021a; Hampel, 2021a). Although Škoda Auto prefers the location of the gigafactory in Czechia 
(Page, 2021), VW is also considering its location in Poland and Slovakia (Hampel, 2021b), which 
might be a strategy to extract the biggest possible investment incentives from one of these three 
governments, a typical strategy in location decisions by automotive TNCs in the European integrated 
periphery (Pavlínek, 2016). According to the input-output analysis by Deloitte (2021), the gigafactory 
would create up to 39 thousand new jobs in Czechia, including direct jobs and indirect jobs in related 
industries. There is also a possibility that both VW and LG will build two separate battery 
gigafactories in Czechia (Prokeš, 2021b; Souček, 2021). 
 
5.6. The government policies and the transition to the production of electric vehicles in Czechia 
To allow for a greater state support for the battery gigafactory, the government of Czechia has been 
preparing new rules for the direct state support of large strategic investments that would lower the 
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requirements from 500 newly created jobs to 250 but increase the minimum investment from CZK 
0.5 billion to CZK 2 billion starting in 2022. The state support would also increase from the maximum 
of 10% to 20% of investment costs and the government would remove the maximum limit of state 
support which is currently at CZK1.5 billion (Prokeš, 2021a; Deloitte, 2021). The insufficient 
investment incentives in the eyes of potential investors (South Korean SK Innovation, Samsung SDI 
and LG Chem), may have contributed to their location decisions to build battery gigafactories in 
Hungary and Poland and none in Czechia. However, the continuing emphasis of the Czech 
government on job creation in awarding investment incentives to foreign firms suggests incorrectly 
set investment incentives because Czechia has the lowest unemployment rate in the EU and 
significant labor shortages in the automotive industry. Moreover, by politicizing the lithium issue 
before the 2017 elections, the Czech prime minister slowed down the lithium mining project at 
Cínovec (Zenkner, 2021). 
 The government of Czechia approved the National Action Plan for Clean Mobility in 2015 by 
following the requirement of the Directive 2014/94/EU, which obliged EU member states to 
establish a national policy framework to support the development of alternative fuels in 
transportation. The updated version of the National Action Plan for Clean Mobility was approved in 
Czechia in 2020. However, the government does not have any industrial policy that would help 
transform the automotive industry to the production of EVs beyond the measures mandated by the 
EU. 
 The government has decided not to subsidize individual BEV purchases, with the exception 
of dropping registration charges for BEVs emitting no more than 50g of CO2 per km, an exemption 
from paying annual fee for using highways for BEVs up to 3.5 tons and emitting no more than 50 
grams of CO2 per km, and an exemption from toll fees for BEVs heavier than 3.5 tons and emitting no 
more than 50 grams of CO2 per km. Czechia is one of ten EU countries that did not support individual 
purchases of BEVs in 2021 (ACEA, 2021a). In 2019, the government subsidized the purchase of EVs 
by private firms but the total subsidy amounted to only €6 million (Prokeš and Charvát, 2022). One 
of the reasons claimed by the government is that three-fourth of new cars are purchased by 
companies and only one-fourth by individual customers in Czechia. Over 90% of BEVs are bought by 
private companies (90’ ČT24, 2021). In other words, most individual consumers buy used cars in 
Czechia.  
 Based on the EU directive, by 2025, one-third of all vehicles purchased by the public sector 
must be EVs. The Czech government will therefore subsidize the purchase of EVs by the public sector 
to achieve this goal. In January 2022, the new government of Czechia approved a subsidy of €40 
million for the purchase of EVs by private firms and entrepreneurs, which should support the 
purchase of up to 4,550 EVs. The amount of subsidy will be calculated from the difference between 
the price of an EV and a car with an ICE. Large companies (250 to 3,000 employees) will receive 40% 
of the difference, medium-sized companies 50%, and small businesses with fewer than 50 workers 
and individual entrepreneurs will get 60% of the difference. The average subsidy per car will be 
around €8,000. The money that will finance the subsidy will come from the EU as part of the subsidy 
announced in the National Recovery Plan (NRP). Private companies will be able to receive the 
subsidy for the purchase of an EV until the end of 2025. The government also approved the subsidy 
of €12 million for 1,500 charging stations (Prokeš and Charvát, 2022). Providing the subsidy for the 
purchase of EVs to private companies rather than individual consumers makes sense because the 
introduction of EVs in Czechia will primarily take place via company cars, given the fact that most 
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individual consumers buy used cars in Czechia. Eventually, this strategy should help to create a 
secondhand EV market through which EVs might more easily spread among individual consumers. 

Overall, however, the government of Czechia believes that instead of subsidizing car 
purchases, it is more efficient and ecological to subsidize public transportation and encourage the 
public to use public transportation instead of driving cars. The increased use of public transport 
instead of private cars will contribute to lower CO2 emissions. Therefore, tens of billions of crowns in 
public subsidies will be spent on the purchase of electric buses, trains, and other clean modes of 
public transportation. In promoting the transition to electromobility, Czechia has been focusing 
primarily on the infrastructure. CZK 1.2 billion (€46 million) was spent on the existing infrastructure 
(not only for electromobility, but also on other infrastructure, including hydrogen, for example), and 
additional CZK 6 billion (€230 million) will be spent on public infrastructure (90’ ČT24, 2021).  
 The combination of no government subsidies for the purchase of BEVs before 2022 with 
their significantly higher prices than for cars with ICEs has resulted in a very low uptake of BEVs in 
Czechia. As of June 2021, there were only 8,551 BEV cars registered in Czechia, of which 1,195 were 
Teslas, 105 electric buses and 528 electric trucks (Ekovozy.cz, 2021). At 0.3% market share of BEVs in 
2020, Czechia had one of the lowest market shares of BEVs in the EU in 2020. Interestingly, at 3.6%, 
Czechia had the highest market share of natural gas vehicles (NGVs) in 2020 that run on compressed 
natural gas (CNG) (ACEA, 2021b) (Table 9). In 2021, the share of EVs of newly registered cars 
increased to 1.28% but was significantly lower than in Germany (13.6%). In 2021, only 2,646 new EVs 
were sold in Czechia, lead the Škoda Enyaq (832 units), followed by Hyundai (283 units), and Tesla 
(253 units). There were only 1,500 charging stations in Czechia as of October 2021 (Prokeš and 
Charvát, 2022). 
 
 
Table 9: Market share of alternatively powered cars in the EU by country in 2020 
 

 BEVs PHEVs HEVs NGVs OTHER TOTAL 

Sweden 6.4% 0.0% 0.3% 2.4% 0.5% 9.6% 

Italy 0.7% 0.0% 3.3% 3.0% 1.5% 8.5% 

Spain 1.3% 0.0% 2.0% 0.9% 1.0% 5.2% 

Netherlands 2.8% 0.0% 0.2% 0.5% 1.7% 5.2% 

Germany 3.2% 0.1% 0.4% 0.3% 0.8% 4.8% 

Czechia 0.3% 0.0% 0.0% 3.6% 0.0% 3.9% 

Ireland 3.3% 0.1% 0.1% 0.0% 0.0% 3.5% 

France 2.2% 0.1% 0.6% 0.4% 0.0% 3.3% 

Denmark 1.5% 0.5% 1.3% 0.0% 0.0% 3.3% 

Greece 0.2% 0.0% 0.3% 2.7% 0.0% 3.2% 

Finland 1.0% 0.3% 0.9% 0.5% 0.0% 2.7% 

Austria 1.8% 0.0% 0.1% 0.2% 0.1% 2.2% 

Belgium 0.6% 0.0% 0.1% 1.4% 0.0% 2.1% 
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Latvia 0.7% 0.0% 0.0% 0.9% 0.0% 1.6% 

Luxembourg 1.4% 0.0% 0.0% 0.0% 0.0% 1.4% 

Hungary 0.6% 0.0% 0.1% 0.4% 0.0% 1.1% 

Slovakia 0.5% 0.0% 0.0% 0.4% 0.0% 0.9% 

Portugal 0.9% 0.0% 0.0% 0.0% 0.0% 0.9% 

Romania 0.6% 0.0% 0.2% 0.0% 0.0% 0.8% 

Estonia 0.4% 0.0% 0.0% 0.3% 0.0% 0.7% 

Croatia 0.4% 0.0% 0.0% 0.1% 0.0% 0.5% 

Poland 0.4% 0.0% 0.0% 0.0% 0.0% 0.4% 

Slovenia 0.3% 0.0% 0.1% 0.0% 0.0% 0.4% 

Cyprus 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 
Notes: BEVs = Battery-electric vehicles, PHEVs = Plug-in hybrid vehicles, HEVs = Hybrid vehicles, 
NGVs = Natural gas vehicles (compressed natural gas or liquefied natural gas vehicles). 
Source: Data from ACEA (2021b). 
 
 At the same time, the Czech politicians have been publicly complaining about the EU CO2 
regulations set for the automotive industry, including the Fit 55 plan. The Czech Prime Minister 
Andrej Babiš argued in 2021 “We have repeatedly said that the [EU’s climate] goals must be set in a 
way not to harm our industry…It must be done reasonably, not based on ideology” (Prague Morning, 
2021). The political rhetoric blaming the EU for ‘forcing’ Czechia in the transition to electromobility 
was escalated by several minor political parties before the October 2021 Parliamentary elections in 
Czechia. For example, political billboards of one political coalition claimed, “We will not give your 
cars to Brussels.” (Figure 12). Following the 2021 elections shortly after the new government of 
Czechia was sworn, the new prime minister Petr Fiala declared on December 19, 2021: “the proposal 
of the European Commission to ban the production and sales of [new] ICE cars after 2035 is 
unacceptable for the government of Czechia” (Aktuálně.cz, 2021). The new minister of industry and 
trade declared: “I think it's nonsense to ban the sale of internal combustion engines. Technological 
advances may offer a better solution than harsh restrictions which may end up making everything 
more expensive” (Prokeš, 2021c). 
 
5.7. Job effects of the transition to electromobility in Czechia 
It is difficult to estimate the job effects of the transition to the production of EVs in Czechia because 
of the complexity of changes related to the transformation of the automotive industry to 
electromobility and the closely intertwined trends related to the digitalization and automation of 
production (Industry 4.0). There will not be a necessary overarching trend but instead we might 
expect a complex mixture of job creation, job losses and job upgrading (Bauer et al., 2020). 
According to the director of the Czech Automotive Industry Association, at least 5-10% of suppliers, 
i.e. those directly involved in the production of combustion engines and the ICE powertrain, are in 
danger of becoming redundant (90’ ČT24, 2021). As previously argued, Czechia is less specialized in 
the production of engines and gear boxes than some other ECE countries, such as Poland and 
Hungary (Pavlínek et al., 2009; Pavlínek, 2017a). In the case of Czechia, there is one engine factory at 



 

 

 
 

25 

Škoda Auto in Mladá Boleslav, one Škoda Auto factory in Vrchlabí, which assembles automatic 
gearboxes, and the assembly of gearboxes at the Hyundai factory at Nošovice. It is likely that in 
these cases the assembly of engines and gearboxes will be at least partially replaced by the 
production for EVs. For example, as already mentioned, the Škoda Auto factory at Vrchlabí hopes to 
transition from the assembly of gearboxes to the assembly of 5 million EV's powertrains per year by 
2031 (Charvát, 2021).  

Škoda Auto plans to continue the production of ICEs after 2035 for the non-EU markets. 
Therefore, it is unlikely that its engine factory will be closed in the next twenty years. However, the 
production of engines for the European market can be endangered in the 2020s if the EU7 emission 
standard is accepted and Škoda Auto would have to stop producing 1.0 TSI engines, most likely after 
2026. Škoda Auto unions have warned that this, along with the inability to secure the production of 
EV powertrains at the Vrchlabí gearbox factory, could lead to the loss of up to ten thousand jobs at 
Škoda Auto. To avoid this worst case scenario, Škoda Auto has already secured the launch of the 
production of the 1.5 TSI engine at its Mladá Boleslav factory complex (Váchal, 2021). If Škoda Auto 
also succeeds in securing the production of EV powertrains at Vrchlabí, its job losses related to the 
transition to the production of EVs will unlikely be severe. The redundancies related to the 
anticipated decrease in the production of engines will likely be absorbed by the company and the 
redundant workers will be retrained and reassigned to other production, such as the newly 
introduced production of MEB battery systems. The future of employment at Škoda Auto and its job 
losses or gains related to its transition to the production of EVs will therefore largely depend on the 
corporate decisions by the VW Group headquarters in Germany and it will be the outcome of 
bargaining between Škoda Auto and the VW Group headquarters over the allocation of future 
production to the three Škoda Auto factories in Czechia and its other factories located abroad. At the 
same time, this allocation of future production by VW corporate headquarters will strongly depend 
on the outcome of the cut-throat inter-place competition among different VW factories in different 
countries in which the locations with the lowest production costs, especially the lowest wages, the 
highest worker flexibility, the largest concessions provided to the VW management, and also those 
with the strongest political power and influence at the VW headquarters, are most likely to be 
successful in securing future production and investment.  

Similarly, Hyundai Nošovice is gradually replacing the assembly of gearboxes with the 
assembly of car batteries. The assembly of gearboxes at its Gearbox factory II ended at the end of 
2021 and will be replaced by the production of car batteries by Hyundai Mobis, which is owned by 
Hyundai. The existing employees of Hyundai Nošovice will continue to work for Hyundai and the 
launch of the assembly of car batteries will create new jobs at Hyundai Mobis. The Gearbox factory I 
will continue to assemble gearboxes for the needs of Hyundai Nošovice, KIA Slovakia and Hyundai’s 
factory in Turkey (Lažanský, 2021). However, the production at the Gearbox factory I will also be 
gradually phased out because Hyundai plans to stop selling ICE cars in Europe by 2035 (Havlina, 
2021). As previously mentioned, Toyota’s factory near Kolín has introduced the assembly of the 
Yaris, including the Yaris hybrid in November 2021, which resulted in the creation of 1,600 new jobs 
at the factory (Dvořák, 2021b). Thus, in the case of Toyota, the transition to the production of EVs 
has led to job creation rather than job losses. 

Overall, therefore, we should not expect significant job losses in the assembly sector of the 
automotive industry in Czechia (NACE 29.1 and 29.2) unless Škoda Auto experiences the already 
explained worst case scenario, which seems unlikely at the moment. Rather the employment levels 
are likely to oscillate around current levels during the transition to the production of EVs or even 
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slightly increase due to the potential increases in production fueled by lower production costs in 
Czechia than in western Europe that has been the underlying reason for the growth in production 
and employment in Czechia since the early 1990s (Pavlínek, 2022; 2020). This reasoning is in line 
with the findings of the study conducted by the Fraunhofer Institute for Organization and Industrial 
Engineering for Volkswagen (Bauer et al., 2020), according to which we might expect that 
employment levels in assembly firms will be more affected by the trend of digitalization of 
production, that will increase the efficiency of production and lead to labor savings, than by the 
transition to the production of EVs. These jobs reductions due to the transition to the production of 
EVs are likely to be moderate (Bauer et al., 2020). We might expect that the assembly firms will most 
likely address these moderate job reductions by cutting the employment of temporary workers to 
protect jobs of permanent workers.  

The potential job losses will therefore be concentrated in the supplier sector and especially 
among the suppliers who are supplying the components to the fuel system, engine system, drive 
train and exhaust system that will become redundant in the electric vehicle power train. Overall, 
labor requirements are 70% lower for the production of an EV powertrain compared to the ICE 
powertrain (Bauer et al., 2020). According to the European Association of Automotive Suppliers 
(CLEPA) estimate, about one-third of workers in the automotive supplier industry are employed in 
the production and development of ICE technology (CLEPA, 2021). This would mean that up to 
43,500 jobs (24.4%) in the entire automotive industry are potentially endangered in Czechia during 
the transformation to EVs. These potential job losses would be partially mitigated by job creation in 
the battery production as previously discussed (Deloitte, 2021). More importantly, three additional 
trends are likely to mitigate the potential job losses. As already discussed, Škoda Auto plans to 
continue to manufacture ICEs beyond 2040 for markets in less developed countries, which will 
translate in the continuing production of components for these engines by its suppliers in Czechia 
and abroad. Second, Czechia will continue to be an attractive location for the relocation of labor 
intensive automotive production from western Europe because of its significantly lower wages and 
corporate taxes (Pavlínek, 2020) (Table 6). Third, as already argued, the production of vehicles with 
ICEs will continue longer in ECE than in western Europe. All these factors will mitigate the short-term 
and medium-term negative employment effects in the automotive supplier industry in Czechia. 
CLEPA (2021) estimates the loss of 11,600 jobs in ICE technologies in Czechia between 2020 and 
2030 and an additional loss of 8,500 jobs between 2030 and 2040, with a steep decline between 
2035 and 2040 (Figure 13). The total projected loss of 20,100 jobs would represent 11.2% of 2019 
jobs in the automotive industry of Czechia as a whole (NACE 29). At the same time, however, 20,200 
jobs are projected to be created in the EV powertrain technologies between 2030 and 2040 (Figure 
14). In 2035, 14,300 more jobs are projected to exist in the powertrain technologies in Czechia than 
in 2020. Due to the decline in ICE powertrain employment, by 2040, the total powertrain 
employment is predicted to drop to 40,800, approximately its 2020 level (Figure 14). However, job 
cuts and job creation will not take place in the same automotive firms, which means that many 
suppliers of components for ICEs will face job reductions and might face the closure, especially 
between 2035 and 2040. 

 
6. The production of electric vehicles, plug-in hybrids, and batteries in Slovakia 
At 98.1%, the automotive industry in Slovakia had the highest degree of foreign control among the 
European countries in 2018 (Table 3), which has implications for the strategic control and decision 
making and for value capture from the automotive industry in Slovakia (Pavlínek, 2016; Pavlínek and 
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Ženka, 2016). As previously discussed, almost all assembled cars are exported. This overwhelming 
dependence on exports and on foreign capital has two important implications for the course of the 
transition to the production of EVs in Slovakia. First, it will not be affected by domestic demand in 
Slovakia and will be dictated by foreign demand for vehicles assembled in Slovakia. Second, it will 
strongly depend on corporate strategies of foreign assembly firms and component suppliers, and the 
position of factories in Slovakia in their macro-regional and global production networks. Therefore, 
the decisions about what will be produced in Slovakia and when will be made in corporate 
headquarters located abroad based on their global production, distribution, and marketing 
strategies. Consequently, under the conditions of ‘corporate capture’ (Phelps, 2000; 2008; Pavlínek, 
2016), the role of the government of Slovakia in facilitating the transition to the production of EVs 
will be limited to policies designed to create the most favorable national and regional conditions for 
the investment and operation of foreign automakers and component suppliers in Slovakia. These 
include large investment incentives offered to foreign TNCs and satisfying their needs in the areas of 
educational policy and labor force training. All assembly factories in Slovakia have either started or 
plan to start the assembly of electrified vehicles. The progress to date (the end of 2021) is 
summarized below. 
 
6.1. Volkswagen Slovakia 
VW Slovakia began to assemble purely electric minicar BEVs, the Volkswagen e-up! already in 2013. 
ŠKODA CITIGOe iV and SEAT Mii electric from the same New Small Family of VW minicars began to 
be assembled in 2019. However, the production of ŠKODA CITIGOe iV was limited and has already 
ended (Jánský, 2022). In 2020, VW Slovakia also produced five SUV models with plug-in hybrid 
engines (the Volkswagen Touareg, Porsche Cayenne and Porsche Cayenne Coupé, Audi Q7, and Audi 
Q8). In 2020, 42,275 BEVs and 28,875 PHEVs were assembled in the Bratislava factory complex of 
VW Slovakia. BEVs accounted for 13.7% and PHEVs for 9.3% of the total vehicle production. Overall, 
electrified vehicles accounted for 23% of the total vehicle output in 2020 (VW, 2020; 2021).  
 
6.2. Stellantis Slovakia 
Stellantis Slovakia began to produce EVs in Trnava, Slovakia on March 27, 2019, with the launch of 
the new generation Peugeot 208 with an all-electric drive. In 2019, 7,263 BEVs were made and the 
output of Peugeot e209 increased to 33,334 in 2020, representing 2% of the total factory output in 
2019 and 10% in 2020. The factory also assembles car batteries. The production started in 2019 with 
the output of 10,000 batteries and increased to 35,922 batteries in 2020 (Stellantis, 2021). 
 
6.3. Kia Slovakia 
Kia Slovakia does not plan to assemble a BEV model before 2024. However, the gradual 
transformation to the production of electrified vehicles began at the end of 2018 with the launch of 
the assembly of mild hybrids of the Kia Sportage, which accounted for 56% of the total output in Kia 
Slovakia in 2019. In 2020, the factory began to produce its first PHEVs, the Ceed Sportswagon and 
XCeed (Žuffa, 2020). In 2020, Kia Slovakia made about 21,000 of PHEVs, which accounted for almost 
8% of its total output. Mild hybrid versions of the Kia Sportage and Kia Ceed accounted for 11.9% of 
all produced cars or 31,916 units (KIA, 2021). One of the reasons for the planned launch of the 
assembly of BEVs at Kia Slovakia are long delivery times of Kia BEVs in Europe that are imported 
from South Korea. In 2019, before the Covid 19 pandemic, Kia customers had to wait for more than 
one year for the delivery (Malan, 2019; Hampel, 2019). 
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6.4. Jaguar Land Rover Slovakia 
Although no information about the transition to the production of electrified vehicles at the JLR 
Slovakia has been available, the plug-in Land Rover Defender became available in September 2021. 
Since the Defender is made in Slovakia, we may assume that its plug-in version is being assembled in 
Slovakia as well (JLR, 2021). A BEV Range Rover is not planned until 2024 (Randall, 2021a).  
 
6.5. The government policy toward the transition to the production of EVs in Slovakia 
The government of Slovakia has traditionally been heavily involved in the development of the 
automotive industry (Pavlínek, 2016). It should not therefore be surprising that it has taken an active 
role in helping the automotive industry to transition to the production of electric vehicles. In 2015, 
the government approved “The strategy for the development of electromobility and its impact on 
the national economy”, which listed specific policies for the support of electromobility in Slovakia. 
The proposed policies included the incorporation of electromobility in all relevant national strategies 
and policies, the state subsidies for sales BEVs and PHEVs, the government support of research, 
development and innovation in the area of electromobility, the information and education 
campaign, the construction of the national network of charging stations, and other measures (SMoE, 
2015).  

In April 2019, the Slovak government passed the document titled “Measures to remove 
barriers to the sustainable development of the automotive industry in Slovakia, including the supply 
network” (SMoE, 2019). Following the passage, the Ministry of Economy established a working 
group in April 2019 to support the development of the battery industry in Slovakia. The Slovak 
Battery Alliance was established in June 2019 with a mission to foster the cooperation among public 
and private sectors, innovators, academia, and financial institutions on the development of the 
battery industry in Slovakia. (SBaA, 2021). As opposed to Czechia, Slovakia subsidized the purchase 
of EVs. In 2017 and 2018, the government supported electromobility with €5,000 for the purchase of 
a BEV and €3,000 for the purchase of a plug-in hybrid car (Petrík, 2018). The allocated total of €5 
million was supposed to subsidize the purchase of up to 1,152 EVs (TopSpeed, 2017). In November 
2019, the Slovak parliament approved an amendment to Act No. 71/2013, which made it possible to 
obtain a subsidy of up to 35% of the price of a new environmentally friendly vehicle if its owner at 
the same time scraps a vehicle with an ICE that is at least 15 years old from the registry. An upper 
ceiling of the vehicle price was set at €50,000, which excluded luxury models from the subsidy. The 
actual subsidy was €8,000 for the purchase of a BEV and €5,000 for the purchase of a plug-in hybrid. 
The total annual subsidy allocated from the state budget was only €5 million, which translated in the 
subsidy for the purchase of only 625 BEVs per year (Petrík, 2019). However, according to ACEA 
(2021a), there were no purchase subsidies offered in Slovakia in 2021. The government only lowered 
a registration fee for BEVs to a maximum charge of €33, increased the depreciation of BEVs and 
PHEVs for two years, and exempted BEVs from ownership taxes. 

The 2015 “Strategy for the development of electromobility and its impact on the national 
economy” worked with two scenarios of the uptake of EVs in Slovakia. A standard scenario 
considered the skeptical public perception of electromobility and the conservative business 
environment and expected a total of 10,000 BEVs and PHEVs in Slovakia by 2020. A more optimistic 
technology scenario assumed a greater corporate involvement and a more positive public 
perception resulting in 25 thousand BEVs and PHEVs in Slovakia by 2020 (SMoE, 2015). However, the 
uptake of EVs in Slovakia has been much slower despite the government efforts. As of mid-2020, 
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according to the statistics from the Ministry of Economy, there were 1,582 BEVs and 1,021 PHEVs in 
Slovakia compared to 224 BEVs and 86 PHEVs in 2015. The main reason has been a significantly 
higher price for EVs compared to cars with ICEs despite the direct government subsidies for the 
purchase of EVs. The market share of BEVs was at 0.5% in 2020, which was slightly higher than in 
Czechia. But the total market share of alternatively powered cars at 0.9% in 2020 was lower than in 
Czechia (3.9%) because of lower market share of natural gas vehicles in Slovakia (ACEA, 2021b) 
(Table 9). Despite the slower than expected growth in EVs in Slovakia, the Slovak Association for 
Electromobility expects up to 140 thousand electric cars in Slovakia in 2030 (Lauková, 2021), which, 
however might be an overly optimistic scenario. 

 
6.6. Efforts to secure a battery gigafactory in Slovakia 
In 2018, InoBat, the Slovak startup that aimed to produce battery cells, was established to operate in 
the fields of electromobility, energy storage and hydrogen systems in the automotive, petrochemical 
and energy industries (Manthey, 2019; Bolduc, 2021). In 2019, InoBat partnered with the California-
based energy technology company Wildcat Discovery Technologies (WDT), the owner of patented 
technology for car batteries. Most other European battery companies use licensed technology from 
the South Korean and Chinese companies. Car battery tests have shown that compared to the 
reference battery NMC 622, the battery from InoBat Auto is a quarter smaller and twice as 
electrically efficient (Lauková, 2021). InoBat Auto and WDT agreed to build a €100 million 100-
MWh pilot battery line and R&D center for 150 R&D workers in Slovakia close to the town of Trnava 
(at Voděrady) (Figure 15). The Slovak government supported the project with a €5 million subsidy in 
early 2020 (Domček, 2020). The pilot factory construction with a capacity of 260,000 batteries per 
year was scheduled to start in the first half of 2020 and the production to be launched at the end of 
2021 (Manthey, 2019) but the pilot factory construction did not start until June 2021 (Domček, 
2021) and the start of the production is not expected until the end 2022 or the beginning of 2023 
(Lauková, 2021). In the future InoBat plans to build a 10 GWh gigafactory factory (there have been 
conflicting reports whether it would at the same or a different location) and produce up to 150 
thousand smart batteries per year, which is planned to be finished in 2024. InoBat has secured a 
support of a consortium of firms from Slovakia, Czechia, Hungary, Britain, and the U.S. for the future 
construction of the battery gigafactory, including ČEZ (which invested €10 million), Matador, AEN, 
Across, the MSM Group, Manz AG, and WDT. The smart battery should allow for a 20% increase in 
range compared to batteries currently in use. At the same time, InoBat says its battery reduces the 
dependence on cobalt, one of the rare earth elements (Ehl, 2020). 
 
6.7. Job effects of the transition to electromobility in Slovakia 
Based on the 2019 survey of 50 automotive component suppliers in Slovakia (PwC, 2019), only 10% 
of suppliers were concerned about the impact of the looming transition to the production of EVs and 
only 4% about the effects of the digitalization of production. Instead, the number one concern of the 
surveyed suppliers was the prospect of higher labor costs (Figure 16), confirming the importance of 
low labor costs for the establishment and continuation of production in the automotive industry by 
foreign firms in Slovakia (Pavlínek, 2020). The same survey concluded that “the Slovak car industry is 
lagging behind” Germany and other countries of western Europe in the transition to electromobility 
(PwC, 2019: 14). In 2019, 37% of surveyed suppliers did not supply any components for the 
production of EVs and hybrids, while for 42% of surveyed suppliers the share of supplies for of EVs 
and hybrids was less than 5% of total supplies (Figure 17). The survey results thus underscored the 
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slower onset of the transition to the production of EVs in Slovakia especially when compared to 
western Europe.  

Overall, it is reasonable to expect similar job effects of the transition to the production of 
EVs in Slovakia as in Czechia. As in Czechia, Slovakia is expected to produce cars with ICEs longer 
than in western Europe. For example, in November 2020, VW decided to transfer the production of 
its ICE VW Passat from Germany and Škoda Superb from Czechia to Slovakia to make space for the 
production of EVs in Germany. This will not only result in the investment of more than €400 million 
and the job creation at VW Slovakia in Bratislava (VW, 2021), it will also save jobs among those 
suppliers supplying engine components from Slovakia at least in the medium term. 

The automation of production in the Slovak automotive industry might have more serious 
consequences in terms of job losses than the transition to electromobility. For example, it has been 
estimated that the automation of production may cause 30-40% of jobs to disappear in the 
automotive industry of Slovakia (Filin, 2021), which would translate into between 53 thousand and 
71 thousand jobs lost in the future.  

We may expect the limited growth of R&D jobs in the automotive industry in Slovakia that 
may or may not be related to EVs. These R&D jobs will mainly be created by foreign firms that are 
attracted by low-cost R&D labor in Slovakia and by government’s investment incentives in R&D-
related FDI. For example, in December 2021, the German supplier Shaeffler announced the 
construction of a €20 million R&D center in Slovakia in the town of Kysuce that will focus on 
electromobility and will add 220 to the existing 230 R&D workers (Trend, 2021). However, as in 
Czechia, foreign automotive firms face shortages of highly qualified R&D workers in Slovakia, which 
limits the development of R&D activities. Most foreign firms do not conduct any R&D activities in 
Slovakia. Similarly, domestic firms do not typically conduct any R&D and if they do, it is typically a 
small-scale and fragmented R&D (Pavlínek, 2018), although exceptions do exist, such as the R&D 
center for 150 workers that is under construction by InoBat Auto. Consequently, relative to the 
overall size of the automotive industry, Slovakia has recorded one of the lowest shares of business 
R&D expenditures of the total value of production in the automotive industry (Table 7) and of R&D 
personnel and researchers of total persons employed in the automotive industry (Table 8). The 
automotive industry in Slovakia thus represents a typical example of the truncated development of 
the automotive industry (Pavlínek, 2015a; 2017b), which is unlikely to be altered by the transition to 
the production of EVs. 
 
7. Conclusion 
The automotive industry has grown rapidly in Czechia and Slovakia since the 1990s due to the influx 
of profit-seeking foreign capital. As a result, both countries have large mostly foreign-owned export-
oriented automotive industries and rank among the largest vehicle producers in Europe (Table 1). 
The rapid growth of the automotive industry has created tens of thousands of jobs, increased 
exports, and contributed to economic growth in both countries. In the process, both Czechia and 
Slovakia have become strongly integrated in the periphery of the European macro-regional 
automotive industry production system. The growth has also increased the dependence of both 
economies on the automotive industry, with Slovakia being more dependent than Czechia, which 
puts Slovakia in a more vulnerable position than Czechia during the transition to the production of 
EVs because of its more narrowly specialized export-oriented automotive industry, the greater 
dependence on foreign capital (Table 3), weaker domestic sector (Pavlínek, 2018), and weaker 
innovation and R&D capabilities relative to the size of its automotive industry (Tables 7 and 8).  
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The high degree of dependence on the automotive industry combined with the relative 
position of Czechia and Slovakia in the European automotive industry in the integrated periphery will 
have important implications for the future development of the automotive industry in both 
countries. Its successful transformation towards the production of EVs is therefore extremely 
important for the future economic development in both Czechia and Slovakia. The transition to the 
production of EVs has already started in both countries as all foreign-owned assembly plants have 
introduced the production of electrified vehicles and plan to expand the production of EVs in the 
future. At the same time, however, this transformation will be slower than in western Europe 
because the integrated periphery will continue to produce ICE vehicles longer than factories in 
western Europe. The main reasons include lower production costs and modern, more efficient 
factories than in western Europe that were built or modernized since the early 1990s. The lack of 
demand for BEVs and the continuing preference of ICE cars in ECE is a contributing factor to this 
trend. This continuing production of ICE vehicles in Czechia and Slovakia and a more gradual 
transition to the production of EVs might lead to smaller or no job losses than in western Europe in 
the short- and medium-term. However, it might also put the automotive industry in Czechia and 
Slovakia in the long-term disadvantage by developing weaker BEV competencies than in countries 
undergoing a more rapid transition. Ultimately, that would make Czechia and Slovakia less attractive 
for BEV manufacturing once the production of ICE vehicles ends. This strategy is well demonstrated 
by Škoda Auto in Czechia, which plans to continue to produce ICT vehicles in the future along with 
the production of EVs that are assembled on the same assembly line despite the fact that this type 
of mixed production is less efficient than the assembly on a fully dedicated assembly line to BEVs on 
the same platform. 

The slower and more gradual transition to the production of EVs in Czechia and Slovakia will 
affect its impact on employment. We should not expect any drastic job losses in the assembly of cars 
in Czechia and Slovakia as long as the car assembly continues to be profitable for the car makers in 
these two countries. Low wages combined with very large sunk costs in modern assembly factories 
and other continuing locational advantages of Czechia and Slovakia in the automotive industry, such 
as the proximity to western Europe, the membership in the EU, political stability, and the good 
quality transportation infrastructure, should ensure the continuing production. At the same time, 
unexpected developments during economic crises or corporate restructurings can never be ruled 
out. Assembly firms are more likely to close their factories in foreign countries than in their home 
countries, because of strong political pressures, union resistance and adverse publicity in their home 
markets (Revill, 2008). For example, this makes VW assembly factories more vulnerable to potential 
closure in Czechia and Slovakia than in Germany. 

Potential job losses related to the transition to the production of EVs will be mainly 
concentrated in the supplier sector, particularly in the production of the powertrain. The analysis of 
the potential employment impacts in the supplier sector of Czechia revealed that the 2040 total 
powertrain employment will be approximately at its 2020 level as the decline in the employment of 
ICE powertrains will be compensated by new jobs created in the production of EV powertrains. We 
might expect similar developments in Slovakia. As of now, the automotive firms are much more 
concerned about labor shortages rather than job losses, which have been caused by the rapid 
growth of the automotive industry in Czechia and Slovakia in the past three decades, which 
exhausted the existing labor surplus and pushed up wages. This has undermined the 
competitiveness of especially labor-intensive assembly operations in the components industry and 
undermined the potential for future growth of the automotive industry. Labor shortages in the 
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automotive industry and rising wages are a more pressing problems for most automotive firms in 
both Czechia and Slovakia than prospects of job losses related to the transition to electromobility. 

The transition to the production of EVs is driven by corporate strategies of large foreign 
assembly firms that react to EU-wide environmental regulations of the amount of CO2 released by 
new car fleets of individual carmakers. The national governments in Czechia and Slovakia will play a 
secondary role the transition. The governments of both countries have pursued mostly wait and see 
strategies and have not enacted any strong measures designed to support the transition at the firm 
level. Their support has been limited to offering investment incentives to potential foreign investors, 
such as in the case of the planned battery gigafactory in Czechia.  

Despite being transformative, the transition to the production of EVs is unlikely to lead to 
dramatic changes in the development model of the automotive industry in these two countries and 
in the ECE integrated periphery. The basic features of the integrated periphery of the European 
automotive industry highlighted by Pavlínek (2018); (2020) will likely to endure. There is little doubt 
that this transition of the automotive industry will be directed and controlled by foreign TNCs and 
driven by their profit-driven strategies in the context of their European and global operations. Given 
the extremely high degree of foreign ownership and control over the automotive industries in both 
countries (Table 3), the transition to the production of EV will be mostly beyond the control of 
national governments, which will be in weak positions to steer the development of the automotive 
industry on their territories. This fundamental conclusion means that the truncated development of 
the automotive industry will continue in Czechia, Slovakia, and the rest of the integrated periphery in 
the future, and the success of the transition to the production of EVs will depend on successful 
corporate strategies of foreign automotive TNCs. 
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Figures 
 

  

  
 
Figure 1: FDI stock in the automotive industry (NACE 29) of Czechia, 1998-2019. 
Source: Compiled by author based on data in CNB (2022). 
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Figure 2: FDI inflows in the automotive industry (NACE 29) of Czechia, 2012-2019. 
Source: Compiled by author based on data in CNB (2022).  
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Figure 3: Production trends in the vehicle assembly in Czechia, 1989-2020.  
Source: Author based on annual data in AIA (2022). 
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Figure 4: The geography of the automotive industry in Czechia. 
Source: Pavlínek and Žížalová (2016). 
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Figure 5: Change in the average number of registered employees in the automotive industry of Czechia. 
Note: 1994-2004 data: NACE 34, 2005-2019 data: NACE 29 
Source: Author based on data in MIT (various years). 
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Figure 6: The changing structure of the automotive industry employment in Czechia, 1994-2019. 
Note: 1994-2004 data: NACE 34, 2005-2019 data: NACE 29 
Source: Author based on data in MIT (various years). 
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Figure 7: FDI stock in the automotive industry (NACE 29) of Slovakia, 2003-2019. 
Note: 2015 data is not available. 
Source: Compiled by author from the data in NBS (2022). 
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Figure 8: FDI inflows in the automotive industry (NACE 29) of Slovakia, 2016-2019. 
Source: Compiled by author based on data in NBS (2022). 
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Figure 9: Number of persons employed in the automotive industry in Slovakia, 1999-2019 
Note: 1999-2005 data: NACE 34, 2006-2018 data: NACE 29 
Source: Author based on data in Eurostat (2021b). 
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Figure 9: A billboard of three political parties photographed in Prague before the 2021 
parliamentary elections in Czechia declaring “We will not give your cars to Brussels”. 
Source: Photo taken in Prague by the author. 

 
Figure 10: Number of persons employed in the automotive industry in Slovakia by segments, 2008-
2019 
Note: car industry = NACE 29, vehicles, and engines = NACE 29.1, car bodies, trailers = NACE 29.2, 
components = 29.3. 
Source: Author based on data in Eurostat (2021b).  
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Figure 11: The geography of the automotive industry in Slovakia. 
Source: Sario (2022). 
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Figure 12: A billboard of three political parties photographed in Prague before the 2021 
parliamentary elections in Czechia declaring “We will not give your cars to Brussels”. 
Source: Photo taken in Prague by the author on September 8, 2021. 
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Figure 13: Projected employment the ICE vehicle powertrain technologies in the automotive 
supplier sector in Czechia, 2020-2040. 
Source: Author based on data in CLEPA (2021). 
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Figure 14: Projected employment the ICE vehicle and EV powertrain technologies in the 
automotive supplier sector in Czechia, 2020-2040. 
Source: Author based on data in CLEPA (2021). 
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Figure 15: Existing and planned battery gigafactories in Europe, April 2021. 
Source: Ortiz and Careaga (2021). 
 



 

 

 
 

48 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
  

 
Figure 16: The risk factors potentially affecting future growth prospects of suppliers in Slovakia based on 
the 2019 survey of 50 automotive industry suppliers in Slovakia. 
Source: Author based on data in PwC (2019). 
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Figure 17: The percentage of total supplies for EVs and hybrids among 50 selected automotive 
industry suppliers in Slovakia. 
Source: Author based on data in PwC (2019). 
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