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Introduction 
 
The automotive industry makes a crucial contribution to Europe’s 
economic and social dynamism. It accounts for approximately 1.5 % of 
EU GDP, 8.5 % of European industrial added value, and 8.5 % of net 
exports. It employs just under 2.4 million workers, representing some 
6.5 % of manufacturing jobs and almost 1 % of total employment within 
the EU. The number of jobs is three or four times higher if indirect 
employment (services, subcontracting) is taken into account, namely – 
depending on the country – between 4 and 12 % of total employment. 
In addition, the automotive industry is one of the greatest contributors 
to research and development (R&D) in the European Union, more so in 
some Member States than others1. In social terms it meets the need for 
mobility and economic development, and is a major vector of 
innovation and social dialogue. 
 
How can this industry remain a driver of sustainable growth for the 
European economy in a climate of international competition? One of 
the many aspects of this question – the impact on the automotive 
industry of European policies related to climate change – is a subject of 
sometimes heated debate among stakeholders in the sector: industry, 
the Member States, the Commission, employees, and so on. But the 
severe crisis which began to bedevil the global automotive industry as 
from 2008 is undoubtedly bringing about a rapid change in the terms of 
this debate, and doing so at four levels: 
 

                                                                 
 
1.  In Germany, for instance, the automotive industry accounts for an astonishing 75 % of net 

exports. For a statistical analysis of the different EU Member States, see Groupe Alpha (2008 
et al.).  
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— the realisation that the ‘green’ dimension (emissions, energy 
consumption, a pleasant urban environment) can lend dynamism 
to the sector; 

 
— the appropriateness of ‘outside’ public intervention in the sector; 
 
— issues around the multi-stakeholder model of development in the 

European automotive industry; 
 
— the need to create the social conditions necessary for this develop-

ment. 
 
 
Is the ‘green’ dimension a source of dynamism in the sector? 
 
The current crisis is first and foremost financial, a point made by Carlos 
Ghosn, CEO of Renault and chairman of the European Automobile 
Manufacturers’ Association (ACEA)2. Nevertheless, since 1 January 
2009 the crisis has been opening up a more structural gap between 
motor vehicle supply and demand, especially in respect of constraints 
around energy and CO2 emissions. The ability to cope with global 
warming constraints probably already constituted a factor of change in 
the automotive industry, a hypothesis we shall explore in our first 
section by comparing the evolving dynamic of the industry in North 
America, Europe and Asia. We shall see how Europe has managed in 
recent times to maintain a high level of competitiveness in its 
automotive industry, and how the existence of national and Community 
policies laying down (fiscal or monetary) incentives or disincentives 
relating to CO2 emissions has affected the point in time at which the 
countries concerned went into crisis. 
 
 
How appropriate is public intervention? 
 
The economic and social consequences of the financial crisis for 
automobile-manufacturing countries are substantial, given the knock-

                                                                 
 
2.  See his interview in Le Monde: ‘The automotive industry is an avid consumer of credit. Two 

out of every three cars are purchased on credit […]’, Le Monde, 14-15 December 2008. 
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on effects of this sector on their economy as a whole. This situation – 
compounded by the fear of seeing ‘national champions of industry’ go 
under – is the justification for national and European support plans 
which are every bit as historic as the crisis itself. These numerous plans 
combine emergency aid to stave off bankruptcy, support for demand 
and incentives for innovation, particularly in the field of energy 
consumption and CO2 emissions. In our second section we shall look at 
the background to this intervention within the European Union (EU), 
particularly in terms of climate change, and at the discussion generated, 
drawing attention to what these recent ‘recovery plans’ entail. There can 
be no doubt that the question of public intervention in the sector is 
being reassessed. 
 
 
How can Europe’s automotive industry develop ‘sustainably’? 
 
The scale and duration of the crisis are still largely unknown. It would 
be interesting to envisage ways not just of overcoming the crisis but also 
of bringing about a sustainable revival of Europe’s automotive industry. 
Climate change policies are clearly not the sole precondition but do 
have a part to play. Most of the crisis-hit countries, and the United 
States in particular, have indicated their determination to speed up the 
development of more environmentally friendly motor vehicles. Amidst 
this new and mounting competition, Europe has developed what might 
prove to be lasting assets; the question is how to dovetail the ‘green’ 
dimension with other factors of change. Section three will examine a 
highly innovative scenario for the European automotive industry (based 
on intelligent vehicles as part of a multi-modal transport mix), resulting 
from interaction between these different factors of change. 
 
 
What implications are there for the social stakeholders? 
 
The introduction of an innovation-centred scenario requires of 
necessity that all social and also local stakeholders be involved in 
effecting change. This will be the subject of our last section. 
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1. Evolution of the automotive industry before the 
crisis: emergence of the ‘green dimension’ as a 
source of dynamism 

 
Before turning our attention to the fall-out of the 2008 economic crisis, 
let us take stock of earlier developments in the world’s major vehicle 
manufacturing areas. 
 
Table 1 Trend in the output of light vehicles (LV) (*) by broad geographical 

area, 2000–2006 
 

  
2000   2006

   % variation 
2000/2006 

in 000 units PC LUV Total LV PC LUV Total LV PC LUV Total LV 
Asia 13478 3603 17081 22203 3841 26044 64.7 % 6.6 % 52.5 % 
Europe 17582 2066 19648 18109 2480 20589 3.0 % 20.0 % 4.8 % 
North America 8372 8772 17144 6853 8402 15255 -18.1 % -4.2 % -11.0 % 
South America 1646 323 1969 2478 571 3049 50.5 % 76.8 % 54.9 % 
Africa 221 95 316 339 191 530 53.4 % 101.1 % 67.7 % 
World  41299 14859 56158 49982 15485 65467 21.0 % 4.2 % 16.6 % 

 
(*) Light vehicles (LV) = passenger cars (PC) + light utility vehicles (LUV). NPC = new passenger cars.  
See Annex 1 for examples of segments of the motor vehicle market 
 
Source: OICA (2007). 

 
Between 2000 and 2006, Asia became the world’s number-one manu-
facturing area, accounting for international growth in vehicle output 
virtually in its entirety, owing to the volume of demand on its emerging 
markets. During that same period, European production held up by 
wresting second place from the United States, where overall output 
declined. Thus the slowdown in US output was already well underway 
prior to 2006, thereby putting US manufacturers in a vulnerable 
position. The decline began to affect the highly prized LUV sector (pick-
ups, light trucks etc.) as from 2000: light utility vehicles are especially 
fuel-hungry and heavy on CO2 emissions. This gradual erosion gathered 
pace in early 2008 when the economic crisis began to loom on the 
horizon. Thus in the United States, in the first half of 2008 by 
comparison with the first half of 2007: 
 
— passenger car sales fell by 1.7 %: only the ‘small models’ segment 

(A & B) grew (+9.7 %), while all others shrank. The higher the 
segment and the larger its ‘ecological footprint’, the greater the 



The impact of climate change policies on the automotive industry 
.................................................................................................................................................................  
 

 Social developments in the European Union 2008 75 

decline (medium category -1.9 %; family saloons -9.4 %; sports 
cars -20 %); 

 
— LUV sales slumped by 18.3 %: pick-ups by 22.5 % and SUVs by 

31 %. 
 
The US automotive industry therefore seems to have been unable to 
adapt to growing demand, over time, for less polluting, less gas-guzzling 
and less expensive vehicles – a phenomenon inevitably accentuated by 
the financial crisis. 
 
Europe’s automotive sector has fared quite differently. When the crisis 
hit, Europe managed to marry sustained growth in central Europe with 
weaker, but positive, growth on the mature markets of western Europe. 
Nevertheless, the crisis has obviously not spared Europe: 
 
— sales within the EU 27 were down by 10.7 % in the third quarter of 

2008 compared with the same period of 2007, with this trend 
gradually spreading to all Member States including the new ones. 
It is worth noting the relative resilience of France and Germany, 
where the slide has been less pronounced: each of them has found 
a way of legitimising its policy on the automotive industry, namely 
the environmentally friendly ‘bonus/malus’ scheme in the case of 
France, and a top-of-the-range strategy in Germany; 

 
— a structural change in consumption patterns appears to be 

gathering pace, that is, a bipolarisation of European markets: the 
huge middle segment – namely family models of the Monospace 
type (Scenic, Touran, Picasso, Multipla etc.) – is losing ground to 
the ‘greener’ A and B segments. At the other end of the spectrum, 
we are seeing a decline in the premium (H1 and H2) segments – 
very comfortable, top-of-the-range models which are generally less 
environmentally friendly – but this trend is more directly connected 
with the economic downturn. 

 
The broad diversification of supply in Europe therefore affords the EU 
greater relative protection from the international crisis in the automotive 
industry. Over time, moreover, Europe has demonstrated considerable 
ability to adapt to major changes: two oil shocks, numerous EU regulations, 
technological progress, EU enlargement and international competition 
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(especially from Japan)3. The European regulatory framework and 
policies connected with climate change are not in themselves sufficient 
to explain this relative resilience, but they do play a part. This raises two 
questions: 
 
— in what way are these policies designed to shake up the European 

motor vehicle sector? 
 
— how likely are these policies to lead us out of the crisis? 
 
 
2. The appropriateness of European policies on 

climate change: is the glass half empty or half full?  
 
2.1. A constant tightening of Europe’s climate change policies 

in respect of motor vehicles  
 
Curbing CO2 emissions from passenger cars is a major component of 
Europe’s commitment to combating climate change, as reasserted by 
the Commission in January 2008 in its ‘energy/climate package’4. The 
priority attached to the ‘motor vehicles’ component derives from a 
threefold diagnosis: 
 
— the relative contribution of passenger cars5 to total CO2 emissions: 

12 % of emissions in Europe, according to the Commission; 
 
— non-compliance with ‘voluntary’ commitments prior to 2008. 

Whereas in 1999 the Commission’s target for ‘2005 or at the latest 
2010’ was set by recommendation at 120g/km (the average 
emissions level of new passenger cars was roughly 185g/km at that 
time), the ACEA gave a voluntary undertaking, postponing this 

                                                                 
 
3.  For a brief overview of competitiveness in the European automotive sector, see the Final 

Report by Daniel Traca (2007). 
4.  The ‘energy/climate package’ adopted by the Commission in January 2008 relates to the 

emissions trading system, to curbing greenhouse gas emissions, promoting renewable energy 
and investing in low-carbon energy technologies. The package also reaffirms the 
Commission’s commitment to a 20 % overall reduction in greenhouse gas emissions by 
2020. 

5.  The other main sources are deforestation, agriculture, home heating and cooling, and the 
commercial sector. 
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limit until 2012 while committing itself to an interim CO2 

emissions target of 140g/km by 2008. These targets will be 
missed: after an average reduction achieved in the early 1990s, 
progress has slowed considerably during the second half of the 
current decade (see Annex 2); 

 
— the growth in emissions owing to the expansion in the motor 

vehicle fleet and traffic: the fall in the average level of CO2 

emissions has been more than offset by the increase in the vehicle 
fleet and, by corollary, the growth in passenger car traffic. Few 
analysts believe that this broad trend will ease off spontaneously in 
the medium term (see Annex 3). What is more, this verdict puts 
into perspective the (environmental) effectiveness of regulating 
average vehicle emissions without thinking about modes of 
transport in the round. This point will be addressed in section 
three. 

 
The Commission therefore put forward a new regulation in 2008, on 
which the Council and Parliament have reached a compromise (see 
Annex 4). Simplified to the extreme, the new provisions have two main 
strands: 
 
— a normative strand: the draft standard for passenger car emissions 

is set at 120g CO2/km by 2012. This level is to be reached by 
limiting direct emissions to 130g/km and by achieving an additional 
10g cut thanks to ancillary measures (tyres, air-conditioning, etc.). 
It is important to note that the 130g/km standard is an average, to 
be spread across a manufacturer’s entire range (and not vehicle by 
vehicle) depending on the characteristics of the vehicles produced, 
especially in terms of weight and power. Finally, manufacturers 
may group together in ‘pools’, in which case the threshold is 
calculated for the pool as a whole, and not for each individual 
manufacturer; 

 
— financial penalties (see Annex 4). 
 
As we saw in section one, by international standards Europe has 
survived the past decade in reasonably good shape to confront the crisis 
and mounting competition from Asia, in that it adjusted to the new 
environmental constraints more rapidly than its north American 
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competitors. Until recently, however, this relatively satisfactory state of 
affairs did not result in an unreserved endorsement of the new 
regulatory provisions on CO2 emissions by European industrialists and 
Member States. Far from it. 
 
 
2.2. Risks and opportunities arising from the new provisions 
 
The main criticisms levelled at the draft provisions highlight three 
considerable risks: 
 
— that of a distortion of competition between manufacturers, owing 

to unequal treatment of specialist and generalist manufacturers 
within the EU. The principle of allocating an average threshold to 
each manufacturer could ease the burden on manufacturers of 
heavier vehicles, especially in Germany6. This risk has been hotly 
debated, with lighter vehicle manufacturers/manufacturing countries 
advocating an alternative scheme, namely the ‘bonus/malus’ scheme 
for greener cars7. As well as pointing out the injustice inherent in 
the calculation of the thresholds, countries/manufacturers producing 
medium/light vehicles add that they are less able to pass on to 
customers the cost of adapting vehicles and the penalties; 

 
— distortions of competition vis-à-vis international competitors. All 

non-European manufacturers would be subject to the same 
constraints for the passenger cars they sell in Europe, but the 
measures obviously do not affect passenger cars sold by those 
manufacturers in their own countries or anywhere outside of 
Europe. Manufacturers’ costs might be quite different according to 
how dependent they are on the European market, which would 
jeopardise the alleged neutrality of the scheme from the point of 

                                                                 
 
6.  The threshold applied to each manufacturer depends on the volume of vehicles they produce, 

based on a sliding scale calculated according to a vehicle’s level of authorised emissions and 
its weight. The lighter the vehicle, the lower the threshold, and vice versa. This phenomenon 
of a ‘sliding scale of emissions rights’ results for example in a requirement of around 
128g/km for Renault, compared with 145g/km for certain German manufacturers. 

7.  The bonus/malus scheme applies across-the-board, to all manufacturers. It operates by 
granting financial rewards (bonus) for low carbon-emitting vehicles below a certain 
threshold, and financial penalties (malus) for CO2 emissions above a certain threshold. 
France introduced this scheme in the wake of the Grenelle Environment Forum. 
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view of international competition. The greater the globalisation of 
the automobile market, the more significant this risk; 

 
— a delaying effect on the renewal of vehicle fleets and hence on the 

ultimate goal of reducing emissions. The draft regulation aims to 
make new passenger cars more environmentally friendly, not the 
existing car fleet. A ‘green’ surcharge on new passenger cars could 
therefore act as a disincentive to new car purchases: a significant 
risk at present, in view of the financial crisis. That is why, in order 
to support demand, several countries have introduced the 
bonus/malus principle or rewards for motorists who sell their old 
cars for scrap and buy new ones. Such schemes clearly result in a 
much faster renewal of vehicle fleets. 

 
These are no mean criticisms. Advocates of the draft regulation, for 
their part, headed up by the Commission, emphasise the lessons of the 
recent past and enumerate three historic opportunities: 
 
— in terms of ‘greening’ Europe: the need to take vital steps towards 

lowering CO2 emissions from passenger cars. Given that mere 
recommendations and voluntary action have, to date, been 
insufficient to cancel out the rise in emissions, the draft regulation 
sets out to achieve its aims through a stringent tightening the rules 
(thresholds and penalties) right across the world’s number-two 
market. In the past, oil price rises were what made Europe’s 
automotive industry, then the world leader, adjust its behaviour; 

 
— in terms of technology: ‘an opportunity for innovation’ is how 

Günter Verheugen, the Commissioner for enterprise and industry, 
describes the draft regulation. The proliferation of announcements 
about scheduled product launches of carbon-free or low-carbon 
models during the period 2012-20158 would seem to prove his 
point – as long as those plans come to fruition, of course; 

 

                                                                 
 
8.  For example the announcement by Renault and the French government of an all-electric car 

for 2012, and that by German manufacturers intending to step up their efforts to develop 
hybrid engines. 
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— in terms of international leadership: the draft text is binding on 
manufacturers but could under certain circumstances, paradoxically, 
confer a significant competitive advantage on European manu-
facturers in the long-term. This is already evident from the robust 
performance of some of them in the United States, even in the 
midst of the present crisis. 

 
All three opportunities are closely connected, because the world market 
is unlikely to be convinced by a ‘green’ European model of development 
in the automotive industry unless action on the emissions front is 
effective, which requires a mastery of new technology. And that cannot 
happen without a high commercial profile. We have come full circle. 
 
Will the risks outweigh the opportunities? Behind this debate lie fierce 
industrial rivalry and divergent views of the automotive industry, in 
particular pitting countries which produce small and medium-sized cars 
(France, Italy, Spain, etc.) against those producing medium and large 
cars (Germany, Sweden, etc.). But surely the scale of the crisis, on the 
one hand, and the very real opportunities afforded by potential 
intervention on the part of governments and the EU, on the other, alter 
the terms of the debate?  
 
 
3. A ‘new European car for safe and sustainable 

transport’ as a response to the crisis 
 
The crisis may well be long-lasting. Analysts nevertheless agree that 
there is considerable potential for growth in the automobile sector both 
worldwide and within Europe: there is a growing need for mobility 
thanks to the improved economic fortunes of the countries with emerging 
economies, and motor vehicles continue to offer major comparative 
advantages as a mode of transport. However, new players – spurred on 
by the needs of emerging economies (China, India, Russia) – are 
entering the global market and intensifying competition on both mature 
and new markets. This is why the European automotive industry must 
rally round: it must do so by demonstrating its ability to cope with 
factors of change which are not solely climate-related. 
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Table 2 The four main factors of change in the automobile sector9 
 

Changing society and 
evolution of demand  

Emerging technology Company strategies 

Need for mobility  
 
Need for diversity 
 
‘Rich vs. poor’ polarisation 
 
Urbanisation, Ageing 
 
Energy prices 

ICT (incl. 
nanotechnology) 
 
New materials 
 
New methods of 
propulsion (hydrogen, 
fuel cells, etc.) 
 

Internationalisation 
 
Mergers and acquisitions 
 
Marketing choices (premium, low cost, etc.) 
 
Innovation vs. cost-oriented policy 
 
Relocation 

Changing regulation (fiscal, R&D policy, regulatory framework) 

 
Such action will probably not assuage rivalry within the EU in the short 
term, but it should make Member States agree to take three issues into 
account: 
 
— the importance of innovation in overcoming the crisis, especially 

around environmental issues. The radical changes being promoted 
in this area by the new Obama administration in the United States 
testify to the new competition lying ahead: as far as private cars 
are concerned, the EU – like Japan – will have to reckon with 
competition from the US in its bid to recapture the automobile sector; 

 
— the importance of a European-level response. This, at least, is the 

strongly held opinion of the French and Italian governments; 
 
— the importance of reassessing motor vehicles as part of a broader 

debate about transport modes and infrastructure. We should bear 
in mind, at this stage, the above-mentioned limitations of policies 
based solely on reducing CO2 emissions in a context of traffic growth. 

 
Furthermore, the very proactive statements about the introduction of 
new electric vehicles will be credible only if they are followed up by 
large-scale infrastructure projects and by standardisation, at least at 
European level. Lastly, the issue of climate policies as related to the 
automotive industry goes beyond consumption (and hence CO2 

                                                                 
 
9. For a comprehensive presentation of the factors of change and scenarios for the future, see 

Groupe Alpha (2008). 
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emissions): it touches on manufacturing (traceability to ensure all 
components are environmentally friendly) and on the entire life-cycle of 
vehicles. Amidst the mounting international competition to be ‘green’, a 
‘new car for safe and sustainable transport’ scenario10 illustrates the 
opportunities for the industry to innovate in a big way and to successfully 
export its innovations. 
 
Table 3 A ‘new car for safe and sustainable transport’ 
 

Changing society and 
evolution of demand  

Emerging technology Company strategies 

High environmental and 
safety consideration 
 
Increasing prosperity in new 
Member States 
 
Demand for new technology, 
design and services 
 
 

New technologies (materials, 
electronics, propulsion) 
 
New design 
 
New services (including 
transport) 
 
 

Internationalisation 
 
Partnership of car manufacturers / 
equipment suppliers 
 
Investment in R&D 
 
High level of segmentation 
 
Growth in services activity 

Changing regulation (fiscal, R&D policy, regulatory framework 
 
High level of coordination of environmental, safety and transport policies 
 
Investment in R&D and new technology but also in transport infrastructure 
 
Coordinated fiscal policies 

 
This scenario is dependent on various types of policy above and beyond 
those related to climate change: on innovation, regulation, transport, 
regional infrastructure and human resources. 
 

                                                                 
 
10.  Idem. 
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Table 4 Principal recommendations in each area (*) 
 

Area Stakeholders  Examples of action 
A policy for major 
innovation 

Manufacturers, equipment 
suppliers, research centres, EU 
authorities, universities, Member 
States 

- better cooperation between manu-
facturers and equipment suppliers 
 
- a European research programme 
 
- support for innovation clusters and 
SMEs 

A coherent 
regulation policy 
 
 

EU authorities, Member States - conduct of an integrated trade and 
regulation policy 
 
- coordinated tax incentives across all 
EU Member States 

An infrastructure 
policy 

EU authorities, Member States - a new intelligent road infrastructure 
 
- public/private partnerships 
 
- financial support for SMEs 

Education, training 
and social policy 

Manufacturers, equipment 
suppliers, schools and 
educational institutions, EU 
authorities, Member States, 
trade unions 

- make the sector more attractive 
 
- bring companies into contact with 
schools and universities and involve 
them in curricula 
 
- courses for older workers 
 
- improve working conditions 
 
- set up local and sectoral 
observatories 
 
- establish proper social dialogue in 
companies; promote European Works 
Councils and company agreements 

 
(*) For a comprehensive presentation of the factors of change and scenarios for the future, see Groupe Alpha et al. 
(2008). 

 
It is, however, worth emphasising that this scenario goes beyond the 
question of how to adapt the automobile sector in the short term: it 
poses questions about ‘sustainable transport’ over the longer term. For, 
in fact, even though efforts to curb CO2 emissions from individual motor 
vehicles go in the right direction, they leave the conception of a car-
centred transport system almost totally intact. Yet, as we saw in section 
two, the headway made on vehicle emissions is being wiped out by 
traffic growth. What is more, the increasing intensity of efforts to curb 
CO2 emissions also conflicts with the need to reduce vehicle ‘usage costs’ 
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in an era of rising oil prices. No sooner do oil prices fall again than the 
economic arguments for electric vehicles are regarded as a little less 
clear-cut. 
 
But the impact of cars on our climate and on fossil fuel consumption is 
not the only reason why we need to take a fresh look at their role. A 
question mark even hangs over the viability of cars as a means of 
transport. Urban road traffic growth and congestion has become a 
major factor: since 2008 there have been more people worldwide living 
in built-up areas than in rural areas, and all the indications are that this 
phenomenon will gather pace in the long term11. A response based 
merely on improving the efficiency of cars is therefore no longer 
adequate. As far as traffic congestion is concerned, the obvious question 
is how the number of private cars can be reduced; this means there is a 
need for new multi-modal forms of transport, where individual and 
collective modes complement each other rather than competing. 
 
 
4. Mobilising stakeholders to bring about change 
 
Corporate strategies are not the only variant determining the prospects 
for the automotive industry. Nor is this the only level at which 
restructuring is occurring and impacting on employment nowadays. 
The effects are likewise felt elsewhere, such as in local communities and 
at other levels of action and regulation (local, national, European and 
global). This necessitates interaction between players at different levels 
and presupposes that they will take a proactive attitude to change. Such 
a mobilisation of stakeholders is a response to three key methods of 
anticipating change which underpin what we have referred to, in the 
European AgirE project12,as the ‘3M rule’. It is illustrated in the 
following figure: 
 

                                                                 
 
11.  According to a study by Oliver Wyman (2007), in 2015, 40 % of the world’s population will 

be concentrated in cities with more than 1 million inhabitants; 17 % in cities with more than 
5 million inhabitants. And the average speed of motor vehicles in these cities will be roughly 
10 km/hour, with average daily journey times of 3 hours! 

12.  See the AgirE website: http://www.fse-agire.com 
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Figure 1 The 3 M rule  
 

 
 
Of course, such a positioning of the various players’ interests poses 
significant challenges in terms of industrial relations, since it is a matter 
not so much of passively enduring restructuring as of actively bringing 
about change, by operating to the greatest extent possible all the levers 
of action shown in the figure below. 
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Figure 2 Variables for adapting to change 
 

 
 
Several conditions must of course be met in order to drive forward this 
agenda, which involves a variety of players. The AgirE project has identified 
four essential preconditions: 
 
— the creation of a space for action, participation and dialogue at 

all levels. In other words, scope for social dialogue is crucial to 
generating the necessary momentum, and could therefore form part 
of a partnership for anticipating change, as proposed by the European 
Commission. It was with that in mind that the Commission held a 
Restructuring Forum in Brussels on 17-18 October 2008, devoted 
entirely to the automobile sector. One of its aims was to promote a 
joint declaration on a ‘European partnership for anticipation of 
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change’ in the automotive industry, setting out the responsibilities of 
each and every player (EU, governments, companies, trade unions 
and regions). The Forum was the point of departure for bringing 
together all the relevant players so as to monitor developments in the 
automobile sector and promote a dialogue among the different 
players in order to manage change in the best possible way. 

 
The general secretary of the European Metalworkers’ Federation 
(EMF) recently pointed out13 that in these times of crisis the 
automotive industry should agree to enter into an ‘open, 
institutionalised social dialogue’. His appeal was directed in 
particular at the ACEA, which has expressed serious reservations 
about establishing a European social dialogue. Under these 
circumstances, European Works Councils (EWCs) – a relatively 
new method of collective employee representation – may well have 
an important part to play. Indeed, EWCs are turning their 
attention with increasing frequency to environmental protection 
issues. EWCs should also be able to have their say when the 
European Social Funds are drawn upon in the event of company 
restructuring operations, so as to ensure for example that the 
monies are properly used in the workers’ interest: 

 
— the quality and relevance of information, in order to look to 

the future and identify needs in terms of skills, qualifications and 
occupations, and in order to carry out ‘cognitive mapping’ for the 
purpose of establishing a shared diagnosis; 

 
— setting aside sufficient time for pre-emptive management 

of change, with a view to utilising all available tools and resources 
for anticipation (e.g. a precautionary adaptation of jobs and skills); 

 
— creating a social climate favourable to action, which of 

course depends on the degree of trust inherent in relations among 
the players and on the industrial relations culture at company 
level, but also at local level. 

                                                                 
 
13.  At a conference held under the auspices of the high-level group CARS 21 (Competitive 

Automotive Regulatory Systems for the 21st century). 
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Whereas active, forward-looking policies need to be promoted, the current 
crisis demonstrates that they should nonetheless be accompanied by 
other, more defensive, measures which – although not taking effect 
until after restructuring has occurred – provide much-needed 
reassurance that the workers affected can find new jobs. On this point, 
the European Globalisation adjustment Fund (EGF) has been used 
several times since January 2007 to assist workers affected by 
restructuring in the automotive industry14. It is however clear that, in 
view of the current economic crisis, some would like to see a reform of 
the various European Funds: in particular, the € 500 million budget 
allocated to the EGF is regarded as insufficient and the threshold of 
1,000 employees15 too restrictive. This European Fund is currently 
undergoing a reform. The Commission announced on 26 November 
2008 that it wished to turn the Fund into an ‘early intervention 
instrument’ and to ‘make the EGF a more effective crisis response 
instrument’. 
 
In a more general sense, it really would be beneficial to involve both 
social dialogue and public policy-making in the pre-emptive handling of 
change, by ensuring – as demanded by Europe’s trade unions, 
especially the EMF – that, where aid is granted, it be granted subject to 
specific conditions, such as no lay-offs and compliance with collective 
agreements and wage deals. The Groupe Alpha has recently put forward 
a proposal16 along these lines, making the award of Community funds 
contingent on the negotiation of a forward-looking agreement on 
employment and skills management. The Community funds granted 
would be subject to the following set of conditions: 
 
— prior notice of restructuring (a reasonable period, such as 6 to 

12 months, depending on the scale of the restructuring operation, 
ranging from 100 to more than 500 lay-offs); 

 

                                                                 
 
14. In particular, in the case of redundancies in the French automotive industry in 2007 (for 

subcontractors of PSA Peugeot-Citroën and Renault) and in June 2008 to help cope with 
1,549 redundancies in the Portuguese automotive industry. 

15.  Restructuring must affect at least 1,000 jobs in a region where unemployment is higher than 
the national and Community average. The sector concerned must account for at least 1 % of 
jobs in that region.  

16.  ‘Mieux anticiper et conduire les restructurations en Europe’, a brochure issued by the 
Groupe Alpha, 2008. 
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— a social agreement on ‘methods and procedures’ (an already 
existing framework agreement on forward-looking management 
meets this condition), testifying to efforts to anticipate events at 
least operationally; 

 
— immediate implementation of the analytical and operational 

flanking measures set out in the agreement concerned. 
 
The crisis plaguing the automobile sector must not be used as a pretext 
for shunning pre-emptive measures, which in most cases rely on 
procedures involving workers or their representatives (information, 
consultation, participation and negotiation), but also other players 
(public authorities, clusters, voluntary bodies, etc.), in social innovation 
initiatives that prioritise active employment policies (training, careers 
guidance, etc.). Such initiatives must not however rule out a firming-
up – where necessary – of social policy measures to assist workers, 
most notably by harnessing the European Social Funds. 
 
 
Conclusion 
 
Whether one considers the glass to be half empty or half full, it would 
seem hard to deny the long-term impact of policies related to climate 
change in Europe. An examination of international competitive 
positions leads to the conclusion that incentives to innovate and adapt 
have favourable results, as has happened in the European automotive 
industry. 
 
The worldwide economic crisis has dealt a new deal. Japan has already 
provided competition by bringing out new environmentally friendly 
cars (hybrid models); now it is the turn of the United States to reveal 
their hand. And there is no reason to believe that the emerging Asian 
economies will stay out of the game. 
 
Europe must therefore manage a complex agenda of adaptation. It must 
redouble its efforts to place a clean, innovative mode of transport on the 
international market, while acting pragmatically so as not to weaken its 
industry at a time of enhanced international and intra-European 
competition. (The risk that EU Member States may fall back on their 
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own national policies for the automotive industry can by no means be 
ruled out.) 
 
The current crisis clearly demonstrates that developing the automotive 
industry means more than merely defending the champions of industry: 
the issue of jobs and skills in the sector as a whole is crucial. In this 
sense, the preconditions for making a success of the ‘new car for safe 
and sustainable transport’ scenario depend on the stakeholders’ ability 
to act at different levels, according to a multi-player logic requiring 
action on several fronts. 
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Annexes 
 
 
Annex 1 Segments of the automobile market: examples of vehicles 
 

Segment Examples of current models 
A Agila, Aygo, Fox, 107, C1, Twingo, Panda 
B Corsa, Yaris, Fiesta, Polo, 207, Clio, C3, Punto 
M1 Astra, Auris, Focus, Golf, 308, Mégane, C4, Bravo 
M2 Vectra, Avensis, Mondeo, Passat, C5, Laguna, 407  
MPV Zafira, Verso, C-Max, Touran, Scenic, Picasso, C4 
H1 A4, Series 3, 607, Class C 
H2 Series 5, Series 6, Class E  
SUV Rav 4, Touareg, X5 

 
 
 
Annex 2 Trend in the average rate of CO2 emissions from new vehicles in 

Europe since 1995 
 

in g of CO2/km 1995 1997 2000 2005 2006 
Austria 184 175 162 160 161 
Belgium 181 176 163 153 152 
Denmark 190 189 178 163 162 
France 176 175 162 152 149 
Germany  194 189 178 169 171 
Ireland 180 173 165 166 165 
Italy 179 169 159 148 148 
Netherlands  189 186 174 168 165 
Portugal 171 164 156 143 143 
Spain  175 170 162 149 155 
Sweden  224 213 200 193 188 
United Kingdom 190 188 179 168 166 
EU average 185 180 169 160 160 

 
Source: ADEME (2008). 
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Annex 3 Passenger transport by mode within the EU 25, 1995-2004  
(in billions of km) 

 

 Car Bus Train 
Tram and 

metro 
Total 

1995  3.787 474 324 65 4.650 
1996  3.852 479 322 65 4.718 
1997  3.927 478 326 66 4.797 
1998  4.021 484 329 67 4.901 
1999  4.119 485 339 69 5.012 
2000  4.196 492 353 71 5.112 
2001  4.277 493 355 71 5.196 
2002  4.370 489 351 72 5.282 
2003  4.399 493 347 73 5.312 
2004  4.458 502 352 75 5.387 
1995-2004 +18 % +6 % +9 % +15 % +16 % 
Per year +2.1 % +0.7 % +1 % +1.8 % +1.9 % 

 
Source: ERF-IRF (2007). 

 
 
 

 
Annex 4 Key elements of the compromise between the European Parliament 

and the Council on the draft regulation concerning emissions 
from new passenger cars in the EU 

 
‘Long term target: the compromise introduces a long term target for 2020 for the new car fleet of 
average emissions of 95g CO2/km; 
 
phase in: the compromise says that manufacturers will be given interim targets of ensuring that 
average CO2 emissions of 65 % of their fleets in January 2012, 75 % in January 2013, 80 % in 
January 2014 and 100 % from 2015, comply with the car manufacturer’s specific CO2 emissions 
target; 
 
excess emissions premiums: the compromise provides that manufacturers exceeding the carbon 
dioxide targets set by the regulation will have to pay the following fines (so called excess 
emissions premiums): from 2012 until 2018: 5 euro for the first gram of CO2, 15 euro for the 
second gram of CO2, 25 euro for the third gram of CO2, 95 euro from the fourth gram of CO2 
onwards, from 2019 manufacturers will have to pay 95 euro for each gram exceeding the target’. 
 

 
 
Source: European Parliament (2008), ‘MEPs and Council Presidency reach deal on CO2 emissions from cars’, 
Press Release, 2 December 2008. 

 


