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The financial crisis is finished for the banks in most of European countries. As in other 
areas of the world, the States were indeed obliged to guarantee their debts. They also 
had to loan capitals to them so that they can give the companies and the private 
individuals credit again. The debt of the States strongly increased at the same time 
because of the helps to the enterprises and the fall of the taxes amount. Some States, 
which had used the financial facilities of the “new economy” on the spur of United 
States and Great Britain, are in fact in bankruptcy. A device of financial aid between 
States of the euro zone had to be set up to avoid them to be in suspension of payments. 
The restoration of the public finances will be obtained by restrictive policies of which 
the effects on the domestic consumption could be compensated only partly. Exports, in 
particular towards the large emerging countries and the attenuation of the income 
inequalities will probably not be enough to relaunch the demand. In short the financial 
crisis continues in Europe by the financial crisis of some States and by the economic 
crisis that probably only start. 

However the impact of these crises was and continues to be different according to the 
countries. The European countries have different growth modes indeed. Some have a 
growth drawn by the export of specialized goods, like Germany and Sweden, others by 
the export of low cost goods, like the Central European countries and Romania, others 
by their domestic consumption like France and Italy, others by their financial activities 
like Great Britain, others by the building investments like Spain.  
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Moreover the European countries implemented over the years the financial and wage 
deregulation, which seemed to be the condition of the growth, but they made it in 
different ways with different methods and intensities. The income inequalities were 
strongly increasing in Great Britain, in Portugal, in Spain, in Greece. At the contrary 
they were relatively contained in the Scandinavian countries, in Germany and in France. 
The European Union was enlarged throughout years 2000 to the Central European 
countries whose the living standard was definitely lower than in Western European 
countries and whose the distribution of the national revenue became in a short time 
from egalitarian to a very unequal one.  

In a first phase of the crisis, the countries from which the growth is drawn by 
exports, or the financial activities, or even by the building investments, were 
immediately and strongly concerned. At the contrary the countries of which the growth 
is drawn by the domestic consumption were much less concerned, thanks to their social 
shock absorbers.  

In the second phase of the crisis, the exporting countries of specialized goods seem 
more quickly able to find the path of the growth, whereas all the others see the growth 
return deferred to later, after a hypothetical stabilization of their public finances. The 
growth mode is not questioned in Germany and Sweden. It is discussed in the other 
countries. At the traditional difficulties of European Construction, always surmounted 
so far, the divergences of analyses about the means to leave the crisis is an added 
problem. It became difficult to forecast the European market evolution and the behavior 
of the employees. The crisis is not finished. Such is the context in which auto industry 
has evolved in Europe since two years.  

To understand the choices and perspectives of European car industry, it is necessary 
to recall what was the automobile market evolution, what were the changes of the 
structure of work and the trajectories of the firms, before the bursting of the financial 
crisis. 
 
 
European Auto industry the year before the crisis 
 
In 2007, the European automobile market constituted the third of the worldwide market. 
It was the second market after the American continent. 23 millions of personal and 
commercial new vehicles were sold. Europe also assembled the third of the 
automobiles, in second place behind Asia-Oceania. Demand and production had 
continued to grow with an average annual rhythm respectively of 2.9% and 2.7% since 
1997. The proportion of personal vehicles in the total had remained stable: 88 %. The 
structure of the personal vehicles demand had slightly evolved, outlining a 
bipolarization between top-of-the-range vehicles and small and lower medium vehicles 
to the detriment of the upper medium vehicles. The evolution had been more sensitive 
for the types of body. The market share of the 4x4 and the minivans rose up from 7 to 
27%. But it is another important evolution that the observers and the manufacturers did 
not perceive during a long time. Because of the continuous increase of inequalities, the 
young couples, especially those having incomes lower than the average, had more and 
more difficulty to buy new vehicles. This is why a growing number of households in 
Western Europe bought the Logan car, the low cost car of Renault, initially aimed to the 
middle-classes of the emerging countries (Figure 1). 
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Figure 1 

 
 

However the quantitative and qualitative evolutions had not been the same ones 
according to the countries or groups of countries. The European countries do not have 
the same sources of national growth, but they do not have either the same modes of 
national income distribution. Some adopted a “competing” mode completely founded 
on the “merit”, on the power balance and on financial opportunities. Others preserved 
totally or partially a distribution nationally coordinated and socially moderately 
hierarchized. Others finally have a structurally uneven distribution. The different 
national automobile markets result from this variety of income distribution modes. 

The first great difference is related to the evolution of the demand volume and of the 
production level, on the one hand between the countries of Western Europe and those of 
Central Europe, on the other hand between the countries inside Western Europe. The 
integration of Central European countries in the European Union aimed to allow them to 
access to the living standards of the Western countries, as it was the case in the past for 
Spain, Portugal, and Greece. Nothing of that happened. The automobile market of the 
Central European countries increased only slightly since 1997: from 1.6 to 1.8 million. 
At the contrary, its automobile production developed quickly: from 1.4 to 4.1 million in 
2007. The population had not gained hitherto from the incomes drawn from these new 
activities. The demand and the production of Western Europe had been, as for it, 
tendentially stagnant for 10 years: more or less 16.5 million. But country-by-country the 
evolutions were different. On the one hand, countries whose balance 
production/demand was positive: more and more for Germany, equal for France, a little 
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less for Spain, and the countries whose balance was increasingly negative: Great Britain 
and Italy (Figure 2 and 3). 

 
Figures 2 and 3 
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The second great difference was related to the structure of the demand of personal 

vehicles between groups of Western Europe countries. In Latin Europe (France, Italy, 
Spain, Portugal) the small and lower medium vehicles constituted 80% of the sales. In 
British Islands (Great Britain, Ireland) and the Benelux countries (Belgium, 
Netherlands, Luxembourg), this percentage goes down to 70% and in Northern Europe 
(Germany, Austria, Switzerland, Denmark, Iceland, Finland, Sweden, Norway) to 57%. 
According to the types of body, the market of countries groups is still different. The 
diesel tax differences between the countries had also a strong impact on the rates of 
dieselization of the vehicles. As diesel tax is low in France, Belgium and Spain, their 
rates of dieselization are very high (more than 70%). These rates go down around 45% 
in Germany and Great Britain.  

The auto industry of the European Union generated in 2007 2.3 millions of direct 
jobs and 9.8 millions of indirect jobs. These numbers were stable since 2001. But their 
geographical distribution started to change. The direct jobs increased by 40.3% between 
2001 and 2007 in the Central European countries, reaching the half-million, whereas 
they decreased by 6.1% in Western Europe, with 1.8 million. Initially the opening of 
new automobile plants in the Central European countries was justified to satisfy the 
automobile demand of those countries that everybody thought must surely increase. But 
the Central European plants competed more and more with the factories of Western 
countries during the attribution of the new models. Consequently this type of 
delocalization became a central question in the public debate in Western Europe. The 
year before the crisis, more of the third of all the direct jobs of the European automobile 
industry was located in Germany, far from France in second position with 11%, all the 
other countries having less than 10%. The high percentage of Germany results from a 
production more important in this country than elsewhere, but also from a products mix 
in favor of the vehicles of higher market segments and of the heavy trucks and from a 
national integration rate more raised, as shows it the number of cars by employee: 7 
compared with 12 in France. 

All the large world manufacturers sold and produced in Europe. In 2007, the 
European manufacturers held 61% of market share and 67% of the production of the 
Union, the American manufacturers respectively 20% and 21%, the Japanese and 
Korean manufacturers 17% and 18%. Volkswagen had the most significant market 
share with 18%, as well as the share of the production with 21%.  

The European manufacturers distinguished themselves according to the share of 
Europe in their world sales and their production. According to these shares, the 
European manufacturers are classified in two categories: in one hand the manufacturers 
specialists of which the sales are the less Europe-centered and the production was most 
Europe-centered: BMW with respectively 55.5% and 86.5%, Daimler 52.7% and 
70.0%, and in other hand the generalist carmakers of which both the sales and the 
production were relatively balanced. It is the case of the French manufacturers being 
more Europe-centered (PSA with respectively 71.4% and 79.3% and Renault with 
65.8% and 68.5%), FIAT and Volkswagen being less (FIAT with 61.7% and 62.8%, 
and Volkswagen with 54.5% and 65.4%).  
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The manufacturers commercially present in Europe were not all in front competition. 
Europe has the characteristic to have many top-of-the-range manufacturers: the ones 
independent like Daimler and BMW and Porsche before his absorption by Volkswagen, 
the others under the control of generalist manufacturers: Saab under GM, Land Rover, 
Jaguar, Volvo under Ford, Bentley, Lamborghini, Bugatti under Volkswagen.  

Their strategies of profit are also different. Volkswagen, PSA, FIAT, Ford and GM 
have in Europe the volume and limited diversity as profit sources, so the 
commonalisation of the platforms of a reduced number of models. Renault owes on the 
other hand its profits to its innovative models: minivans and low cost vehicles. The 
profits of BMW and of Daimler came from the margins that the rich customers are 
ready to pay to have a socially distinctive product. Toyota applies in Europe its strategy 
of permanent cost reduction at constant volume.  

Renault took advantage of the Asian crisis in 1997 to take-over Nissan, Samsung and 
Dacia. Daimler had tried to make the same with Chrysler, Mitsubishi and Hyundai. 
FIAT had tied an alliance with General Motors. BMW had purchased Rover some years 
before. Only Renault-Nissan Alliance succeeded. All the others fusions failed. Renault 
aimed to increase its internationalization and to become more profitable. Daimler on the 
other hand had wanted to build a world company, producing any type of vehicles and 
selling everywhere. FIAT had imagined to be able to become an European General 
Electric, abandoning the operational direction of its business, in particular of its 
automobile branch, to manage only its industrial and financial assets. BMW, by 
repurchasing Rover wanted to have models in all the market segments to position them 
in the high part of each segment, in accordance with its profit strategy. The success of 
Alliance Renault-Nissan was due until now to its flexibility and the success of some of 
their respective models, in particular of innovative or specific models. Only 
Volkswagen and PSA pursued their strategy of “volume and diversity” without 
deviating of their path, even if temptations had not missed. One and the other found the 
volumes and the co-operations that enabled them to increase their economies of scale. 

The rise of the institutional shareholders power in the capital of the companies had 
not finally changed anything in the governance of the manufacturers who had taken care 
to lock their capital. The most notable modification had been the fall of the weight of 
the State or local authorities in the life of the manufacturers of which they held a share 
of the capital: Renault and Volkswagen. Volkswagen in particular under a very strong 
pressure of the Commission of Brussels and of a part of German employers had to give 
up its system of co-administration. Porsche tried, little before the crisis, to take-over 
Volkswagen by LBO.  

The European equipment suppliers and subcontractors on the other hand were 
subjected to strong pressure and requirements for unreasonable profitability. It is one of 
the reasons that led PSA to reinforce the control of its supplier subsidiary: Faurecia. 
 
 
The actions and their effects on the automobile crisis 
 
The effects of the crisis cannot be dissociated from the effects of the actions that were 
immediately taken to limit the consequences of the crisis. The immediate reaction of the 
manufacturers was justified less by the fall of the sales than by the stop of the bank 
loans. They initially sought to increase their free cash flow, not to be in suspension of 
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payment. They voluntarily strongly reduced the production, time to sell their stocks. 
The recruitment was stopped, the permanent employees were put in temporary layoff 
during the time that was necessary, the contracts of the temporary employees were not 
renewed, and the product plan was re-examined. This policy thus lowered the 
production during the first months more than it would have done it without the stop of 
bank credits. 

Until now, the European manufacturers did not close factories, except FIAT that 
stopped producing in the factory of Termini Imerese, in Sicily. Under the pressure of 
the Italian government, it gave up the closing of the factory of Pomigliano d'Arco and it 
transferred to this plant the assembly of Panda that was made in Poland. Renault and 
PSA were committed not closing any assembly factory in France in return for 
governmental financial supports. However the carmakers employment is decreasing in 
France. Little before the crisis, Volkswagen had closed its Belgian factory of Forest and 
PSA its English factory of Ryton. The difficulties of the American manufacturers led 
them less to close factories in Europe than to sell European subsidiary companies 1. 
Ford preserved its plants except a factory of mechanics in Bordeaux. Little before the 
crisis, it had sold at a handsome price Land Rover and Jaguar to Tata. It had on the 
other hand to yield in 2010 Volvo to the Chinese manufacturer Geely at a price 
definitely less than its purchase price.The major impact of the crisis was of course the 
dubious future of Opel/Vauxhall during many months. General Motors wanted first to 
sell its subsidiary company, before to change one's mind. It recently gave up the 
financial aids that previously it had required of the concerned European governments 
and it is even going to purchase again the factory of mechanics of Strasbourg that it had 
sold beforehand. Chevrolet division of GM will finally take the assembly factory of 
Antwerp whose closure had been announced again.  

The manufacturers have been able to adapt to the economic situation without new 
closures of factory and without massive laying off thanks to the actions of working 
times flexibilisation implemented during the ten last years in the various producing 
countries, in particular the annualisation of the working time. 

However this arsenal of existing means was not however sufficient. The 
manufacturers asked and obtained new actions from the States and the European Union. 
Concerning the market, two essential decisions were made. The banks of the 
manufacturers, financing the automobile credit in particular, received loans enabling 
them to continue their activities, as well as the investment and deposit banks. 
"Scrappage Premiums", supplemented or not by premiums for the purchase of less 
polluting vehicles, were granted to individual buyers by the countries that were in the 
same time the largest markets and the largest automobile producers. Concerning work, 
the annual full number of payable hours in temporary layoff with the State contribution 
was increased. The maintaining of the plants had these public additional financing as 
counterparts. Concerning the investments, the manufacturers obtained also loans. The 
States and the European Union however required that the capitals obtained by these 
loans be dedicated in preference to develop cleaner vehicles.  

Finally, the manufacturers seem to go through the crisis in good conditions. It is not 
the same situation for the equipment suppliers and for the subcontractors. In addition to 
the sharp decline of the orders, they had to face the systematic carry forward of the bill 
                                                 
1 General Motors had closed before the crisis ist factory of Azambujo in Portugal. 
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payment by their customers until the authorized maximum delay. The States again had 
to intervene by specific actions to support the automobile network, in complement with 
the general measures taken to facilitate credit attribution by the banks to Small and 
Medium-sized Enterprises (SME). But in spite of that many of subcontractor's plant 
could not resist the shock and had to close. The impact on employment, although 
diffuse, was very important. The figures are not published yet, but we could observe 
many social conflicts against the closures. 

The actions taken the States in the main car producer countries are similar, but they 
did not have the same width according to the countries and they were adopted in a not 
cooperative way. Germany and France reacted quickly by plans meeting all the needs. 
Italy initially refused any purchase support, before resigned itself to doing it. Great 
Britain and Spain, observing the persistence of the collapse of their market, finally 
decided to begin to grant premiums when the German and French premiums are 
stopping. After many years of disengagement, the States are thus become again 
reluctantly, not only essential actors of auto industry, which they had never really 
ceased being, but also actors with the recognized rights and capacities. The 
governments, included those of the countries who are most in favor of free trade, did not 
fail to remind the companies, in spite of the protests of the commission of Brussels, that 
there were counterparts to their financial supports:  especially jobs preservation or at 
least preservation of the activity of production sites, and in some countries reorientation 
of the product policy.  

Thanks to the purchase premiums allotted by the European countries who are most 
important car producer countries and the largest markets, and thanks to the limited 
number of countries being converted to “the new economy”, the European market 
resisted better and dropped less than the North-American market (Figure 4 and 5)  

 
Figures 4 and 5 
Source: ACEA 
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From 2007 to 2009, the fall was of 2.5 millions of new vehicles (of 18.7 to 16.2 

million), so -13.6%. The fall could be even less strong, without the countries having 
yielded to the financial facilities of the “new economy” during the previous years: the 
United Kingdom (- 20.6%), Spain (- 52.6%), Romania (- 59.7%), Hungary (- 63.4%), 
Ireland (- 71.2%), Iceland (- 87.2%), etc. 

The premiums were so effective in Germany and France that the sales in those 
countries respectively increased by 0.6 million and 0.1 million! They simply limited the 
fall in the countries which granted later and less important premiums. 

The second major effect of the premiums was to modify the demand structure. The 
Western Europe market share of the small personal vehicles increased to 45.0% in 2009 
(8 points moreover in two years), whereas all other segments lowered, particularly the 
executive cars, 4x4 (four wheel drive) and minivans (Figure 6).  

 
Figure 6 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Source: ACEA 
 

 
This change in the demand structure had consequences on the manufacturers, the 

countries and the public finances. The manufacturers having attractive small vehicles 
were favored, in particular Hyundaï-Kia and FIAT, whereas the German specialists 
carmakers were penalized. The countries where the small or low costs cars are 
produced, i.e. in Central Europe, were also favored. At the contrary, the production of 
the countries producing medium and executive vehicles, so the Western Europe dropped 
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below the European average. Germany, in spite of an active support policy of national 
employment, permitted by the implication of the trade unions in the management of the 
firms, was penalized by the generous premiums allotted to the individual buyers. These 
high premiums must allow to buy the more expensive vehicles produced in this country. 
But in fact, many German people bought low cost vehicles, in particular Logan of 
Renault, for an extremely weak price. Public finances were also affected, especially in 
the countries that used a bonus/malus system according to the CO2 emission level. This 
system must balance financially, the product of the malus financing the distribution of 
the bonus. The extent of the demand carry forward on the least polluting vehicles 
obliged the public authorities to pay much more money than they had forecasted. 

The third effect of the premiums will occur when the premiums will be finished. This 
effect is well known. When the premiums stop, demand falls brutally, this one having 
been drained by anticipation. Informed by the experience, the French government 
organized a transition period decreasing the premiums from quarter in quarter until 
extinction. Germany stopped at a stretch and indeed its car demand has strongly 
dropped since two months. However the fall will be attenuated a little by the resumption 
of the commercial vehicles purchases. 

The unknown relates to the next market structure.  Will it find its former profile? 
Certain indices indicate it? However in some countries, the bonus-malus system 
continues and should attenuate a brutal return to the former structure. 
 
 
Opportunities and new orientations 
 
The crises, particularly the current one because of its width, create opportunities for the 
manufacturers and the equipment suppliers who were able to resist. There are 
opportunities to increase competitiveness, to take-over companies in difficulty or to tie 
alliances, to develop its activities in the most promising markets, to prepare the 
launching of new products corresponding with the new demand structure and with the 
requirements of drastic pollution reduction.  

During two last years, there was, in particular between France and Germany, an 
unusual race to reduce the welfare or collective charges of the companies. It is one of 
the manifestations of the current Franco-German tensions that weaken European 
construction. Germany initially founded a social VAT, i.e. it defers the financing of 
some social contributions of the companies to the consumers. Not only the 
competitiveness of the German firms was improved at a stretch, but also the imported 
products became more difficult to sell in Germany. The French manufacturers required 
and obtained in compensation from their government that the professional tax paid to 
the local authorities be removed. 

A carbon tax, existing already in some European countries, Sweden in particular, was 
lengthily discussed. France, which wanted to make a flagship action against climate 
warming with it, finally gave up with it. The commission of Brussels is charged to make 
a proposal for the European Union. This tax would also apply to the imported vehicles. 

The bankruptcy or the weakness of some manufacturers following the crisis created 
opportunities for the others in the United States, in Europe, in Japan, in Korea. FIAT 
was the only European manufacturer to apply to takeover Opel/Vauxhall, that General 
Motors wanted initially to sell. Some small European specialists manufacturers who 
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were also on sale: Saab by GM and Volvo by Ford, interested any European carmakers. 
After being saved by the American State, General Motors finally preferred to keep the 
control of Opel/Vauxhall. Volvo was finally purchased by the Chinese manufacturer 
Geely, and Saab by a small manufacturer of racing car, the Dutch Spyker. What 
remained of Rover was taken by SAIC. 

The European manufacturers preferred to tie new alliances with Japanese, American, 
Indians and Chinese car producers. Volkswagen took 20% of the capital of Suzuki-
Maruti. It currently negotiates with Proton. FIAT, after its takeover of Opel/Vauxhall 
was rejected, obtained 35% of the capital of Chrysler and its operational direction. 
Alliance Renault-Nissan tied capitalistic links with Daimler to develop together small 
vehicles and electric vehicles. Renault gave up its agreements with Mahindra and works 
now with Bajaj in India. It is candidate for the resumption of SsangYong. PSA, after 
having considered a capitalistic alliance with Mitsubishi, only reinforces its co-
operations to share models, engine, platforms and factories. Allied with Dongfeng in 
China, he wants to create a new joint venture with Changan. 

The European manufacturers had not staked on the same large emerging countries. 
Volkswagen, present for a long time in Brazil and in China, has just opened an 
assembly factory in Russia and tries significantly to penetrate the Indian market through 
its alliance with Suzuki-Maruti. PSA, present in Brazil and in China, remains a second 
range actor. It has just opened in Russia a common factory with Mitsubishi and defers 
to later the penetration of the Indian market. Renault, in spite of important investments, 
does not manage to impose in Brazil. Its Korean subsidiary, Samsung, seems to have 
satisfying results. It deferred its establishment in China, leaving at Nissan the 
penetration of the Chinese market. Its future in India is still dubious. Its main conquest 
market is Russia, where it hopes, through Avtovaz of which it holds 25% of the capital 
and with Nissan, to take 40% of the market share in 2014-15. FIAT, primarily present in 
Brazil where it is the first manufacturer, really installed neither in India, nor in China, in 
spite of agreements with Tata in the first case and with SAIC in the second case. Its 
ambitions are great in Russia, after having signed an agreement with the local 
manufacturer Sollers, although Renault was preferred to it to take-over Avtovaz. 

The European manufacturers and States distinguish between them by their transition 
strategy to less carbon cars. FIAT, because of its South American and Eastern-European 
anchoring, privileges the agro-fuels and the natural gas. However, its takeover of 
Chrysler, which studied electric solutions for a long time, could lead it to evolve. 
Chrysler will produce an electric FIAT 500. Volkswagen, PSA, Daimler and BMW 
considered a progressive scenario clearly: improvement of the existing oil engines, then 
hybrid vehicle, then plug-in hybrid vehicle, then electric vehicle, then fuel cell vehicle. 
According to them, the passage from a motorization to another must to be done as the 
resolution of the persistent engineering problems and the investments amortization. 
They even estimated that the electric vehicles would remain a long time marginal. This 
position was logical: for the two first taking into account their profit strategy based on 
the commonalisation and limited diversity and for the two others taking into account 
their strategy of socially distinctive products, which does not tolerate insufficient 
performances. However the will of many territorial authorities, service firms to hasten 
the transition to the electric vehicles by substantial assistances and pre-commands seem 
to have convinced them that they could not defer to later the launching of electric 
vehicles.  
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Renault-Nissan is the only one to have made the choice of the full electric 
immediately. For this manufacturer, the performances of the Lithium-Ion batteries are 
sufficient for the large majority of the ways carried out daily. But it estimates that the 
market will not create by itself. It must be created voluntary. It is necessary to leave the 
vicious circle: high price/ weak demand. It thus multiplied the partnerships with 
countries and local authorities so that they propose electric vehicle purchase premiums 
and so that they facilitate the installation of the electric recharge infrastructures. It also 
envisages rent the batteries to bring back the purchase price to the price of an equivalent 
internal combustion engine vehicle and to install fast exchange stations of batteries in 
some main roads and in some countries. Renault will launch in 2011 two full electric 
cars: a family car and a light commercial vehicle, and in 2012 two others: a small 
personal vehicle and a quadricycle with two places. Nissan will also market Leaf in 
Europe. 

The European governments do not have either the same strategy. Sweden privileges 
the agro-fuels, Italy and Russia the natural gas. France, Great Britain, Spain, Portugal, 
Denmark, Ireland and Switzerland: electricity. Germany and with its continuation the 
commission of Brussels had adopted a policy of “technological neutrality”. According 
to them, the governments had only to lay down reduction objectives of consumption and 
pollution, the manufacturers had to propose their own technical solutions and finally the 
customers would have to choose. But this strategy condemned the electric vehicle. To 
take off commercially, the electric vehicle needs recharge infrastructure and financial 
supports to reach quickly the volume that will drop the price of the batteries. Two other 
considerations also entered on account. A rapid increase of oil price is not to exclude. In 
this case, the hybrid solution will be very insufficient. The automobilisation of China 
and of India will not be able durably to continue with the internal combustion engine. 
Some Chinese manufacturers, strongly supported by their government, could have 
interest to take lead on the electric vehicle, instead to try unnecessarily to fill their delay 
on the oil vehicle (Figure 8). This is why Germany and the commission of Bruxelles are 
changing progressively their point of view.  

 
Figure 8 
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Conclusion 
 
Perhaps the Crisis of 2008 will appear in a few years as an episode that accelerated the 
advent of a Second Automobile Revolution. The electric vehicle is not indeed only a 
new motorization. It allows a new automobile architecture, increasing the possible uses 
and styles of cars and simplifying considerably the design, the production and the 
distribution of the vehicles. The geography, the economy and the sociology of world 
auto industry simply will not evolve according to the development of new markets and 
new producing countries, but certainly and more strongly according to the new types of 
vehicles which the irresistible rise of the oil price, and the will of some great emerging 
countries, not only to create their own auto industry, but also to change the terms of 
competition by new automobile types. Whereas the crisis is not yet overcome, a hard 
battle is starting. 
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